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The Sales Idea 
Must Be Put to Work 


| NE of the tangible results of the past year has 
| been a definite entrance of the idea of salesman- 
ship into the electric railway industry. He who rises 
| 40 say that “merchandising transportation” has always 
been with the industry as a phrase shouldbe told that 
that is only a part of the big idea which is really being 
| turned into action in various places. 
ie Salesmanship in the electric railway industry is some- 
thing more than' the mere selling of more rides. It is 
the largest factor in making a business out of the 
industry, or of putting more business into the industry. 
_ ‘This sales idea must be pushed and made more 
effective in 1922 than it has been so far. Surely those 
‘who have done something real in the way of putting 
| more salesmanship into their business have reaped 
' results to which they are glad to point for the benefit 
of doubting Thomases. 
The trouble is usually that each man sees how 
salesmanship works some place else but doubts its 
| efficiency on his property. The ELECTRIC RAILWAY 
JOURNAL hopes to continue its efforts to keep this idea, 
\ which seems valuable, before the industry by showing, 
during the coming months, actual examples of what 
real salesmanship is and means. It is the small, homely 
act which does the work, supported and inspired by a 
| real selling instinct. 
One fact should remain clear: Those who have done 
|. the most to promote the idea do not propose a separate 
_ sales force as an appendage to the organization, but that 
the whole organization be inspired with the sales 
instinct by having a salesman at the helm. Mr. Good- 
__win’s citation, at Atlantic City, of Mr. Budd as_ the 

_ typical “sales manager” he had in mind is a concrete 
illustration of what is meant. 

The sales idea must be put to work even more in- 
tensively. May 1922 see an accomplishment in this 
line which will show indisputable advantages resulting 
therefrom. 


The “One Price, Single Coin” Idea 
. Wrecks Another Industry 


ND now the “Dollar Watch,” of Ingersoll fame, has 
_ L£\ succumbed to the same sort of plague that smote 
_ the railways, with their “Flat 5-Cent Fare” slogan. 
_ The two cases are so much alike that we of the electric 
railway industry look with sympathy and understand- 
ing on the present troubles of the Ingersoll company. 
Here was a huge business, built more around the 
“dollar” than around the watch, It was Sta the 


hich did most to build the huge successful business 
tha’ _ the Ingersoll watch once enjoyed. It was the 
attempt, forced by economic conditions, to sell the watch 
at its worth with depreciated currency that wrecked the 
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Number 1 


It is net necessary to review to electric railway men 
the troubles into which the flat 5-cent fare—once the 
greatest talking point of the industry—brought. the 
electric railways of this country. However, it is be- 
lieved that it will be valuable for all railways to call 
public attention to the basic cause of the Ingersoll 
situation as an argument to show why railway fares 
should be such as to pay for the service rather than to 
be based or judged on the old flat 5-cent fare. 

This should also be another impelling motive for rail- 
ways to. study their fare schemes to see if it is not 
advisable to get away from the “flat fare” as well as 
the “flat 5-cent fare.” The industry is still experi- 
menting on fares, as Mr. Storrs so ably pointed out 
in these columns just a year ago. The results of the 
experiments should be such as not to embarrass the 
industry in some future crisis by having a fare scheme, 
a price, which seems more important to the public than 
the service received. 


The New Year Holds Promise 
for Further Sound Advancement 


YEAR ago, while other industry was in the throes 

of trouble from which it has only partially, if at 
all, extricated itself, we expressed a faith in the electric 
railway industry, in its ability to make 1921 a pros- 
perous year. That, on the whole, it has done so to a 
degree unequaled by other industries is indicated in the 
rest of these pages. While other industries, even other 
utilities, have suffered depressions in 1921 heretofore 
unequaled, there has been a steady up-grade movement 
with the electric railway industry. The seeking out of 
weak spots has played as important a part as making 
strong spots grow. 

And what of 1922? The whole world seeks as never 
before—at least since the cry of humanity for a leader 
nineteen hundred and twenty-two years ago—for leader- 
ship and sane thinking to make an end to destructive 
forces and to strife. Social and industrial welfare 
everywhere hangs in the balance with such momentous 
problems as the world’s peace, discussed in the Disarm- 
ament Conference; as Irish peace, now seemingly 
assured, and as European economic adjustment. The © 
effects of the results of such questions will be felt 
directly in industry as well as in social advance. 

The electric railways cannot escape their relation to 
other industry if they would. They are, however, in a 
more advantageous position, a more secure position to 
meet the problems of the future. This future is, as 
always, in the hands of electric railway men themselves, 
and success or failure will be credited accordingly to 
them. But with a public greatly enlightened through 
the efforts of the past year, with a start made toward 
rehabilitation of properties weakened by the stress of 
war times, with a growing appreciation on the part of 
the investing public of the intrinsic value of investment 
in substantial securities of necessary industries, the 
problems of the coming year should be more closely 
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identified with improvement in equipment and service, 
to get ahead of the times in an operating and a busi- 
ness way. As we said a year ago, the new year still 
contains problems and difficulties. “It is merely that 
they are different ones” in 1922 “from those that have 
gone before and been long since overcome or solved 
successfully.” 

And so 1922 is faced hopefully, more so even than 
1921. It should be a year of secure advancement for 
the industry, a year for it to place itself even more 
firmly as an established necessary, useful and successful 
public industry. ‘i 


Taxation Affecting Electric Railways— 
Outlook for Progress in 1922 


fl Guid the present situation of the electric railways 
with reference to taxation is intolerable and cannot 
continue indefinitely without remedy is well known to 
the guild but is not known to outsiders generally. 
Radical changes are imperative, but the possibility of 
securing these changes practically coincides with the 
possibility of bringing to the public a real appreciation 
of the facts and their implications. There are some 
indications that progress is being made with this task 
of education and that 1922 may see some real accom- 
plishments in the direction of more fair taxation of 
electric railways. 

Congress, of course, can do little and will probably do 
less. The new revenue act of 1921, passed a few 
weeks ago, with its corporation income tax rate of 123 
per cent, increases rather than decreases the burdens 
of the industry. No one is satisfied with the new law 
and it is quite possible that there will be a revenue 
act of 1922. What its character will be the agricul- 
tural bloc will probably determine. But it seems 
scarcely reasonable to expect that reduced corporation 
taxes will form a part of the program. 

It is entirely reasonable, however, to anticipate favor- 
able action of Congress on the proposal to eliminate tax- 
exempt securities. The apathy which has been shown 
at the Capitol toward this measure should be dispelled 
and the issue forced to a decision. Its importance to 
the electric railway industry justifies exerting every 
effort in its support, as has frequently been pointed out 
in these columns. 

Yet the least of the problem does not lie here. The 
taxes which really hurt, the ones which are forcing com- 
panies into bankruptcy, are those imposed by the states 
and localities. For the most part these taxes are a 
heritage of old franchise agreements and legislative 
compromises handed down from an age when conditions 
were essentially different from those which now obtain. 
Taxation in practice, and to a large extent in theory 
as well, has failed to keep pace with the changes in the 
economic and social conditions surrounding public 
utility operations. Variations in rates of fare have not 
been clearly articulated with changes in rates of taxa- 
tion. Gross receipts have shown no close correlation with 
the Bradstreet’s index number of wholesale prices, con- 
sequently taxes on street railways have come to bear no 
relationship either to ability-to-pay or ability-to-shift. 

In various parts of the country the taxing author- 
ities are beginning to take cognizance of the situation 
and the coming year should yield the first fruits of 
these new attempts to consider the problem. New 
York is one of the states which has been investigating 
its public utility taxes. Senator Davenport’s joint 
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legislative committee on taxation has made an ex- 
haustive statistical inquiry during the past year and is 
expected to submit the results to the New York Legis- 
lature within a few days, together with its conclusions 
regarding the changes which should be made in the tax 
laws... This report is being awaited with great interest 
by the electric railway men of the state. 

The time has ‘come when it should be possible to 
secure agreement upon a set of principles governing the 
taxation of public utilities such as electric railways. 
Precisely what justification is there for the taxation 
of such companies under a system of controlled rates? 
What are the charges properly attributable to the com- 
panies for police protection and other municipal func- 
tions? How much of the “paving charges” are true 
costs and how much are taxes? Is there any excuse 
for taxes of this character? These are some of the 
questions which will be actively debated in the legislative 
hearings of 1922. The industry must co-operate in 
arriving at satisfactory answers—answers which will be 
fair and equitable from the point of view of all con- 
cerned. In this direction lies the prospect for real 
improvement in the tax situation of the electric railway 
industry. 


Interurbans 
Progress in 1921 


NE of the notable developments in the interurban: 

field in 1921 was the advent of the light-weight one- 
man interurban car for use on the short lines where 
traffic and speed conditions do not necessitate heavy 
equipment nor the services of two trainmen. This type 
of car has proved highly satisfactory, and its substan- 
tially lower operating costs offer an opportunity in a 
number of instances to make operation pay where it is 
now unprofitable. Ways and means of financing such 
equipment to replace the old heavy two-man cars could, 
therefore, well be studied and vigorously pursued in 
1922. 

The automatic substation has played an increasingly 
important part in interurban operation during the past 
year, and its further application during 1922 is fully 
to be expected because of the very substantial savings. 
it effects. A return on the investment of 50 per cent 
in one case comes to mind. An interesting possibility 
for 1922 in connection with power supply is the trial of 
mercury-are rectifiers as a substitute for rotary con- 
verters. A foreign manufacturer who has built several 
installations for European electrifications that are re- 
ported to be successful is now offering to supply them 
here. Undoubtedly our own electrical manufacturers. 
have been working along this line, and if the device 
comes out for trial in 1922 and is found practical, it will 
have a far-reaching influence on all future interurban, 
and also heavy traction, work. 

From the standpoint of progress in engineering ~ 
matters and standardizing of equipment design and 
maintenance practices, the formation of the engineering 
council of the C.E.R.A. is perhaps the outstanding de- 
velopment of the central territory, the great interurban 
region, during 1921. The coming year will witness 
some of the fruits of the labors of this body, and they 
promise to be good. There is ample opportunity for 
some real economies to be accomplished, not to mention 
the better operation that will result, if this council 
approaches the potential possibilities before it. 

Perhaps the most serious development of 1921 has’ 
been the continuing growth of motor bus competition. 


January 7, 1922 


ELECTRIC RAILWAY JOURNAL 3 


This is a difficult problem to handle, particularly where 
the state commission has not yet been given jurisdiction 
over bus transportation. In such cases the problem is 
largely one of salesmanship and adjusting the service 
to meet the new conditions. Probably the best course 
for the interurbans is to cater especially to the longer 


- haul traffic by providing more and faster through trains. 


For the short hauls it is more difficult to compete with 
the bus, but for fast, comfortable, long-haul service the 
electric line has great advantages and should make the 
most of them. A number of new fast trains have been 
‘inaugurated during 1921 and practically without excep- 
tion have met with very good success. No opportunity 
should be overlooked, however, in coping with this form 
of competition, to endeavor to work with the bus owners 
a plan whereby they will operate in conjunction with 
rather than in competition with the interurban. In 
many cases it is believed that such a plan of co-operation 
can be effected with resultant advantage to both railway 
and bus line. 

The year 1922 brings new problems—let it also wit- 
ness new methods of solution, more salesmanship and 


more “ginger.” 


StandardizationIs 
Essential to Prosperity 


HE standardization of a product ultimately pencnts 
the user, the manufacturer and the producer of the 
raw materials that enter into it. The user is benefited 
by the interchangeability of parts, by the decreased 
stock necessary for maintenance and by the reduced 
cost of the product. The manufacturer’s output can be 
increased with the same working force. Equipment and 
tools necessary for manufacturing can be decreased and 
a higher quality product with less rejections can be 
obtained. The producer of raw materials can develop a 
business of greater magnitude in a relatively few forms 
or compositions, whereas without standardization he 
would be called on to satisfy many varying demands. 
With these recognized advantages why is there in 
some instances an antipathy to this work? Some old-time 
designers seem to feel that standardization hampers 
their expression of individuality and prevents progress. 
Some manufacturers have voiced the opinion that stand- 


_ardization removes a valuable basis of competition. 


These differences of opinion arise, no doubt, from a mis- 
conception of the economic field for standardization. 
Manifestly if we should attempt to standardize com- 
plete units as by covering in one specification the details 
of design for a complete car or truck of a given capacity 
we would be standardizing output rather than details 
and materials. The greatest benefit to electric railways 
will come from standardizing small detail parts, ruling 
dimensions, tests for materials and methods of manu- 
facture. With such there will be no sacrifice of indi- 
viduality and the designer can devote his attention to 
more important considerations. 

At the present time the work of standardization is 


i going forward all over the world with surprising in- 


tensity. During or since the war national engineering 
standardization bodies have been formed in ten foreign 
countries. Great Britain and Germany are taking the 
lead in developing standards on a broad scale. In Eng- 
_ land, the government has appropriated several million 

dollars toward the work, and in Germany there are 


5,000 firms which are contributing members of the cen- 


tral organization. These two countries are America’s 


chief industrial competitors, and the feeling is very gen- 
eral in each that standardization will be a most essential 
element in the development of foreign trade. It is 
interesting to note that Germany appears to be devoting 
her efforts toward standardization of manufacture 
rather than that of materials so that both labor and 
material will be saved by simplification of design. 

_In the United States the American Engineering 
Standards Committee was organized in 1918, but it has 
been in active operation only a year. At present there 
are nearly 150 engineering societies and trade organiza- 
tions which are co-operating in the work. The Amer- 
ican Electric Railway Association is a member of this 
group and is taking an active part in all standardization 
work of interest to the electric railway industry. An- 
other advantage to the engineers and organizations 
engaged in this work is that thereby they are brought 
into close contact with the leading minds in all branches 
of engineering work. This increases and broadens the 
vision necessary for solving the problems in hand. For 
some time past there has been a pronounced feeling that 
our industries were functioning too much as independ- 
ent units. The standardization movement is one of co- 
operation throughout each branch of industry, as well 
as between the different branches whose interests touch 
and overlap. It is not too much to say that standardi- 
zation offers a major opportunity toward the integra- 
tion of our industries on a national scale, so that they 
may function in a purely national way. 

In the present period of readjustment a decrease in 
the cost of electric railway equipment is imperative. 
Such a reduction can come from more efficient methods 
of manufacture without lowering the quality of the raw 
materials. Standardization presents a means for ob- 
taining greater production at less cost and for main- 
taining a high quality of equipment with fewer defects. 


Rolling Stock Purchases 
Reach a New Low Level 


HE annual compilation of statistics in this issue 

presents two noteworthy facts. First, rolling stock 
purchases during 1921 were the lowest recorded since 
these tables were begun in 1907, and, second, the mile- 
age of track reconstructed is the greatest since record of 
this was started in 1917. The low ebb which equipment 
purchases reached has not failed to have its effect on the 
total rolling stock owned by the electric railway indus- 
try. The aggregate figure for 1921 shows that this new 
equipment lacks about 300 cars of replacing that retired 
during the past year. The track mileage reconstructed 
has no effect, of course, on the total mileage, but the 
new track built last year has been insufficient by approx- 
imately 150 miles to keep the total mileage from de- 
creasing. The complete statistics of track in operation 
show that this total mileage is now 47,555. 

Statistics are subject to a wide and varied interpreta- 
tion. The causes of these changes are perhaps more 
easily traceable than the results. The predominating 
cause, of course, has been financial difficulty. Though the 
decrease in the number of cars and in the total mileage 
is quite insignificant when taken on a percentage basis, 
in stringent times it is but natural that money should 
be spent where it will net the highest return. Likewise, 
existing equipment has been worked to its utmost 
capacity. Therefore there is nothing alarming in these 
figures, which merely show that it has been necessary 
to abandon non-essentials. 
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The low record of car purchases is readily accounted 
for by the serious financial problem that the railway 
industry has had to solve. Price readjustment has been 
taking place, und no doubt railway officials are putting 
off the purchase of much needed rolling stock as long as 
possible. The only large order for cars in the United 
States was for the new municipal line in Detroit, Mich, 
Aside from this order of 225 safety cars and fifty of the 
Peter Witt type, there were but 1,188 other passenger 
cars ordered. These were divided among 984 for urban 
service, 129 for interurban service and seventy-five for 
rapid transit lines. When these 984 cars purchased 
during 1921 for urban service are compared with the 
1,699 safety cars purchased during 1920 for service in 
the United States the result is somewhat startling. 
Safety car purchases decreased to 565. The ratio of 
safety cars to total passenger cars purchased for urban 
service has been decreasing slightly for the last three 
years, but safety cars still constitute more than half 
of this total. 

Reconstruction of old cars has been quite active. An 
effort has also been made to find out the number of old 
cars reconstructed for one-man operation during the 
past year. The data obtained show 320 cars recon- 
structed with safety devices and 268 cars without safety 
devices. Several roads are operating cars with one man 
by simply closing the rear doors. Such cars are not 
included in the figures just quoted. 

The amount of new track built during 1921 is about 
the same as for the preceding year. The city of Detroit 
with 46 miles of new track construction is the only place 
where lines were extended to any appreciable extent. 
The remainder is made up of turnouts, sidings and short 
connections. These figures indicate that extensions 
have practically stopped. 

A total of 615 miles of track were reconstructed, as 
compared with an average of 320 miles per year for the 
preceding four years. This shows that the track forces 
of the various railways have not been idle. Electric 
railways also have not rebuilt track unless it has been 
found absolutely necessary. This increase in track 
reconstruction thus appears to be the result of deferred 
maintenance during the past three or four years. 


United We’ll Progress— 
Divided We’ll Never Get Anywhere 


HE electrification of railroads is not making the 
progress that it should, due, among other things, to 
the unfortunate circumstance that the engineers seem 
not in all cases to be agreed on fundamental data. Con- 
ditions are better than they once were, but the lack of 
unanimity is bound to be confusing to railroad managers 
and boards of directors who are now or will soon be 
considering the advisability of using electric motive 
power. Some years back there was a merry war over 
the relative merits of two rival systems of electrification. 
This undoubtedly served to bring out a lot of informa- 
tion, but it could not but confuse the non-technical stu- 
dent of the subject. Apparently not all of the engineers 
themselves were entirely clear in the matter. Now, 
debate seems to center on such topics as the relative 
coal consumption, or its equivalent, in steam locomotives 
and in power plants furnishing power to electric locomo- 
tives, the relative costs of maintaining steam and electric 
locomotives, etc. 
As a matter of fact these questions form the subject 
of quite a lively controversy in the columns of the 
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Railway Age in recent issues. This was given its 
impetus by the report of the United States Geological 
Survey of the Department of the Interior on “A Super- 
power System for the Region Between Boston and 
Washington,” which had much to say on the electri- 
fication of railroads in the New England district and 
southward. This report, it will be remembered, was 
prepared under the direction of W. S. Murray, and the 
section on electrification was the work of Dr. Cary T. 
Hutchinson and associates. Messrs. Murray and Hutch- 
inson have devoted many years to the study of railroad 
electrification and have applied the results of their study 
on a considerable scale. What they know and feel about 
it should therefore have much weight with railroad men 
and others who are to have a hand in applying electric 
motive power to steam roads. The data and estimates 
which they have reported, however, have not proved 
entirely convincing to all railroad men, at least as far 
as the mental attitude of these men is reflected editori-. 
ally in the Railway Age. 

The position taken by the Railway Age, to quote 
from one of its editorials on the subject, seems to be 
this: “Unfortunately because of such statements 
[several being cited that were considered unwarranted 
by the editors] the data presented must be accepted 
with reservations In using the report as a 
guide it would appear that it must be done with discre- 


tion.” Messrs. Murray and Hutchinson reply that the 


Railway Age editors did not study the report carefully. 
This charge is promptly refuted, and so on. The Rail- 
way Age editors think the superpower experts assumed 
too much; in reply they are told that the “assumptions” 
are based on accepted data. Thus the fur flies. 

In so far as this battle between the exponents of 
conservatism and enthusiasm with regard to railway 
electrification brings out facts, it is valuable, but it 
cannot compare in value with emphasis on agreed 
points. There is no doubt of the fact that the Railway 
Age appreciates the report on superpower as a whole, 
while Messrs. Murray and Hutchinson no doubt realize 
that the Railway Age believes in electrifying the rail- 
roads as extensively and as rapidly as economic condi-. 
tions seem to it to warrant electrification. To be sure, 
the Railway Age editors think that Messrs. Murray and 
Hutchinson desire to go too fast. Per contra, these 
gentlemen apparently consider the Railway Age ultra- 
conservative. It is a question of speed, not of principle. 

In the controversy the ELECTRIC RAILWAY JOURNAL, 
standing on the side line, has no desire to interfere; the 
parties concerned are fully capable of handling their 
respective ends of the discussion. The JOURNAL does 
regret, however, that there does not exist that much 
desired and urgently needed American Committee on 
Electrification (under whatever name and auspices it 
may be called together) because such a committee could 
act as a clearing house for information of a character 
that would make a difference of opinion as to data 
impossible. The present controversy hinges on such 
items as coal consumption of steam locomotives and of 
power plants, maintenance costs of steam and electric 
locomotives, basis of comparison of steam and electric 
locomotive performance and such details. These are — 
questions of fact, not opinion. Facts are usually deter- 
mined by jury on the basis of evidence. What better 
jury could there be than an American Committee or — 
Electrification? Once the facts are agreed upon, the 
course to be taken will be much clearer. Everybody 
wants to take the right course. Why not get together? 
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; : Fundamental Conditions 
a / in the Industry Are Better 


the past year are the lowest since this paper has 
compiled these statistics, or since 1908, the properties 
| themselves at the beginning of 1922 are undoubtedly 
| ona better financial basis than at any time for five years 
| or more. Conditions may not be all that could be 
| desired in the electric railway business, but they are 
| - returning to normalcy. 
; As in other lines of business, gross earnings have 
| shown a tendency to decrease during the past year as 
compared with 1920, particularly since July 1, but it 
has been possible generally for companies to reduce 
their operating expenses so as not to increase their 
operating ratio. This is clearly shown by some figures 
for the first nine months of 1921, representing about 
25 per cent of the total earnings of the industry and 
made public by the association last month. These re- 
turns show an increase in gross for the nine months 
compared with 1920 of about 2 per cent and a decrease 
during the third quarter of about 5 per cent. Never- 
| theless, in both periods, the operating ratio in 1921 was 
_ lower, i.e., in the nine-month period the reduction com- 
pared with 1920 was from 76.6 per cent to 75.5 per cent 
-and in the three-month period from 78.6 per cent to 
_ 75.1 per cent. Ability to reduce operating expenses 
| proportionately with the falling off of gross receipts 
may not comprise the highest hope or ambition for the 
industry held by a stockholder. Nevertheless, it is a 
valuable quality, and when general business conditions 
change some of the economies effected will undoubtedly 
be retained. Incidentally, there are probably few large 
industries which can show during the first nine months 
of 1921 an increase in gross of about 2 per cent as 
_ compared with 1920 and an increase in net of about 9 
per cent, yet these are the figures of the group men- 
| tioned. 4 
The improvement thus shown is based on fundamen- 
tally better conditions in the industry, entirely apart 
from and in addition to the falling cost of labor and 
materials and even permission to charge higher fares. 
These additional bases for hope for future sound electric 
_ railway finances may be summarized as follows: (1) 
_ Recognition by the public that electric railway receipts 
_ shall be adequate to pay all costs of operation, including 
depreciation and a return on a fair valuation; (2) a 
growing acceptance of the principle that local transporta- 
tion must be a monopoly and consequently that un- 
regulated jitneys must be suppressed, and (3) the im- 
possibility in two or three notable instances of finding 
any substitutes for electric cars as a means of mass 
transportation. 
This does not mean that all’ of the financial troubles 
_ of the electric railways are past, or even that the 
_. critical condition of many are yet over. Special local 
_ conditions, such as inadequate fares, still hamper many 
companies and these must be remedied. In a great 
many other cases operating deficits of considerable 
fe ‘proportions were accumulated during the war. Some 
_ time must elapse after net receipts have reached a 
reasonable amount to allow the companies to put the 
properties in good physical condition. With the re- 
_ established credit which these net earnings will bring, 
however, it will be more easy for the companies to 
take the rehabilitation required. The track 
obably suffered more during the war period from 


LTHOUGH the statistics of cars purchased during 
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lack of maintenance than any other part of the equip- 
ment, and as earnings increase it will be part of wisdom 
for the companies to rehabilitate their track promptly. 
In this they will undoubtedly bear in mind such changed 
conditions as have been caused on most properties by 
the addition of lighter rolling stock. 

Another criterion of the financial conditions of any 
industry is the number of companies which have gone 
into receivership during the year. In the case of the 
electric railways this is slightly less than 1920 and 
much less than in 1919. This and the attendant circum- 
stances, as explained in the text accompanying the table 
on receiverships, show a sounder condition of the in- 
dustry than has existed for some time past, and while 
there have been many threatened abandonments and 
many short sections of track actually have been given 
up, there have been very few total abandonments of 
service by entire companies. 


Statistical Service Extended 
to Automotive Equipment 


NE often hears the perpetual grouch bemoan the 

fact that electric railway operators, from president 
to master mechanic, don’t have to ride in their own 
street cars, but are provided with automobiles by the 
company. This is a conception that gained wide cur- 
rency during the years when automobile cushions grew 
softer and the wheels of electric railway cars lost their 
circular shape. The ELECTRIC RAILWAY JOURNAL now 
steps in with statistics, one of the customary editorial 
weapons, to show that propagators of such ideas are 
mistaken in their major premise. Our figures show 
that there are not sufficient passenger cars in the indus- 
try so that even one could be allotted to each property! 
To go further, the majority of these automobiles 
classed as passenger cars come under this designation 
only because the passenger body has not been replaced 
by a service body, although the car is really used in 
connection with line or track maintenance. Very few 
of the cars, of the limousine and coupé type which 
always appear promptly to,convey the president to and 
from his office, could be found in the reports submitted 
by the various companies. A total of forty for this 
type appears almost insignificant in comparison with the 
size of the industry and, in fact, also with the actual 
inherent necessities of the industry: 

As far as service cars are concerned, their number 
is roughly a thousand, or nearly twice the total of the 
passenger automobiles. The figure shows that automo- 
bile equipment for tower wagons, line and track main- 
tenance and emergency uses has a very definite and 
valuable function as an auxiliary to other rail-borne 
service cars. The larger electric railways may have 
use for both kinds of service cars, but it is probably 
much better for the railways which have only a few 
miles of track to put whatever money they have to 
spend for such equipment into rebuilt rail-borne service 
cars. 

The totals to this compilation are probably most in- 
teresting because of the difficulty in assigning so handy 
a vehicle as an automobile to any definite duty. A 
relative idea of the number of service automobiles com- 
pared with the number of cars operated by electric 
railways may be gained from the fact that there is one 
automobile for about every 110 cars. This ratio is 
nearly the same as that of rail-borne service cars to 
total rolling stock. 
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Association Activities 

Useless and Useful 

HE statement “there are too many associations” is 

heard so. often and rings so true that those in 
charge of the operation of associations have a duty to 
make sure of the usefulness of each and every activity. 
Americans are sometimes called a nation of “Joiners.” 


It is comparatively easy to start an association along 


almost any line of human interest, activity or fad. All 
that is necessary is to have some central motive or 
thought, which may be religious, political, social, -indus- 
trial, athletic, historical or gastronomic. An active 
campaign for membership will usually bring in recruits, 
and another organization is added to the vast number 
now in the country. Nevertheless, it would not be hard 
to find a consensus of opinion that there are several 
associations whose usefulness, if it ever existed, has 
disappeared or become negligible. As this is true of 
associations as entities it is also true of the individual 
activities of some of the associations whose general 
usefulness is unquestioned. 

It is very easy to understand how such conditions 
arise—an association is formed and a headquarters 
established; certain activities spring up, committees are 
appointed, and away they go’ on programs which soon 
obtain such a momentum, or the individuals directing 
them are so wrapped up in them per se, that they go 
on long after their useful function has ceased. As 
in the case of one branch of the U. S. Army—so the 
other branches said at one time—it thought the Army 
was made for it rather than it made to serve the Army. 

Associations—voluntary associations, at least—have 
a great responsibility in the expenditure of funds col- 
lected as voluntary dues. In this connection, they are 
not unlike municipal officials who spend not their own 
money but from a general public purse and are wont 
to spend of it more freely than they would their own. 
In associations of engineers and business men expendi- 
tures should be on a higher plane, however, as these 
associations are operated by men of business who have 
experience to draw upon and they owe it to their 
associations to do so. 


American Electric Railway Association 
Performs a Useful Function 
S TO THE American Electric Railway Association, 
with its affiliated associations, the principal or- 
ganization of interest to the electric railway field, it is 
gratifying to point out the useful work which it is 


doing for its members and the efficiency with which the 


present organization makes it possible to manage its 
activities. The headquarters office is on a real business- 
like basis of operation. The executive committee in its 
monthly meetings has the opportunity of keeping in 
close touch with the current operations and, from the 
tenor of its discussions, is really doing so. This is 
making for even better and more useful association 
service and the executive committee will doubtless come 
more and more to see that the business principles the 
members apply to their own properties are applied to 
association affairs. This includes, of course, the point 
already mentioned of the most strict examination of 
every expenditure to determine whether it is fully 
justified by the benefits derived from it. As the annual 
budget of the association now is in the neighborhood of 
$250,000, the sums involved are considerable. 

When one examines the services of the A.E.R.A. 
and the affiliated associations, it is very apparent that 
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they are of value not only to the members but to the 
industry as a whole. That it is appreciated by the 
members is attested by the more than 10,000 requests 
for information received by the Bureau of Informa- 
tion and Service. Surely railway companies who are 
not now members of the association will do themselves, 
as well as the rest of the industry, a real service if 
they will study what the association is doing, and, 
seeing and believing, join. 

Elsewhere in this issue, Mr. Palmer and Mr. Kim- 
ball show clearly the service which the Transportation 
& Traffic and the Engineering Associations are or- 
ganized and prepared to do—are doing, in fact—for 
the industry. Mr. Todd has recently, in Aera, outlined 
plans for the American Association, and in his interview 
in the Dec. 10 issue of this paper told his own ideas 
and gave a picture of what his leadership will be. All 
these deserve study and prove the value of the associa- 
tion’s work, which merits the support of every railway 
operating and manufacturing company. It is by organ- 


ized effort only that certain things may be accomplished 


and advances made. 


“Blocs” a Bane 
to the Railway Industry 


S IN governmental affairs so in the railway industry 
there has arisen a situation in many localities 
where “blocs,” or groups of individuals, have been 
formed for the purpose of protecting their several group 
interests. Labor, the public, capital and the operating 
management have been forced to separate into such 
groups and to fight for their several interests through 
the use of voluntary or compulsory arbitration boards 
as controlling elements in industrial disputes. 

The arbitration board is a method to compromise 
ethics and not morals, is correct in principle and is a 
potent industrial safeguard, but it does have disadvan- 
tages in that it results in the formation of antagonistic 
“blocs” both inside and outside the board. “Blocs” never 
look out for the good of the whole, and the progress of 
the industry will be measured by the degree of co-opera- 
tion and not by the strength of the several “blocs.” 
Furthermore, the arbitrary standards fixed by the arbi- 
tration boards in many industrial disputes have often 
been based on false premises and sometimes political 
expediency, so that today, when recision takes place in 
all railway expenditures, grave trouble arises because of 
the previous standards set up for compromising dis- 
putes. 5 

Labor in particular formed a “bloc” which fought 
hard for deserved wage increases when prices advanced 
and now fights hard to maintain these same war stand- 
ards. It is more able to fight because the machinery 
or “bloc” previously organized continues to function and, 
to make matters worse, in many cases irresponsible lead- 
ers have obtained control of the labor “blocs” and fight 
selfishly for their own interests. 

The bright spot in the gloom arises from a considera- 
tion of recent decisions of the courts where the “cost of 
living” as the sole standard for setting the wage stand- 
ard has been replaced by “financial condition of the 
company” and the “price of labor in the open market” 
as more pertinent standards. 

If only the “blocs” can be unified and educated to 
realize that “all for one and one for all” is the true 
motto for arbitration and that the “all” means the 
co-ordinated railway industry, then the industrial 
methods of the past few years will result in progress. 


~ 


This has happened in several cases recently in the elec- 
tric railway industry, and the good results in these cases 
should serve as examples in other cases. 


Railroad Electrification as a 
Power Plant Proposition 
f LARGE part of the discussion regarding the elec- 
trification of steam railroads has centered in the 
motive power department. This is not because the 
freight and passenger transportation departments are 
not equally concerned with the matter, but it is because 
the crux of the whole thing is in the character of the 
motive power units. The question is, How and when 
shall electric drive be substituted for the direct me- 
chanical drive now practically universal in railroad 
lt service? This question, as framed, implies that the 
Le ultimate electrification of railroads is a foregone con- 
clusion unless some greatly superior form of motive 
power is invented and developed. This is the conclusion 
of large numbers of men who have studied transporta- 
tion in a large way. 

In order that this discussion may get anywhere with 
reasonable celerity, the subject must be approached 
from the standpoint of the railroads. To them the 
first question is: Will electrification aid us in giving the 
public the transportation which is demanded, and in 
giving this at such a profit as to enable us to command 
the money which we need in our business? If a con- 
vincing affirmative answer to this question can be given 
(and it can), then the next question is: What program 
will permit the introduction of electric motive power 
with the least disturbance to operation and financing? 
| The answer to this second question will require the 
united efforts of the best minds in the business for some 
time to come. The first step is to become thoroughly 
familiar with the possibilities of electric motive power, 
viewed from the power-plant standpoint. 

Fundamentally, the railroad has a choice as to prime 
movers between a large number of portable and travel- 
ing power plants, each relatively small in size, and a 
few stationary plants each large in size. These sta- 
tionary plants could be owned and operated by the rail- 
; roads, or the power could be purchased from power- 
3 producing companies. Who should produce the power is 

a matter of detail, not of general principle. Obviously 

the aim is to deliver it to the locomotives or motor 

‘cars with reliability and economy. The power plant 

is the railroad’s prime mover, no matter who owns it 

or operates it. Everything else being equal, the large 

stationary power plant is superior. It is superior even 
' to a multitude of small stationary plants, and much 
A more so to automotive ones. What are some of its 
points of superiority? 

First, the big plant does not need to be as large as the 
sum of the little plants.. The “diversity factor’ helps 
out, due to the fact that the power distribution system 
integrates the total load. In mountain electrifications 
some trains even become auxiliary power plants while 
descending grades. Again, the big stationary plant can 
be built to operate more economically due to its size; 
to the availability of condensing water for steam or 
of water power for use in turbines or impulse wheels; 
to the possibility of arranging the machinery for con- 
venient inspection and maintenance; to the fact that 
") it does not have to haul its fuel supply around, etc. 
These items of economy are important, particularly 


| from the standpoint of fuel conservation. There is an- 
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other advantage possessed by the big plant, however, 
which is of transcending import and which will have 
more influence on electrification than anything so far 
mentioned. That is the ability, through the medium of 
the electric locomotive, to deliver large, in fact almost 
unlimited, amounts of power at any points desired. This 
statement will stand some elaboration. 

Ability to deliver concentrated power above that pos- 
sible with automotive power plants means that tonnage 
trains up to the capacity of the draw bars can be hauled, 
or that speeds can be increased, or both. Thus track 
capacity is augmented, crew costs reduced, transporta- 
tion service improved, etc. If these great results can 
be had at reasonable cost, then there is but one answer 
to the electrification question when track capacity has 
been reached under steam operating conditions. 

One element in electrification has been assumed up 
to this point, namely, the electrical equipment of the 
locomotive and its electrical connection with the power 
plant. These are incidental, although obviously essen- 
tial, to the discussion of the power phase of electrifica- 
tion. On the steam locomotive the engine is connected 
with the driving wheels by means of a simple and ef- 
fective mechanism. On an electrified system the con- 
nection between the prime mover and the driving wheels 
ig more remote and, of course, more complicated. Is 
this a serious objection beyond the fact that it is dif- 
ferent? There is no valid reason why it should be so 
considered. The electric motor is as reliable as any 
steam engine; power transmission and distribution are 
already highly perfected; electric locomotives in use in 
fair numbers for many years have demonstrated their 
reliability.’ To be sure, the electric locomotive with 
its power connections is, or seems to be, in competition 
with a highly developed rival which has the advantage 
of being self-contained. The competition, however, is 
really not between two pieces of rolling stock, but 
rather between two power plants, one large and sta- 
tionary, the other small and portable. 


“Let George Do It” 
Is Out of Date 


o tee: paper has continually urged continuous pub- 
licity and advertising as a means of promoting good 
will and of increasing business. The electric railway 
is one of the greatest industries in the country and 
almost the poorest advertiser. Fifteen billion sales, yet 
millions of rides manufactured and not sold! Still some 
ask, “Why advertise?” 

There is one feature about advertising, however, that 
is little appreciated by most railways, whether they 
advertise or not. This is that advertising is a profes- 
sion today with its experts, its own science, its special 
knowledge, its statistics, etc. It is not something which 
can be turned over to “George” or any cub-reporter-type 
“nublicity man.” The American public, continually 
bombarded by advertising of all varieties and kinds, is 
acquiring taste in advertising as it is in its selection 
of almost any other product. It is a finicky public. 
The ordinary product is scoffed at. It knows good ad- 
vertising when it sees it. 

This leads to the obvious conclusion that a railway 
contemplating advertising—and all should do so as regu- 
larly as other businesses—will do well to seek profes- 
sional advertising advice. “Let George do it” is out 
of date in handling advertising, just as it is in dealing 
with engineering, transportation and other railway 
activities. 
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Henry L. Doherty 


President Henry L. Doherty & Company, the Cities Service Company 


A successful public utility operator, a leader in business thought 
and practice, who has never lost the human touch and mati vi tet) 
In the accompanying interview he has talked intimately of the 
outlook both in general business and in the railway industry 
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Henry L. Doherty says: | 


Electric Railways 
Have a Secure Future 


Present business conditions forecast good market for 
substantial securities—Readiness-to-serve and distance 
tariff charges still to be worked out—These and other 
problems still unsolved, and men of the industry must 
go to bottom of them—Transportation labor costs 
and conditions differ from those of other industries— 


~Publicity must be in language of the man in the 
street—Immense army of employees should be utilized 


An interview with Henry L. Doherty 
By Harold V. Bozell 


banker, a public utility operator, an exponent of 
the thrift idea and a leading oil and gas operator, 
but it is probable that comparatively few people realize 
him to be fundamentally an engineer in his natural 
tastes, and in his method of thinking. He is an engineer, 
too, who bases his engineering on thorough study and 
knowledge of scientific fundamentals, and he frequently 
delves night after night into various scientific works, 
into the basic chemistry and physics, to set himself 
right with reference to some technical problem in which 
he is interested. 

Mr. Doherty has fortunately carried this habit or 
‘ persistence of going to bedrock for a foundation for his 
_judgment into the field of public utility operation, of 
general economics, of banking, and of any other subject 

- with which he deals. _ 

There are some who do not agree with Mr. Doherty’s 
philosophy or with some of his arguments, but such 
people cannot gainsay his success in the various activi- 
ties into which he has entered. His independence of 
thinking, his directness and virility of action are quali- 
ties which have placed him where he is today in the 
public utility, oil and banking fields. There are many 
who can remember his preachments of twenty and 
twenty-five years ago with reference to economics and 
practices of electric lighting and gas companies which 
are only now beginning to be generally adopted. 

In the electric railway field the dramatic movement of 
the Toledo street cars into Michigan, the climax of his 
efforts to settle the Toledo strife of twenty-five years 

_ duration, is an incident still fresh in our minds. It will 
also be recalled that this incident was preceded in Toledo 
’ by a series of speeches and advertisements, personally 
directed by Mr. Doherty, which were notable in their 
broad view of public relations. The time Mr. Doherty 
d spent on this particular situation was greatly out of pro- 
~ portion to its intrinsic value to him as a part of his 
q entire business. This merely indicates his bent toward 
_ doing thoroughly anything he undertakes. If he only 
: had more railway properties than he has, he might have 
} other opportunities to bring forcibly to public 
att ntion some very fundamental railway facts. 
| was Mr. Doherty whom I sought out for a discussion 


Hore L. DOHERTY is variously known as a 
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which might forecast to some extent the future of the 
electric railway industry. It was-characteristic of him 
that he immediately started in to talk about that factor 
which is fundamental to the success of any business, 
namely, general business conditions. 

“T have no hesitation in saying that most people at- 
tach entirely too much importance to the depression in 
foreign trade,” he began. ‘‘Why does absence of foreign 
trade hurt us when we have so much yet to do in this 
country? I think we are sound, and that if we will quit 
worrying about foreign trade and get to work and do 
the things which we want to do and ought to do for 
ourselves we will soon be quieted down and working 
along normally again. The worst feature of our lack of 
foreign trade is that, like a scarecrow, it overawes us. 

“Take petroleum, for instance. The United States and 


Mexico produced less than 190,000,000 barrels in 1910 


and more than 600,000,000-in 1920. Our foreign trade 
has never amounted to much more than 15 per cent by 
volume. In a business growing so fast as to treble itself 
in ten years it requires but a short time for the growth 
of business to compensate entirely for a complete absence 
of foreign trade. 

“We must adjust ourselves to foreign trade conditions 
and not continue to produce some things in excess of the 
world’s market, and turn our available activities into 
the channels of production which we need and can use. 
Our building program is at least five years behind and 
that alone offers opportunity for labor and capital largely 
to take up our slack. To be sure, in manufactured 
goods we have produced in many lines too great reserves, 


but that does not mean we have to export those in order 


to keep making some more like them, but that we should 
turn our energies toward the building up of some of 
those things in which we have fallen behind.” 

“Where do you think we are on the business cycle— 
employment and unemployment, security values, eaneral 
business conditions and production?” 

“Tt looks to me as if March would probably be the low 
point in unemployment on account of the winter weather 
closing down some activities and the fact that spring 
has not yet opened them up. However, I believe that 
security values should improve. We have had a period 
of high interest rates, and while the world has never 
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had any such condition as it is now experiencing, it has 
gone through some great economic disturbances, and it 
is always apparent that after a period of high interest 
rates we have a period not only of rates lower than the 
high ones, or normal rates, but actually of subnormal 
interest rates. 

“During the boom period of the late eighties and early 
nineties interest rates went to abnormally high levels 
but after our financial and business collapse of ’93 in- 
terest rates soon commenced to fall, going to subnormal 
levels and remaining there for several years. The Bank 
of England’s discount rate went down to 2 per cent and 
‘remained there for more than two and one-half years, 
_and during that period it was not unusual for commercial 
paper to be discounted at the rate of 1 per cent per 
annum or even less. Low interest rates mean inevitably 
higher market values for investment securities. In my 
opinion we are bound to have much lower interest rates 
and unless we have a quick and widespread revival in 
trade they are bound to drop to subnormal levels.” 

“For what reasons other than it has happened before 
are we expecting such low interest rates again?” I 
asked. “In other words, as you see it, what are the 
present factors which point so definitely to lower inter- 
est rates, and higher security values?” 


A COMING DEMAND FOR SUBSTANTIAL SECURITIES 


“Following such a collapse of business as we have had 
in this country recently, there. is naturally idle capital. 
During prosperity the investor gets restless. He has 


always been used to, and satisfied with, rather safe, low- 


interest-bearing securities. But in boom times he strays 
into the speculative field. Then, just as soon as he 
realizes that the element of speculation has gone against 
him, he immediately hunts security; it is then a ques- 
tion of ‘safety first’ for him. As a result, there is a 
demand for safe investment and a search on the part of 
the investor for substantial securities. This, of course, 
in the end makes for substantial productive business 
conditions in the country. 

“Another element will be our getting away from the 
thought that we are wholly dependent on export busi- 
ness for a return to normal business activities. There 
can be no such thing as a permanent balance of trade 
against any country. When we in this country were 
laying the foundation of our present great wealth, our 
exports were low. During the period when practically 
all of our railroads were being built we sold low interest 
bearing bonds abroad that did not show in our balance 
of trade and yet that was about the best export business 
that this country ever did. It was that period of in- 
ternal improvement that contributed most to our pres- 
ent wealth. 

“Now we are a wealthy nation—perhaps too wealthy 
for our own good—and we need improvements badly, 
new buildings, new extensions of utilities, new exten- 
sions of reproductive industry for our own population, 
and it seems worth while to use our wealth in that way. 

“There is another angle to this, and that is that 
I believe we will have an immigration of the right kind. 
Conditions abroad are such that the man who has train- 
ing such as the trained mechanic, the trained farmer, 
the trained scientific man, etc., will naturally emigrate 
to this country rather than continue to live under the 
intolerable conditions of Europe—intolerable compared 
to those which he experienced while he was obtaining a 
certain status in his home country. This ought mate- 
rially to aid the proper building up of American industry 
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—certainly it is more useful than an immigration of the 
cheaper, uneducated, untrained, foreign common labor- 
ers, who come and work for a time and the more thrifty 
and therefore more desirable class return to their own 
countries. q 

“It looks to me as if the United States will be the 
great tourist country of the world, and that we can set 
the pace for the world if we are wise. You can put a 
tack in this statement. More people of the foreign coun- 
tries want to see America than ever before and many of 
them will find ways of doing it. They will talk about — 
what is going on in New York as we used to talk about 
what was going on in London and Paris.” 

In connection with a survey of the general business 
conditions, and the supply of money in reproductive 
securities, I was anxious to know what Mr. Doherty 
thought of the effect of the present tax law. The tax- 
exempt security seems to be the monkey wrench in the 
machinery—at least so far as the supply of money for 
some uses is concerned—and he gave very definite views 
on this subject. 


REPRODUCTIVE INDUSTRY HAMPERED BY THE 
TAX-E EMPT SECURITY 


“The excessive income tax coupled with the tax-ex- 
empt security has done much to bring about the present 
business depression. Being an engineer, and not a law- 
yer, I don’t see how any sane man can read the Sixteenth 
Amendment to the Constitution and say that there are 
any tax-exempt securities. If you wanted to word a 
statement to indicate that there were to be no tax-ex- 
empt securities I don’t see how you could find any clearer 
language than that which is used there, namely, that 
Congress will have the power to levy a tax upon income 
‘from whatever sources derived.’ The language of the 
amendment provides strictly for a tax against income ~ 
and is not a tax against the bond which is held. It will 
be a great step forward for the country if the tax- 
exempt securities not only in the future, but also those 
now issued, may have their tax-exempt features elimi- 
nated. 

“The effect, of course, is that capital is encouraged 
into non-reproductive investments. What I mean by re- 
productive industry is that when capital goes into that 
sort of enterprise, the things which are built are fac- 
tories, and tools, and everything which gives opportu- 
nity to men to produce something more and earn their 
own living thereby as differentiated from buildings and 
statues, and many other classes of public expenditures 
which do not form the basis or give the opportunity for 
use by the people for further production.” 

It was about here that Jack, the parrot, commenced 
to give trouble. For we were having this interesting 
discussion at Mr. Doherty’s house, which is near the 
Wall Street district of New York, and one of his house ~ 
pets is a green parrot, which says all kinds of timely 
things, and which just now started to attack one of the 
palms. However, no amount of persuasion from Mr. 
Doherty would coax Jack onto his hand, and it was 
necessary to call the cook, who seems to have a greater 
control over the recalcitrant parrot, and who was finally 
able to induce him to stop his destruction of the palm 
and go to the kitchen for something to eat. : 

This residence of Mr. Doherty, by the way, is some- 
thing unique. Several years ago Mr. Doherty tired of 
his daily ride on the New York subway, or on New 
York’s crowded thoroughfares, and decided to forsake 
his Riverside Drive apartment and locate within walk- 


Be danvary 721922 ° 


‘ing distance of his Wall Street office. 


He consequently 


_ purchased an old tenement building just south of the 


- Street. 


famous Curb Market on Broad Street and refitted the 


second floor for his bachelor apartment. This combina- 
tion of home and office proved so satisfactory that he has 
recently finished a, permanent residence on the top—the 


- eleventh—fioor of the Battery Park Building, opposite 


- which make it easier for 
him to work uninterrupt- 
-edly on his problems. 


Battery Park, at the lower tip of Manhattan Island, and 
overlooking New York Harbor. Here he has a gymna- 
sium, squash court, billiard room, sleeping porch, bowl- 


_ing alley, and a comfortable — 


residence with those other 
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which I once did on this subject, in trying to find out 
what the cost of service was with the passenger and 
without the passenger, I found that our readiness-to- 
serve charge or cost was from 80 to 85 per cent of our 
total operating cost, only 20 to 15 per cent of the operat- 
ing expenses being applied to the actual carrying of 
passengers. If the jitney was forced to give service to 
all parts of the city and at all hours and not simply 
carry passengers when the going is good, the cost would 
be double or three times as much as for the street rail- 

way performing the same 


things which tend to make 
one healthy and happy, and 
it is here that he is more 
often found than at his so- 
called business office on Wall 
While able to keep 
in constant telephone com- 
munication from any part 
of his house to his office, it 
is at the house that he has 
his books and surroundings 


It 
was across a small table in 
the combination gymna- 
sium-sun parlor that we were talking, and it was here 
that Jack was getting intimate with the palms. 


PUBLIC UTILITY ALWAYS INHERENTLY SOUND 


: After Jack was quieted, our conversation turned toward 
public utilities and railways. “There never has been 


anything inherently wrong with public utilities,” said 


Mr. Doherty. ‘There never has been anything to take 
the place of the public utility. In other industries some- 
thing else comes along, and substitutes for, or actually 
supersedes, the industry or the product, and we see a 
decay of the former industry. But this is not so with 
the public utility, which is supplying a service of public 
necessity—certainly of public usefulness—and while im- 
provements may be made in means and methods, the 
service required does not change. 

“Our troubles come from lack of conception of the 
actual situation. Originally, we were regulated on ac- 
count of the understanding that the public utility is a 
monopoly, but then the public forgot this recognition of 
the public utility as a monopoly—at least it forgot to 
insure to the public utility the right of being a monopoly 
at the same time it subjected it to the regulation of a 
monopoly—and, in the case of the electric railway, for 
example, has subjected it to competition of the jitney. 


There is, of course, a gradually growing appreciation of 


the jitney situation, but there is much that the railways 
can do to impress this upon the public. It is idle to 


_ believe that a rubber tired vehicle using gasoline as fuel 


cle lek eels 


_and an independent power plant in each vehicle can suc- 
_ cessfully compete with the electric railway. 


ee. like always to come back to the ‘readiness-to-serve’ 
arge, as a basis of impressing some of the funda- 
mental facts of this subject. A readiness-to-serve charge 
any public utility is always there whether it is seen 
d applied or not, and the burden of this readiness-to- 
rve charge falls upon the regulated utility expected to 


HERE never has been anything to take the 

place of the public utility. In other indus- 
tries something else comes along, and substi- 
tutes for, or actually supersedes, the industry or 
the product, and we see a decay of the former 
industry. But this is not so with the public 
utility, which is supplying a service of public 
necessity — certainly of public usefulness — 
and while improvements may be made 


means and methods, the service required does 
not change.” 


service. This is a point 
which I believe electric rail- 
ways can stress much more 
than they have done up to 
the present. They should 
indicate to the public the 
responsibility for being 
ready to supply service upon 
demand, which is borne 
by electric railway com- 
panies — by any regulated 
utility—and that it is some- 
thing for which the utility 
must be paid if it is going 
to continue to bear it. The 
jitney, on the other hand, 
does not have any such re- 
quirements, and since so large a proportion of the jitney 
revenue can be expended directly in the cost of carrying 
passengers, and need not be spent in providing a readi- 
ness-to-serve service, most comparisons between the 
jitney and street car must be taken with plenty of salt. 

“There has been something done on this question, 
but much of what has been done has not been done intel- 
ligently. By this I mean that statements of the facts 
which I have just made have not been put in proper 
language for the general public in a sufficient number of 
places for this to have seeped into the public mentality 
in the way for the public to understand what is to its 
own best interests. It will be a very useful thing in- 
deed to reiterate such things as this in the language of 
the man on the street, and reiterate it so often that he 
will be bound finally to understand what we are driv- 
ing at. 


in 


THE FOLLY OF THE FLAT FARE 


“There is another mistake which I think railway men 
have made since the early days of the electric railway 
industry, and that is the attempt to carry a man any 
distance for a flat fare. I think the same mistake was 
made in the electric lighting industry, but that industry 
soon broke away from the practice, whereas the electric 
railway is still hampered by the custom—and as a mat- 
ter of fact, the community itself is hampered in its best 
development by such a plan. The idea seems to be that 
the public should get what it wants and the public thinks 
it wants a flat fare for a given community, but here 
again is an opportunity for education in the interests of 
the community. 

“T think it is the best thing for the community as a 
whole to have a distance tariff scheme. We don’t have 
enough railway properties ourselves to make it worth 
our while to develop such a system, but I think the rail- 
way industry is bound to come to it in some form or 
other in the future. But in addition to this being a 
subject upon which the public should be educated, it is 
also one for the men of the industry to study and decide 
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themselves. There are troubles inside the industry such 
as this and the reason for some of them is that a good 
many of the electric railway men have never gone to the 
bottom of things to find the right economic and business 
solution. It is only now, after twenty or twenty-five 
years of experience, that gas companies have found that 
they must come to ‘a readiness-to-serve charge,’ for 
example. 

“How can this be applied on railways? That is a 
natural guestion and I don’t know the answer that will 
work out best. Perhaps in some way it should be levied 
on the riders or on the city as a whole. It might be a 
tax on property on account of the more or less equalized 
value of the readiness to serve to the whole community, 
for certainly the community as a whole is benefited. 
It is difficult to tell where to lay the readiness-to-serve 
charge and how to apportion it, but in some way it 
should be worked out and this might prove the easiest 
solution of our street railway problem. Let’s assume 
that you as an individual have your residence 3 or 4 
miles from the center of the city. Even if you depend 
upon an automobile for your own use you are still de- 
pendent upon the street railway to maintain your resi- 
dence. Your help must come and go on the street rail- 
way. Many of your supplies reach you that way. What 
do you think you could afford to pay in the way of an 
annual charge rather than to have the street railway 
abandoned?” 

“Do you see any likelihood of its early solution?” 

“T don’t know—I sometimes get discouraged trying to 
get decisions or common action by business men. A good 
many of our troubles I think we can trace to ourselves 
as business men. As individuals we all have our own 
fad notions and it is a mighty difficult thing to get 
business men to agree on any one thing and go down 
the line together in common action. We need more real 
thinking business leaders in our business life. 


BUSINESS LEADERS LACK TEAM WORK 


“T don’t know whether I ought to say it or not, but 
it seems to me that a good many business men are 
‘accidents.’ In other words, a good many men at the 
head of large business interests are there not because 
they created them themselves, but because by some acci- 
dent or other they came to be the heads of businesses 
created by others. This is nothing particularly against 
the men who are at the heads of those businesses be- 
cause they are probably the best men in the organiza- 
tions to come to the head, but they are not the creators, 
the original thinkers which it would be best for the 
country to have at the helm. This is one reason, I 
think, for it being difficult to get business men in many 
cases to agree upon certain fundamentals of common 
action. 

“The electric railway industry is no particular excep- 
tion and here, too, we find it difficult to get agreement 
and common action on some of the important and really 
fundamental problems of the industry.” 

“Well, Mr. Doherty, what do you really think of the 
future of the electric railway industry? How about 
buses? How about the security of investment and op- 
portunities for future expansion, etc.?” 

“T have always been considered a pessimist on street 
railways, but now I probably would be considered an 
optimist, though as a matter of fact, as I see it, my view 
has not changed a bit. I am very hopeful. I look to the 
future of every electric railway in a big city as being 
a successful electric railway—a successful business with 


every reason for feeling secure in its position as a per- 
manent, legitimate enterprise. Costs are coming down, 
which will help the railways some, and there is really a 
better understanding of the railway problem. 


LABOR CONDITIONS AND COSTS 


“There are also very much better labor conditions in 
the electric railway industry than before. But this does 
not help the cost of producing transportation very much, 
for no matter how the labor conditions are improved, 
costs are not improved as they are in many other lines. 
This is somewhat different from the situation in most 
other industries, for every time that labor conditions 
improve in any manufacturing industry it means that 
the cost of production goes down in much greater ratio 
than the reduction of wages. Production per man in- 
creases. In the case of electric railways, on the con- 
trary, better labor conditions mean better operating 
conditions, probably more revenue on account of better 
public relations, and things of that sort, but the costs 
are not reduced, for better labor conditions are not ac- 
companied by greater production, as we have the same 
number of men per car whether they are surly and dis- 
satisfied or pleasant and satisfied. 

“T am in favor of as high wages as it is possible for 
the railways to pay, as I think it tends toward good labor 
conditions, satisfactory and secure relations with the 
community. As to what I think of labor unions, I think 
principally that the abuse of power which we have seen 
in several instances has been principally an abuse of 
power by the men who became leaders rather than any 
desire on the part of the men themselves. 

“T may repeat, but I cannot emphasize too often, that 
I think the whole problem of electric railways-is a matter 
of education of the public. Through such education, or 
on account of such education, we can sell our securities. 
But we cannot be subjected to unfair competition. If 
the competitor, the jitney, is to be allowed to run only 
when and where it pleases then the restrictions requir- 
ing readiness-to-serve service of the railway should be 
removed and it should be allowed to run only when men 
want to come in crowds, and when they want to come 
singly they would find no cars to carry them. Possibly 
a little education of this sort might be good in more 
places than it has already been tried. 

“I think our electric railway problems of the future 
can be summed up in two words: Fares and jitneys. 
I think the proper fare is a matter of education and I 
don’t think it matters much how high the fare is—that 
is, on what level of fares we operate. I do want con- 
tinually to hold in mind, however, that I favor a dis- 
tance tariff with as low a basic fare as possible.” 

“Don’t you think there is any upper limit in the fare? 
Can we keep on going up and still give the service to 
the community in providing a means which people can 
afford for transportation?” 

“T think it’s a question of analyzing each city. Take 
New York, for example. I have not studied the situa- 
tion and have no fare scheme to recommend for New 
York City, but assume that the fare were 15 cents from 
100th Street to Wall Street on the subway, do you think 
there would be any riding loss. Every one would have 
to come to work and after getting used to the new charge 
would probably make no more fuss about it than they 
do about increased prices of everything else. Why 
should any one be shocked at slight increases in fares 
when other things went up the way they did? y 

“What we need is to put this matter in such a clear 
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way that people can comprehend. And in discussing this 
question of how to word publicity matter-and how to 
- reach the people, I was impressed from the results of 
our war intelligence tests in learning about how much 
of our population is really just above the feeble-minded 
‘state. This means that we must use language and ex- 
~.amples that people are used to. We must talk the peo- 
ple’s language—the language of the people who are go- 
ing to read what we write. I have seen publicity matter 
_ —advertisements and car cards, etc.—which couldn’t con- 
vince me—or any of my as- 


“Service at cost is merely one way of reaching an 
agreement with the public. There are naturally all 
sorts of contracts, some with better features than others, 
and it is sometimes most expedient in a given community 
to adopt the service at cost principle and in other com- 
munities some other principle of agreement between the 
railways and the public. The service at cost is not yet 
perfect in that there must be some division of profit or 
some other reward for meritorious operation. In other 
words, while service at cost has many advantages I think 

that it is still subject to im- 


_sociates who happened to 

- be along with me—and how 
under the sun stuff like that 
is going to convince those 
who know absolutely noth- 
ing about the business I 
can’t see. 

“We must show the folly 
of duplication of, service— 
must show how much dupli- 
cation of service there was 
before regulation set in and 
‘how, in the interest of the community, it must not now 
-be allowed to grow up again and hamper denclonment 
of the best transportation service.” 


to the public. 


ADVERTISING AND PUBLICITY DEPEND ON THE “Copy” 


“What do you think of advertising by railways?” 

“JT have had a lot of people write me and ask me 
whether or not they should put on publicity campaigns. 
In answer to every question of that sort I reply ‘show 
me the copy and I’ll answer.’ I think it is absolutely 

‘ always a question of what the advertisement says. In 

some of them there is more bad than good accomplished. 
In some cases any old ad smith is given the job of 
writing advertisements without a real understanding of 
the problem. Consequently it is not well done—-it fre- 
quently looks extravagant and more often than not the 

’ writer is too far away from the reader. This does not 

mean to detract from the excellent work which has been 
done in this line, but if what I can say will assist in 
building up peacinictive: information to the public, I 
shall be glad. 

“But an Peace aetoint i is not so effective as the crea- 
tion of centers of information and of centers of spread- 
ing this information by word of mouth and by general 
education of newspaper editorial writers, etc. I remem- 
ber not long ago a question of pressing and great inter- 
est to the oil industry. Some of us wrote a real long 
article—twenty pages or so—which was conclusive, clear 

3 and understandable and was sent to newspaper editors 
’ marked ‘not for publication but for editorial considera- 
tion.” This did the job. Newspaper editors were glad 
to get authoritative information and were convinced that 

_ they should stand for the proposition as a matter of 

principle in the best interests of the community. 

“7 think ultimately we will have the public gain a full 
realization of ‘the folly of anything but a perpetual— 
that i is, , indefinite—franchise. It is impossible to give an 
artificial death date to any legitimate business enter- 
" prise, and to try to do so merely limits the possible serv- 
ice to the public. This all electric railway men know, but 
it must be put in a language either of our own or of 
‘s who realize it, which the ppphic will and can 
nderstand.” 46 
“Speaking of franchises, do you see in the service-at- 
ost franchise a permanent solution. of the problem?” 


HERE is a clamor for the public to have 
a share in the profits of railways, but I think 
we must realize and the public be made to 


realize that service at a low price is a dividend 


It is a dividend of real and 
tangible value and the public will some day 
realize this if it does not now.” 


provement in the interests 
of the best public service.” 

It seemed worth while to 
have Mr. Doherty’s think- 
ing ‘with reference to the 
distance tariff scheme of 
charging, for his ideas and 
work in connection with 
rates for gas and electric 
service are well known to 
those who have. associated 
with him in those fields. 

“As I said before, I haven’t any scheme worked out 
but I have thought of some principles which in some way 
or other it seems to me ought to be applied. Parts of 
them have been applied some places in the world but 
never, at least in this country, to any degree of satis- 
faction. How about having an odometer on the car, for 
example, and as each passenger gets aboard have him 
have his ticket stamped with the mileage at which he 
bearded the car and have him pay as he left in propor- 
tion to the mileage which he had traveled as shown by 
some large odometer at the dismounting end of the car? 
I don’t want anybody to understand that I am suggesting 
exactly this thing as a means of doing it, but it is a 
principle which I think will some day be worked out in 
the electric railway industry. There will probably be 
some initial charge plus a distance tariff and there is 
bound to be some similar collection scheme which will 
put the principle into operation. 

“Tt seems to me—in fact, I thought of trying it one 
time—that you might sell transportation by the yard, 
like a roll of tape, and no one would have to deposit cash 
but would make his purchases monthly or whenever he 
ran out of transportation tape. For each ride he would 
deliver a length of tape proportionate to the length of 
his ride. Occasional passengers would pay a high cash 
fare. This is another idea, impracticable as here stated, 
but which may be and probably will some day be the 
basis of charge. It is in a way similar to the mileage 
book on the trunk-line roads. 


THE DISTANCE FARE Is AN AID TO SOCIETY 


“My fundamental principle is that there should be 
some distance system of charging for riding. Most 
people do not know what the effect is. People in the 
United States herd together now, and it seems to me 
that the distance tariff scheme would tend to make peo- 
ple separate—it would tend to do away with this herding 
together of people of like nationalities and tastes—prin- 
cipally immigrants—in other words, it would help the 
melting pot which we call America. 

“Some people say it would tend toward congestion, 
but it is my belief that it would do exactly the opposite. 
It has been found in foreign cities that the distance 
tariff scheme tends to make the average ride shorter. 
Each man in place of riding several miles, rides only a 
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short distance and this requires less equipment. I think 
this is the reason for showing less investment or fixed 
charges on some of the foreign transportation systems 
and I think it is not well understood in this country. 

“This question of fare adjustment is especially im- 
portant just now, for prices are being adjusted in every 
industry and the present offers the best chance the rail- 
ways have ever had to get away from the flat fare and 
start a real measured service method of charging. It 
will be done some day, and every day it is put off is a 
day lost. It will need study to find the best way, but it 
should be done. The principle is right.” 3 

Taking up some of the other problems of the railways, 
Mr. Doherty expressed his strong approval of customer 
ownership of securities and urged more of it. 

“We must make arfd emphasize the statement that 
there is no real competitor of the electric railway. It 
provides the service which no other agency has been able 
to provide in any acceptable manner. We must educate 
the public to an understanding that as car riders they 
should not pay for paving between the tracks and for 
cieaning streets. We can also do a great deal to elimi- 
nate the use of the private automobile for the individual 
man’s travel to and from his. office. 

“There is another thing in the railway. business which 
is little appreciated and that is that there is such a thing 
known as load factor. I think a great deal can be done 
toward increasing the load factor—smoothing out the 
load curve—of the electric railways and I think we have 
not even made a beginning toward staggering of hours 
in the general interests of the community’s transporta- 
tion requirements. 

“There is a clamor for the public to have a share in 
the profits of railways, but I think we must realize and 
the public be made to realize that service at a low price 
is a dividend to the public. It is a dividend of real and 
tangible value and the public will some day realize this 
if it does not now. As to what is a low price—I think 
any price which has so far been named as a price is low. 
If the leaders of the industry will realize this situation 
and if they will impress this conception upon the public 
I certainly have no fear for any money which is invested 
in the industry. 


RAILWAY EMPLOYEES MusT BE MADE More ACTIVE 


“But again it is a question of education. We have 
over a hundred million people and a large part of these 
are users of the electric railways. They can’t think 
right if we don’t think right ourselves. There is the 
vast body of employees who ought to be working con- 
tinually to spread this information, but how much use 
of these employees has been made—how much has been 
accomplished or done through them? I know that em- 
ployees get awfully tired of listening to their own execu- 
tives and superintendents talking to them about the 
problem. There is no reason why I, if I had more rail- 
way properties and had the time to do it, shouldn’t start 
out and call meetings in various places and talk about 
the problem. The officers of individual railways cannot 
keep doing it to their men, but outsiders should be 
brought in. I think this is something which should be 
encouraged more and more in the industry—many more 
talks by the right kind of men in the right kind of 
language, operating through the employees to the public. 

“There are few companies which have done anything 
and there are very few which have done much. One of 
the reasons is that the executives themselves have not 
been educated to the desirability—the necessity—of do- 


ing this and then there is the problem of educating the 
employee after the executive is sold on the proposition.” 

When he was told of the activities of the association 
in response to the suggestion of Mr. Wickwire that the 
employees of companies manufacturing supplies for elec- 
tric railways be used in this general education campaign, 
Mr. Doherty voiced his hearty approval of the plan and 
said it was right in line with the things he was thinking 
about as being useful and necessary. 

And as to the bus— ‘We've had enough of the jitney 
in Toledo and I think it is true that there isn’t any 
place for the jitney in the city transportation field. 
However, in non-railway territory, I think that the bus 
has a place and that it should be used by the railways 
in connection with their transportation system. I don’t 
know much about it, but as a business proposition it 
seems to me that it is only natural to use the bus in light ~ 
traffic supplemental territory.” k 

But again Mr. Doherty came back to the question of 
the use of the employee in public education. : 

“Collectively, the industry ought to make up a pro- 
gram for employee activity with the public. This should 
be carefully worked over and put into operation for 
every electric railway in the country. It is one of the 
greatest latent forces which the industry has at its 
command to stabilize itself quickly and on the right basis 
with the public. 

“As I said before, I am an optimist on the future of 
the railway and in discussing the problems before us 
I have merely tried to forecast, as you have requested, 
some of the developments which I think will take place 
in the industry for its good and for the good of the 
communities in which the various railways operate. 


THE POWER OF THE BUSINESS PRESS 


“And by the way, you in the trade or business press 
should be doing more than you are doing to help in this 
general situation, not only of railways but of all indus- 
tries. The business press is a powerful agency, and par- 
ticularly the technical press is a factor and can become 
a much greater factor in the solution of the business and 
industrial problems of the country. I think you have 
the same difficulties in the various units of the technical 
press that I have related as existing among business 
men in general—namely, the difficulty of operating to- 
gether on a problem upon which you are all agreed or 
can easily agree. 

“But I do want to emphasize that the technical press 
at the present time reaches practically all of the key 
men of the United States—by key men I mean any man 
who bosses a group of other men, whether they are five 
or ten or 1,000 men. If he is in that position he has a 
higher grade of intelligence than the rest of them and 
has an influence on their thinking, and if leaders of men 
from bosses of five to the most influential executives in 
the country can be reached through the business and 
technical press you have a power and an opportunity to 
accomplish things for the good of general industry, and 
therefore for the nation itself, which is immeasurable. 

“IT am appreciative of the opportunity of talking 
through the technical press on railway problems, even 
though my own activities are not very much in the rail- 
way line, for I think it is one of the vital industries of 
the country and that upon its success and continuous 
service to the various communities depends in a large: 
measure the business success of those communities as 
well as the satisfactory development of community social 
activities and of housing and living conditions.” 
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2 | T. & T. Problems to Be Solved 


Six Committees Actively Engaged in Studying Live Transportation Topics—Present Time Most. 


-Propitious for Betterment of Service and Merchandising This Transportation 
—Ways Pointed Out by Which This Can Be Done 


fF By L. H. 


PALMER 


President American Electric Railway Transportation & Traffic Association 


ment of a successful man in any line of endeavor 
is the ability. to visualize all sides of a subject, to 
be able, as it were, to look around, above and below the 
_problem under consideration. That ability, I believe, 
is particularly essential in the handling of public prob- 
- lems, those that affect the comfort, prosperity and well- 
being of the citizens of a section or a community. If 
this premise is correct it applies with especial force to 
that large body of the public utility fraternity engaged 
in the operation of electric railways. At the request of 
the editors of the ELECTRIC RAILWAY JOURNAL I will 
- outline some of the plans which the American Electric 
Railway Transportation & Traffic Association has for 
~ carrying out this work during the coming year. 


‘ 1 A MOST essential characteristic of the mental equip- 


MERCHANDISING TRANSPORTATION REPORT WILL BE 
AN OUTSTANDING ONE 


Many of us, too many, I believe, are not taking up, 
_ in a whole-hearted way, the great problem of making 
_ our services conform to the desires as well as the actual 
needs of our patrons. The merchandising of transporta- 
_ tion committee of the American Electric Railway Trans- 
_ portation & Traffic Association is entering on the third 
year of its work. Many excellent suggestions have been 
_ made and many data have been prepared for use by our 
- member companies in the two reports already issued. 
Further ideas on the subject have come out in the dis- 
cussions at conventions, in meetings and in the technical 
press. Now, I ask, are we getting the full benefits avail- 
_ able from this work? No. Hence my reiteration of 
the statement with the hope of emphasizing its great 
importance. 
The trouble with many of us in approaching this all- 
- important matter of merchandising transportation is 
_ the lack of mental flexibility. A combination of the 
well-known “Let George do it” attitude mixed with a 
generous portion of “stand-patism’” (when this insidi- 
ous combination is compounded and a dose taken) does 
not get merchandising transportation any further on a 
_ property than the famous celluloid canine got in pursuit 
of the asbestos cat in Hades. The committee on this 
subject for the present association year has sufficient 
vital work laid out for its accomplishment so that next 
_ October, as at the last convention, its report will be one 
_ of the outstanding ones. 
_ Meanwhile, during the year the Bureau of Informa- 
tion” and Service at association headquarters will keep 
es subject before our membership by bulletins, articles 
compilations. Moreover, this bureau will be glad to 
of service in a specific way to any company which is 
eloping this method on its property. 


™ 
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ads ae: hence the nacausits, for the <xihe 
i 4¥ comprehend all phases of the subject. Somewhere in 


every electric railway problem will be found aside 
affecting the public and the merchandising of our 
product to the public; hence the need, in electric rail- 
way men, for that foresight and judgment which 
recognizes adequately the public_side of our business 
and keeps that side to the front, so that it will receive 
full weight in arriving at decisions. If I have made 
myself clear, it will be understood why this subject, in 
my judgment, has been given first place in the work of 
the Transportation & Traffic Association this year. I 
should like to make it so plain that on every property 
some active attention would be given to the question. 


SAFETY WorK CREATES PUBLIC CONFIDENCE 


Public confidence is the greatest asset any railway 
can possess. It cannot be measured or expressed in 
figures, like the outstanding securities of a corporation, 
but it influences very largely their actual as well as 
their quoted values. It is one of those powerful though 
silent factors that measure the real success of a com-- 
pany and its executives. Merchandising, honest and’ 
frank publicity, courtesy and fair dealing, both with the- 
public and with employees, and constant watchfulness 
to meet the needs and reasonable desires of the car rider~ 
must be practiced to obtain public confidence. 

One of the important means by which public con-- 
fidence can be gained and thereby the position of the 
corporation strengthened in the community is the intel-- 
ligent use of safety methods. Moreover, when the- 
safety movement is intelligently conducted, it will more- 
than pay for itself in a reduction in accidents and 
damages, thus not only reducing expenses but, what is 
infinitely more important, conserving life and property. - 

Safety instructions to employees go hand and glove 
with merchandising instructions, and these two topics . 
form a fine team for gaining public co-operation, which 
is a step toward public confidence. Moreover, as other - 
men have emphasized time and again, and as was - 
explained in the last report of the safety committee, 
safety work establishes a basis of confidence and respect 
between employer and employee which is of great value 
in the upbuilding and retaining of proper co-operative 
relations between the officers of the company and the 
men whose activities they direct. We all know the 
injurious effects on the service rendered of a high turn- 
over of employees, and largely to the extent that the 
turnover is reduced do we improve the quality of our 
product and increase the number of satisfied patrons of 
the road. 

Even a casual study of the report of last year’s safety 
committee will indicate the great possibility for further - 
application of this movement to the activities of the - 
average street railway company. Just as was empha- 
sized at the last convention, the responsible executive in 
charge of operations must not only be a sales manager, 
but he must. be an apostle of safety. It is the same ald 
story that has been so often pictured by word and by 
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cartoon, that what the president or general manager 
thinks guides the attitude and actions of the men on 
the cars, who are our direct representatives with the 
public. It is this underlying principle that 1 would like 
to re-emphasize, because of its vital importance in the 
effective management of our properties. 

Both merchandising and safety, to be effective, must 
be impressed into the conscious actions of the platform 
employees and the supervisory force of the transporta- 
tion department—that is, the personnel in direct charge 
of handling the public. Personnel is a comparatively 
new word in our vocabulary, but it has had great vogue 
since the beginning of the war. To my mind it ineans 
more than merely wage earners or employees, and some- 
how conveys the thought of an intelligent group of men, 
all of whom are working toward the common good of 
their organization. 


TIME NoT WASTED IN BUILDING ESPRIT DE CORPS 


I am a great believer in frank dealing with the 
employees of the company and feel that the more intel- 
ligent the understanding of our problems and situation 
is on the part of employees, the more effectively can we 
explain our difficulties to and. sbtain the co-operation of 
our patrons. Yearly we are coming to realize more 
than ever the possibilities of using our men, who come 
in direct contact with the public, is a means of reach- 
ing the public. The motormen and conductors are our 
actual salesmen, and largely in their hands, through 
their courteous and intelligent treatment of their 
patrons, rests the final impression that the public has of 
the street railway company. This conclusion cannot be 
denied, and therefore, it seems to me, that the utmost 
efforts are justifiable in making these men salesmen of 
good will and confidence. 

I feel that it is hardly possible for a far-sighted 
executive or operator to spend too much time in build- 
ing up the esprit de corps and the intelligent understand- 
ing of the company’s problems and position among all 
employees. When such work is carried on and proper 
contact is not only established but maintained with the 
employees, the misunderstandings between the manage- 
ment and its men will be eliminated. I am satisfied 
that this is not an idle phrase or a mere platitude. 
With several companies in the country just such 
efforts are being made and are bearing fruit, and it is 
one of the promising features of present-day operation 
that such is the case. 

A real start has already been made and lines of 
progress have been outlined that point the way for 
further development of co-operation between the owners 
and operating officers on the one hand and the men 
_ whose work they direct on the other. With these good 
beginnings as a guide, much greater advancement can 
be forecast. A study on the ground of some of the 
companies which are doing this intelligent work of 
co-operation would well repay the executive officer of 
any company, irrespective of whether, in his judgment, 
conditions are such that he can adopt the policy or not. 
Any steps that can be taken to increase the interest and 
loyalty of the men to the organization in which they 
earn their living will tend to improve the quality of 
service rendered the public. Thus one of the problems 
which face the management of all our companies is to 
promote this sense of loyalty and to foster it, by making 
the conditions under which the men have to do their 
work as satisfactory and attractive as possible. 

In the years that we have just passed through it was 


right and necessary that wages be increased substan- 
tially. Now, however, during the period of downward 
readjustment to a condition of continuous norma! busi- 
ness, the whole country is facing reductions in wages 
and salaries. No one likes to accept a decrease in the 
money that he has been earning, but any man will take 
it with better grace when he understands the basic con- 
ditions which force the reduction. The companies which 
are taking their employees into their confidence and let- 
ting them understand the difficulties of the present-day 
situation are, I believe, able to make cuts in compensa- 
tion paid, with less difficulty and without impairing the 
cordial relations existing with their operating force. 
Where this has been done, it speaks volumes for the 


methods of the company and furnishes added proof of - 


the beneficial results that accrue from Co-oReretve 
plans. 

One important advantage that people working for a 
street railway have over those in many other lines of 
business is permanence of employment. The truth of 
this has been illustrated since the let-down from the 
feverish activities caused by the war. Even with dimin- 
ishing earnings the street railway companies have gone 
along retaining most of their employees, keeping their 
service moving and so providing continuous employ- 
ment, whereas many other kinds of industry have been 
almost completely shut down. This advantage has 
been thoroughly emphasized as the result of the expe- 


rience of the last twelve or eighteen months, and it has ~ 


increased the spirit of contentment with their work on 
the part of the men fortunate enough to be employed in 
the electric railway business. 

I cannot but feel that the influence of this develop- 
ment is going to persist for a long time and that it will 
mean a better class of men seeking work with us, a 
reduction in turnover and an increase in the interest 
that the men take in their work. I view it as one of the 
favorable by-products of the war period which is react- 
ing in our favor. 


DESIRE FOR STANDARDIZATION Must Not CLOoG THE 
WHEELS OF PROGRESS 


In the recent past much has been said and written 
concerning the safety features of one-man car opera- 
tion, and it is unquestionably true that the development 
of the safety devices has been one of the principal 
factors in making the operation of one-man cars satis- 
factory to the public and the public authorities. Here 
in Baltimore we have had something to say concerning 
the faulty design of the original standard car. As the 
result of experiments made in a number of other loca- 
tions, as well as here, we determined when purchasing 
our second lot of one-man cars to depart somewhat 
radically from the designs recommended by the car 


builders and in general use heretofore. Several months — 


operation with these cars of modified design, i.e., wider 
aisles and separate exits and entrances, has so justified. 
our original contention that recently we have made 
another substantial purchase of these cars of the newer 


e. . 
I believe that the advocates of the standard car 


unfortunately have clung too persistently and unyield- 


ingly to their old design. It is another example of the 
“stand-pat” tendencies that so frequently clog the wheels 
of progress. One of the difficulties of standardization, 


as we all know, is to crush the spirit of initiative. Any 
one who observes this newer model in service, as com- 


pared with the older type, will be struck with the much 
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pier Facilities oftebed: the public. -In other words, the 
question of safety of passengers still being adequately 
cared for, the new car “merchandises” transportation 
‘much more efficiently and satisfactorily to our patrons. 
se Under such conditions there is absolute justification 
x for departure from the old standard, and I hope for the 
_ benefit of the industry, in its desire to handle the car 
rider most satisfactorily, that before others purchase 
cars of the so-called standard type, they will come to 
Baltimore and give us an opportunity to show what we 


wh 


gee is a conclusive demonstration of the improve- 


ments over the earlier type of one-man cars. I feel this 
: newer design is better, not only for larger cities, but for 
P the smaller towns. This is one of the topics to which 
_ the one-man car committee of the Transportation & 
' Traffic Association is to give further consideration in 
_ its report for the convention next October. 


THE RAILWAY COMPANY SHOULD SUPPLY ALL THE 
TRANSPORTATION NEEDED 


? A basic theory of public utility regulation is that 
. _ light and heat companies and electric railways are 
| natural monoplies, besides being quasi-public concerns, 
and that therefore some measure of public control must 
_ be imposed upon them. This principle was quite 
generally accepted and went along upon what might be 
_ called a normal course until the appearance of the motor 
bus, particularly the jitney, “spilled the beans.’ Due 
_ largely to political rather than to economic conditions, 
the situation developed in such ways that the “natural 
- monopoly” theory received some bad dents and got more 
or less scratched. The much regulated and highly 
respectable (shall I say satisfied?) street railway 
_ operator looked upon the jitney as a pest and a nuisance. 
F He refused to consider it as a forerunner of a develop- 
ment that might hold great possibilities for service to 
_ the community, and generally and frequently got him- 
_ self into such a “stand-pat” condition that he refused to 
_ admit that there was any good at all in trackless trans- 
portation vehicles. Gradually, however, the situation 
_ has been clarifying, and we have come to realize that 
_ the most efficient railway utility is that which provides 
all of the transportation needed by the community it 
serves, whether it is on rails, underground, surface or 
 tavated: or on rubber tires. 

__ I know of no reason why the electric railway operator 
‘ ~ cannot run motor buses or trackless trolleys at least as 
ps: efficiently as any other man in his community, and cer- 
: tainly he ought to be able to do it better. Further, I am 
firmly convinced that the best iriterests of cities demand 
that the whole transportation furnished the communi- 
eo be in the hands of one responsible agency, to 


hich the people ean look and on which they can depend, 
‘or the character of service to which they are entitled. 

= aims which cannot be substantiated are being 
‘scattered’ broadcast, to the effect that motor 
1S going to supplant the trolley car, whereas 

5 who have studied the problem of mass transporta- 
ow that it is not a case of supplant but a case of 


‘be alive to aid abreast of this rapidly 
ituation and should see to it that the 
tich each of us represents is taking such 


mlete transportation. We must be studying 
1 so as to know what the best kind of trans- 
; for Si ‘various districts that each of us 


ps as will preserve to it the function of fur-_ 
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There is an active committee on trackless transpor- 
tation of the American Association, with co-operating 


committees from both the Engineering and Transporta- 


tion & Traffic Associations, and during the year they 
expect to make progress in their study of this broad 
problem. 

I consider it iposible to place too much emphasis 
upon the premise that the street railway company should 
furnish all the transportation needed for its community, 
and that it matters little whether this is on rails or on 
rubber tires. 

We need to be in the forefront of this movement for 
the following among other reasons: 

1. To give the people we serve what they need and 
want, and 

2. To protect our investments and interests. 

But it is the first idea that I wish to stress again. 
It includes the phrase “merchandising transportation” 
in its broader sense, and it will mean much for the in- 
dustry as a whole, if we will adopt this constructive, 
far-sighted and forward-looking attitude in dealing with 
the so-called vexed question of trackless transportation. 


THERE EXISTS A NATIONWIDE NEED FOR 
TRAFFIC REGULATION 


There is one other committee of the Transportation 
& Traffic Association that has performed a notable 
service to the industry during the past three years, and 
I would like to mention its work briefly, before closing 
this discussion. The subject is that of traffic regula- 
tion. With the increasing use of the highways by self- 
propelled vehicles, and particularly the interstate move- 
ment of these vehicles, a real need has arisen for the 
co-ordination of rules, signals, signs and general regula- 
tions for the guidance of automobile drivers. With the 
co-operation of a number of other national associations, 
including that of the traffic officers, a forward step has 
been accomplished in the development of the standard 
code for the regulation of traffic. Study is now being 
made to determine the possibility of having uniform 
signals, signs and general regulations adopted for the 
country as a whole, and it is most desirable to attain 
this object. Our committee has had a part in the con- 
structive work so far accomplished, and it is prepared to 
assist in the further steps that should be taken in the 
near future. 


THE FIELD FOR CONSTRUCTIVE WORK 
Is ENORMOUS 


Viewing the field of our work as a whole, I am 
impressed with the possibilities for constructive work 
that lie just ahead of us. The developments that affect 
our business are of great extent and require constant 
study and watchful attention, in order to diagnose them 
and apply the most effective methods of increasing our 
usefulness. 

I believe it augurs well for the future of our industry, 
and with it the work of our association, that we are con- 
tinuing to meet and study the problems as they arise, 
looking to their successful solution in order to be pre- 
pared to take up those that succeed. The horizon is 
constantly enlarging, and since the trials of the last few 
years have been successfully overcome, we realize our 
industry has a bright future and it rests with us to 
assure its consummation. 

One of the potent instrumentalities for the task that 
I have outlined in this article is the American Electric 
Railway Association and its affiliated bodies. 
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The Engineering Association and Its Plans 


Internal Problems Are to Be Taken Up by a Committee on Reorganization—Other Committee Activities 
and Problems Are Outlined—Participation Is Urged in All National 
Standardization Movements 


By C. S. KIMBALL 


President American. Electric Railway Engineering Association.—~ 


of an affiliated association is the appointment at 
the beginning of the association year of mem- 
bers of the different committees of the association. The 
executive committee decides on the number and assign- 
ments of the committees, and members of the executive 
committee often advise as to the make-up of the working 
committees for the year. Nevertheless the responsibil- 
ity is on the president, and it is an important one be- 
cause the work of the association for the year depends 
largely on this selection. This responsibility is placed 
upon the president at the beginning of his term of of- 
fice and must be completed within a comparatively short 
time so as to permit the committees actively to begin 
their work as soon as they can. 
This year, before any members of committees of the 
American Electric Railway Engineering Association 


Or: of the most important acts of the president 


Were appointed, the writer, with Mr. Welsh, made a 


careful canvass of all possible committee members, 
thought being given not only to experience in the sub- 
ject matter to be taken up by the committee but also 
to the question of geographical distribution so as to 
have representation from all parts of the country so 
far as possible, consistent with chances of good at- 
tendance at committee meetings. The question of ap- 
pointment was then taken up with each individual 
member. 


CHANCES IN COMMITTEE AND OTHER ASSOCIATION 
WoRK 


From.one standpoint, the committees of the Engineer- 
ing Association might be criticised, namely, from that 
of size. Of the eight committees so far appointed, one 
has a membership of seventeen, one of sixteen, one of 
fifteen, two of fourteen, one of twelve, one of eight 
and one (that of purchases and stores) of seven mem- 
bers. It is true that a committee of sixteen or seven- 
teen is a large committee and might be considered by 
some to be rather unwieldy but there are reasons in the 
Engineering Association for large main committees. 
One of these is that it is the practice to have on each 
main committee a number of small committees to take up 
individual assignments of the work, and these working 
sub-committees in which most of the detail work is 
done are small. Another reason is that in committees 
of the Engineering Association, more than in any other, 
the representatives of manufacturing companies are 
particularly appropriate because of their expert knowl- 
edge in regard to engineering matters. Hence, on each 
of the committees of the Engineering Association, ex- 
cept on the committees on purchases and stores and on 
uniformity of car design, there is a considerable num- 
ber of manufacturing representatives. As it always 


ing committees adopted this year has been in the ap- 
pointment on each committee of a sponsor from among 
the members of the executive committee. It should be 
understood that this sponsor acts as an adviser only 
to the committee, and his appointment does not relieve 
the chairman of the committee of any of his responsi- 
bility for the work of the body. Nevertheless, four not- 
able advantages are gained by the appointment of these 
sponsors. 
executive committee member from one of being largely 
in a consulting capacity to one of active participation in 
the work of the year. In the second place, it enables the 
executive committee as a whole to keep very closely in 
touch with the progress of the committees so that it 
knows exactly if a committee is getting along as well 
as should be expected. In the third place, it gives the 
committee the benefit of expert advice, because many 
of the members of the executive committee thus acting 
as sponsors have in the past been chairmen of commit- 
tees. Finally, as the sponsor is supposed always to be 
in attendance at the committee meeting, there is auto- 


matically present some one to take charge of affairs in- 


case the chairman and vice-chairman are away. Thus, 
greater latitude is allowed for the appointment, of a 
chairman residing some distance away from New York. 

One or two committees are to be appointed in addition 
to those whose names are scheduled on page 960 of the 
issue of the ELECTRIC RAILWAY JOURNAL for Novy. 26. 
One of these is a committee on trackless transportation 
to work in connection with a similar committee to be 
appointed by the T. & T. Association. Another commit- 


The first is that it changes the work of the 


tee to be appointed is that on reorganization. The pur-— 


pose of this committee will be to study the existing 
form of organization and methods of work of the En- 
gineering Association and its relation to the American 
Electric Railway Association, to see whether there are 
any improvements that can be made to promote effi- 
ciency. The appointment of such a committee naturally 
follows the suggestions made by Mr. Gove in his presi- 
dential address last October. By resolution of the execu- 
tive committee, the committee on reorganization will 
consist of five, to be made up of members of the execu- 
tive committee and past-presidents of the association. 


Action on two of the points made by Mr. Gove have — 


One of these was to 
determine whether there might not be at the association — 
headquarters in New York an engineering assistant to 


already been taken by the writer. 


Mr. Welsh. There is much that such an engineer could 


do besides work directly connected with the Engineering ; 
Much of the information required by the 


Association. 
membership of the association as a whole is of an engi- 


neering nature, or of the nature of engineering statis- — 


? 


il ee el 


tics. The great benefits to the association as a whole of — 
having at its disposal and in its employ a first-class 
engineer capable of tabulating statistics of this kind © 
were shown in a striking manner at the time of the 

hearings of the Federal Electric Railways Commission. 


has been the policy to put on each such committee an 
equal or greater number of railway men, the committee 
becomes unavoidably rather large. 

An important departure in the practice of appoint- 


» 
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pie Mr. Welsh, then engineer of the association, was 
able to compile and present to the commission statistics 
_which were invaluable in proving the position taken by 
_ the electric railways. The other duties now required as 
_ secretary of Mr. Welsh make it impossible as a practical 
_matter for him to carry on all or a greater part of this 
_ engineering work, except to act in a supervisory way. 
’ This is the basis for the desire of the Engineering As- 
sociation that an engineering assistant to Mr. Welsh 
_ should be appointed at the New York headquarters. 
- Such a man could also assist in making up data sheets 
‘and tabulating the statistics obtained from them, and in 
_ this and other research work which he would do he could 
_ often compile advance data for companies needing in- 
_ formation on special topics before the final results of 
_, an investigation were actually completed and published 


American Bureau 
of Welding 


eT Po TM 


American Engineerin 
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This whole question has been presented to the American 
Association and has been referred to the finance com- 
mittee of that association. 

A problem was encountered in connection with the 
heavy electric traction committee of former years. As 
there are now few steam railroads with electrified sec- 
tions which are members of ‘the association, only a 
limited number of employees of an electrified steam 
railroad are available for appointment on the heavy 
electric traction committee. If the American Electric 
Railway Engineering Association is to continue its 
important work along heavy traction lines, some change 
in the constitution is necessary. One suggestion made 
has been to establish a special class of individual 
membership to consist of employees of electrified steam 
roads at dues probably somewhat higher than that of 


American Electro-Chemical Society 


American Institute of Architects 


mac American Committee 
a5 of Electrolysis 
, a Pa See American Institute of Electrical Engineers 


Se ra American Institute of Mining &Metallurgical Engrs} 


See American Railway Engineering Association 


American Society of Heating &Ventilating Engrs 


Standards Committee 


aoe 


| _ AMERICAN 
_| ELECTRIC RAILWAY 
ENGINEERING ASSOCIATION 


American Society of 
Municipal Improvement 


American Committee on 


Electrification 


special problem. This assistant: could also take care of 
_ the detailed engineering correspondence at association 
_ headquarters and help in many other ways.: 

‘4 __ Another suggestion made by Mr. Gove in his presi- 
_ dential address last October was that the traveling ex- 
ae penses of committee members in attendance at the 
al committee meetings should be paid by the association 
_where the member company with which that committee 


* 
a 


-member is associated declines or is unable to pay these 
expenses. It was hoped, by means of such an arrange- 
ent, that committee membership would cease in some 
ses to mean a serious tax on the individual purse of 
committee member, and thereby the association 
be able to command the services of the best men 
mmittee members. Of course the committee work 
hich such a condition applies consists not only of 
2 work of technical committees but as well any other 
done for the association such as choosing a con- 
location or representing the association at a 
of a national committee. 

plan was adopted it might be coupled 
that such expenses payable by the asso- 


be limited to railroad transportation. 


ee eee American Society of Civil Engineers 


Sas Sys 
SS Ge 
A 


—— SESS 

SSS oe American Society of Refrigerating Engineers 
= —— SN American Society of Testi 
CS merican Society of Testing Materials 


SST Notional Electric Light Association 


Society of Naval Architects & Marine Engineers 
U.S. Government Departments 
Other Societies & Associations 
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THROUGH PARTICIPATION WITH VARIOUS NATIONAL ENGINEERING ORGANIZATIONS THE AMERICAN ELECTRIC RAILWAY ENGINEERING 
% ASSOCIATION Is ASSISTING IN THE ESTABLISHMENT OF NUMEROUS NATIONAL STANDARDS* 


individual membership for employees of member com- 
panies. Another suggestion is that these individual 
members might be admitted as consulting engineers. 
It is hoped that this matter will be decided soon because 
activities should be started promptly on the work of the 
committee on heavy electric traction. 

One complaint which has been made in regard to the 
work of the committees of the Engineering Association 
in the past has been that too large a program has been 
assigned to them by the executive committee. It is im- 
possible always for the executive committee to know in 
advance the extent of the work which a committee can 
do, but to avoid overloading the committee the chairmen 
now have permission to report on such subjects in their 
assignment as they think they can satisfactorily cover, 
and are empowered to refer to following committees all 
subjects in their assignments which they have neither 
the time nor opportunity to investigate. 

Developments during the past few years, especially 
during the past year, have made the standardization 


*The “American Committee on Electrification” has not yet 
actually been formed. For this reason, in the diagram the com- 
mittee is shown in relation specifically only to the steam railroad 
and electric light associations, although, of course, as suggested 
in the article, many others will be asked to co-operate. 
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work of the Engineering Association of vastly more im- 
portance than ever before. Heretofore, the standardiza- 
tion done by the association has been confined prin- 
cipally to the approval or disapproval by the standards 
committee of the standards which have been recom- 
mended for adoption as such by other committees of 
the Engineering Association. Recently, however, there 
has been a widespread movement through the entire 
country toward the creation of national engineering 
standards through co-operation with and under the 
direction of the American Engineering Standards Com- 
mittee. This is largely the outcome of the standardiza- 
tion brought about in this country, as well as abroad, 
during the exigencies of the war-to increase output. 
It is: now realized by industrial leaders as an equally 
potent factor toward national prosperity in peace. 


ENGINEERING ASSOCIATION IS CO-OPERATING IN 
ESTABLISHING NATIONAL STANDARDS 


The American Engineering Standards Committee is 
made up of representatives appointed by the leading en- 
gineering associations in this country and other organ- 
izations aggregating about 150 in number, and the 
American Electric Railway Engineering Association, as 
a national engineering association representing an im- 
portant industry, has been asked to take part in this 
work. This it is glad to do. In fact, some members 
of the engineering association have expressed them- 
selves strongly that it is not only the privilege and the 
right of the Engineering Association actively to take 
part in the deliberation of such standards but it is also 
its duty so to co-operate. Otherwise there is always a 
possibility that without intending such a result the 
decision of a group of men: not entirely connected with 
electric railway engineering, or subjects in which the 
electric railway is concerned, may either result in the 
omission of important requirements or the inclusion of 
requirements which may prove adverse to electric rail- 
ways. The representative of the Engineering Associa- 
tion on the American Engineering Standards Commit- 
tee at present is Martin Schreiber. 

In addition to Mr. Schreiber as representative on the 
main committee, the American Electric Railway Engi- 
neering Association has representatives on sectional 
committees of the American Engineering Standards 
Committee developing standards for pipe flanges and 
fittings, lightning protection, ratings of electrical ma- 
chinery, wires and cables, and terminal markings. This 
work is rapidly assuming large proportions and some 
means of co-ordinating this work and keeping the va- 
rious standing committees of the Engineering Associa- 
tion advised as to its progress is necessary. For in- 
stance, the sectional committee on wires and cables is 
providing for a technical committee to assist in its work. 
The various standing committees of the Engineering 
Association directly interested can and should have rep- 
resentatives on the technical committee and so be kept 
informed of the progress of the work and offer sugges- 
tions for important requirements. Some such organ- 
ization of other committees may be found desirable. 

Another national engineering committee on which 
electric railway interests may be represented during 
this coming year is the American Committee on Elec- 
trolysis, and the Engineering Association has been asked 
to appoint three representatives on the research sub- 
committee of this national committee. This request was 
made as the result of an invitation addressed by the 
Eleetrolysis Committee to the American Electric Rail- 


way Association that the association should make al ‘ 


| 


study of the cost of systems designed to minimize railway 
rail drop, and that it take the sponsorship for this 
study, working in co-operation with the research sub-_ 
committee of the American Committee on Electrolysis. 

Still another national engineering movement in which 
electric railway interests are prepared to participate is 
a proposed American Committee on Electrification. The 
plan is that the American Railway Engineering Asso- 
ciation, the American Railway Association—Mechanical 
Section, the National Electric Light Association, the 
American Institute of Electrical Engineers, the Asso- 
ciation of Railway Electrical Engineers, the American 
Electric Railway Association, and such other organiza- 
tions as might be willing to co-operate, shall appoint 
each two members to form an American Committee on 
Electrification. The purpose of this committee is to 
co-ordinate the activities of these several associations 
in collecting data regarding heavy electric traction and 
in other ways promote the study of this subject. 

A chart is presented to show in a graphic way the 
points of contact between the Engineering Association 


and the other national associations through this joint 
work. 


STANDARDIZATION OF TIES, WIRE AND 
OVERHEAD CROSSINGS 


Another example of the united action of national 
organization standardization is the standardizing of 
railroad ties. A very interesting conference was held 
in Washington on Oct. 25 by the American Engineering 
Standards Committee, and sponsors were appointed to 
investigate this subject. Our association is a member 
of the sectional committee. The industry is vitally 
interested in this subject, and undoubtedly great good 
will result in a uniform standard for railroad ties. 

Still another question which has arisen is that of the 
conductivity standard for aluminum. This matter is 
now in the hands of the American Engineering Stand- 
ards Committee, and our association will have repre- 
sentation thereon. The tentative conductivity standards 
for aluminum are as follows: 


Part I 


(a) General: The following shall be taken as normal 
values for standard aluminum: , 

(b) Resistance: At a temperature of 20 deg. C. the 
resistance of a wire standard aluminum, one meter in 
length and of a uniform section of one square millimeter, 
is 0.02826 ohm. - 

(c) Density: Ata temperature of 20 deg. C. the density — 
of standard aluminum is 2.70 grams per cubic centimeter. 

(d) Temperature Coefficient of Resistance: At a tem- 
perature of 20 deg. C. the “constant mass” temperature 
coefficient of resistance of standard aluminum measure 
between two potential points rigidly fixed to the wire is 
0.0039 per degree centigrade. : 

(e) Resistance of Standard Aluminum at 20 Deg. C.: As 
a consequence it follows from (a) and (b) that at a tem- 
perature of 20 deg. C. the resistance of a wire of standard — 
aluminum of uniform section one meter in length and 
weighing one gram is 0.0763 ohm. ; ; 


Part II : 

The conductivity of all metals shall be expressed as a 
percentage of that of the annealed copper standard. ‘ - 

Another example of united action in the direction of 
national standardization is in connection with standard 
construction at overhead crossings, 1.¢., the provision 
for electric light and power wires at steam railroad 
crossings. In this case also the participation of the 
Engineering Association has been requested. = , 
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-_ How Trainmen’s Working Conditions Affect 
: : : Railway Operation | 
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Major Provisions of Labor Agreements as to Platform Work on Twenty-four Large Railway Properties 


_ ~—_- Are Summarized and Tabulated for Comparison—Information Valuable in Study of 


_ by labor unions, or awarded in arbitrations, have 
yo a very important influence on both the cost and 
quality of_service given by a street railway. This 
B. thought was greatly emphasized by a recent inquiry 
e 

a 


: Rvs S in the working conditions imposed 


‘which developed the fact that some companies pay as 
high as 18 per cent of their total platform expense for 
_ non-revenue time. While the day has passed for com- 
i panies to impose any real hardships on their platform 
4 ‘men and few managements would go back to old condi- 
a ‘tions of pay and work, yet it is obvious that such 
. “excessive non-revenue labor cost as cited is indicative 
of unreasonable working limitations. 

ae The conditions now in existence perhaps represent 
at the extreme in things favorable to the trainmen and it 
- is to be expected that in negotiating new arrangements 
. the companies will establish conditions less extravagant. 

~ Some of the more alert managements have already done 
x this. With circumstances favoring its hand, labor has 
| made the-most of its turn and has carried both wages 
_ and working conditions to unprecedented extremes. But 
now. there is opportunity for managements to secure 
_ more reasonable terms—terms more in keeping with the 
peculiar requirements of the transportation business. 
_ For while certain of the ideals of unionism may be prac- 
_ticable and good for other industries, they impose what 
in reality is unwarranted waste when applied to the 
ransportation business. Men in the public service, and 
particularly in the transportation business, cannot 
expect to derive the same measure of convenience in 
their labors as in many private industries, for the 
_ inherent nature of the business involves some circum- 
_ stances, which have to be met even though undesirable. 
; _ These things, within reason, must be accepted as a 
part of the job, without expecting such concessions as 
‘annot help but: incur excessive operating costs, conse- 
ent higher fares and a lowering of the measure of 
ice to the public. The unpleasant parts of railway 
loyment, however, are possibly more than offset by 
, ‘steady and healthful nature of the work and by 
r minor advantages. 

an effort to study out ways and means of fairly 
ng wasteful practices as imposed by present 
ements, one of the most important steps is to 
what conditions now prevail with other com- 
\ecordingly, an analysis of the major contract 
ents, or the practice followed where the com- 
does. not contract with its men, has been made for 
of the larger electric railway companies 
sented herewith in tabular form for con- 
y and ee eons For obvious reasons the 
ure not named, but are indicated by 


the ce iat disclose that some . 


Present Contracts with View to Elimination of Extravagant Require- 
aes ments and Wasteful Practices in Future 


By “EXECUTIVE” 


others have costly requirements under practically all 
features of the agreement. Much of the information 
presented was obtained only as the result of a ques- 
tionnaire calling for definite answers, as a study of 
the contracts does not give a clear understanding of 


_ the working conditions, partly because of the difference 


in the terminology used. 

Of course in comparing the working conditions on 
different properties, due allowance must be made for 
variations in such local conditions as length of route, 
running time, variation and intensity of street traffic 
throughout the day and night, and number of cars oper- 
ated in the rush and non-rush periods. Nevertheless, 
the information presented herewith may be very help- 
ful, and if it does no more than to inspire a checking 
up on present contract limitations, it will have filled its 
mission. 

Street railway work, above all other kinds of employ- 
ment, is one in which the quantity of the product 
manufactured must at all times meet the demand and 
no more. Insufficient service at one hour cannot be 
made up at another hour, and an excess of service at any 
time is a dead waste. So the traveling habits of the 
public, which is the guide in schedule building, must be 
closely and continuously followed. In thus adjusting 
service, if the requirements of a contract with train- 
men make it impossible to serve the public demand 
without too great a penalty in the way of bonus allow- 
ances, a heavy burden is thereby placed on the cost 
of operation, and the public as well as the company 
must suffer. 


ELECTRIC RAILWAYS AND THE EIGHT-HouR DAY 


Take, for instance, the provision for a straight eight- 
hour day for 60 per cent of the runs on one large prop- 
erty. This was forced by a compromise following a 
strike several years ago. It is understood that 2,000 
additional platform men had to be employed by the 
company to put this into effect. The great majority 
of people, of course, ride in the few rush hours of the 
morning and evening, and these peaks are so separated 
that a straight eight-hour run cannot serve both. The 
result of the straight eight-hour provision, then, is 
the necessity to employ more men, with a consequent 
substantial increase in the cost for the same amount of 
service. Only a very few.companies have submitted to 
an eight-hour basic day, as it is impossible to adapt 
the street railway business to that basis without intro- 
ducing what seem to be extravagant though unavoidable 
platform costs. Of the twenty-four sets of conditions 
analyzed here, only two companies have an eight-hour 
day, but only one of these has strictly a straight eight- © 
hour day; four are on a nine-hour basis, five have a 
definitely prescribed maximum above nine hours, and 
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; 9 hr. min. for regulars 
No max.; no guaranteed min.; trippers 


| working over 5-hr. get 9 hr, 


ne 
2 


; un- 


passenger service pays | 


time over 9 hr. 


time for additional work. 

1} time for work over schedule 
scheduled 

Extra men 1} time for work after 
10 hr. Sundays and holidays. 

1} time for work over regular run. 


“13 time for work over schedu 
runs 8 hr., pay 9 hr. ‘ 


regular | None. — 


extra men making 


ports get min. of $100 a 


no guaranteed min.; 


must be paid at 
arantee of 9 hr. 
6 hr. to extras; 


> eu 
rs a 
extras called Sundays get min. of 5 hr. 


ge 94 hr.; 


all regular re 
month. 


nrg 
No max.; min. of 9 hr. for regulars, 


6 hr. for extras. 
a week for extras; all runs over 6 hr. 
and under 9 hr. 


maximum rate. 
8 hr. max. week days, 6 hr. Sundays; 


min. of 8 hr. for regulars and 5 hr. for 


extras. 


complete schedule; 


runs avera, 
min. to regula: 


V | Nomax.; min. of 6 hr. for regulars, $20 


W | 9 br. max. with leeway of 3 hr. to 


T | No max.; 
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the remainder, thirteen, have no fixed limit. A good 


‘indication of the practical inability to carry out the 


straight eight-hour day in the transportation business 
without unduly high costs is found in the recent decision 
of the Railroad Labor Board, which, while indorsing the 
eight-hour basic day, ordered that extra pay for over- 
time shall not begin until after ten hours work, 

As to the attitude of individual trainmen on the 
eight-hour maximum day, it is frequently the case that 
where they have a choice between a short and a long 
run, they choose the latter, and where the straight 
eight-hour day enabled an employee to complete his 
work early, he often sought other work so as to add 
to his daily earnings. From the humanitarian stand- 
point there can be no argument against protecting the 
workman from unreasonable working conditions, but if 
the men are really seeking a shorter workday with 
higher pay so that they may take on other jobs the 
camouflage should be removed. 


MANAGEMENT HANDICAPPED BY SHORTENED 
WORKING DAY 


Consider also the effect of an eight- or nine-hour 
minimum day which prevails on many properties. A 
few years ago an emergency demand for service could 
be met by sending out additional runs for a few hours, 
morning and evening, or at any time of day. Now, such 
runs would have to be paid the guaranteed minimum, 
thus raising another item of cost out of all proportion 
to the possible additional revenue. This makes the 
manager hesitate to furnish the needed service, espe- 
cially in these days when every dollar has to be counted 
more carefully. The minimum pay requirement is com- 
monly existent, especially for regular men, and there 
is good basis for some minimum provision from the 
standpoint of the men on the extra list. It would seem, 
however, that a minimum of eight hours or more works 
a severe hardship on a management in trying to meet 
fluctuations of traffic, and puts the new man on a pay 
basis which leaves little in the way of advancement for 
him when finally given a regular run. Or, looking at 
it the other way around, the old, experienced, proved 
man gets little more compensation than the newcomer 
whose services are usually costly to the company during 
his first six months or more. -Up to the advent of the 
War Labor Board, in 1918, five years or more were 
required to reach the maximum rate of wage, so that 
there was a reward to the steady, experienced men. But 
the board set all this aside and the maximum rate of 
pay is now quite generally reached in one year, While 
the union principle is for equal pay regardless of effi: 
ciency or worth, it is fundamentally wrong and this 
should be borne in mind in negotiating the minimum 
day provision. 

In studying this matter of maximum and minimum 
hours for trainmen, the other important factors of 
overtime allowance, per cent of straightened swing runs 
required and the spread allowance must be kept in mind. 
The maximum workday is not a real hardship on a com- 
pany in the building of schedules if it can be stretched 
slightly without penalty. It becomes an important item, 
however, when the penalty is fixed at time and one-half 
or even time and one-quarter for time worked imme- 
diately over the maximum stipulated. Of course, the 
shorter the maximum day the more difficult it is to 
handle the schedules without much overtime or excessive 
bonus time, and the more severe the overtime penalty 
becomes. Similarly, a swing run is little better than a 
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straight run if the spread allowance is not sufficiently — 


liberal to permit covering two peaks of a day’s service 
with one crew. 

Another costly one is the allowance for reporting 
and turning-in time. One company allows a total of 
twenty-seven minutes for this purpose. Some companies 
make no allowance, while others appear to take care of 
the necessities by a total concession of ten or fifteen 
minutes. 

The matter of “meal reliefs” on one property amounts 
to an average of twenty-five minutes per man per day 
with pay. This is not allowed by most of the companies. 
It has a decided. disadvantage aside from the cost of 
the time not worked, because persons waiting for cars 
get a bad impression of the diligence of the manage- 
ment if they see cars waiting at terminals for a long 
period while the men are eating. 

The same criticism applies to excessive layover time 
at the end of a trip, which, with close headway, keeps 
a group of several cars at the end of the line. Not 
only does this give the impression of wasteful manage- 
ment to the layman, but the “jockeying” around of the 
ears often leaves the patrons in doubt as to which is the 
first car to leave and thus produces a source of annoy- 
ance and ill feeling. Layover time is not a contract 
matter with any company as far as is known. -It has 
been. developed on the basis of experience and the 

demands of the men, and varies with the length of 
~ route, congestion, number of railroad crossings, etc. 
Its purpose is to provide time for turning cars and 
for the comfort of the men, and for making up unusual 
delays. Thus, while there is justification for a certain 
amount of leeway here, it is costly and should be kept 
to a minimum. When it is seen from the column 
“Terminal Time” in the accompanying table that there 
is a variation of from 4 to 11 per cent in this item with 
different companies, there is basis for directing serious 
thought to a reduction in this division of the non-revenue 
time. 

In regard to the item of “traveling time,” the prac- 
tice of all-companies seems to be to pay for the actual 
time between the car station and the point of relief. 
Some saving on this item could possibly be made by 
sending in the “defect card” by the relieving crew, 
permitting the turn-in to be made at the next reporting 
to the station, and allowing the crew to proceed directly 
to or from the point of relief or starting work. In con- 
nection with the work of instructing student trainmen, 
most companies give the instructors some extra pay, 
the average being 25 cents a day. A few companies have 
a provision for a minimum pay for the students. Most 
companies also pay extra for snow removal work, usu- 
ally in the form of meal tickets. 


PRACTICES ON TWENTY-FOUR RAILWAYS ~ 


The time allowed for making out accident reports 
varies from no allowance to actual time, or from a flat 
rate of twelve minutes to sixty minutes or from a flat 
sum of 10 cents to 20 cents. The average is about 
fifteen minutes for both motorman and conductor. A 
study made by one large company showed that the aver- 
age time consumed in making out reports during one 
month was 40.6 minutes for the crew or 20.3 minutes 
per man. 

In the matter of pay for night car work, of the 
twenty-four companies covered in this study, one pays 
2 cents an hour higher than the day rate, two pay a 
bonus of two hours on an eight-hour run, one pays a 
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bonus of one hour on an eight-hour run, one pays a — 


bonus of one and one-half hours on a nine-hour run 
and the others pay no extra rate. 


As to-the time paid for between pieces of runs, nine 


companies make no allowance, four pay for the time up — 


to sixty minutes gap, three pay for the time up to 
thirty minutes, two up to forty-five minutes and one up 
to fifteen minutes. ‘The practice of the other seven is 
not known. 


All of the items mentioned in the foregoing must be : 
“considered in conjunction 


. A manager might easily be 
led into an impossible situation by accepting conditions 
which, apparently innocent in themselves, become a real 
hardship when combined. Another point to bear in 
mind is that the policy of the Amalgamated Association 
has evidently been to force certain working conditions 
on one property so that this could be held up as a model 
feature for other agreements as they were renewed. 
Hence any laxness or weakness on the part of one com- 
pany may affect many other companies. In the order 
of their importance for one large property, the principal 
items involving expenditures for non-revenue time are: 
(1) Terminal or layover time; (2) meal relief or fall- 
back; (3) reporting time; (4) bonus for over maximum 
or under minimum day and (5) turning-in time. This 
indicates the degree of effort that should be devoted to 
each in working for better economy. 


IMPROVED WORKING CONDITIONS PREVAIL 


On both union and open shop railways there has 
been a great and largely permanent improvement in 
both wages and working conditions for the trainmen. 
That this is realized by the workers is indicated by the 
following taken from a recent editorial from the Union 
Leader. , 

“We have seen the old dog treatment of men give 
way to a respectful, reasonable attitude. Men are no 
longer required to forego time for meals. Payment of 
damages for accident or breakage is unknown. Men 
may go where they please to buy uniforms and the days 
of buying brooms, stamping transfers, carrying exces- 
sive baggage, working on footboards, facing the storms 
without protection, or standing long periods until 
varicose veins rendered them almost helpless and short- 
ened their lives are over with. We have experienced a 
complete transformation in operating methods and 
equipment.” 

Labor must do its share in the process of readjust- 
ment that is now going over the country. The employees 
on certain properties have shown a fine spirit and un- 
derstanding of the changing conditions by voluntary 
acceptance of wage reductions, even despite unexpired 
contracts to the contrary. These employees and their 
executives are to be congratulated. Only short-sighted 
leaders will insist that high wages be maintained until 
cost of living reaches the pre-war level, because this 
level will never be approached if one of the important 
items of production costs is not reduced. Unemployment 
has reached formidable proportions throughout the 
country and wages, of course, must be influenced by the 


old law of supply and demand. New forces could be 


recruited from the idle millions at greatly reduced cost, — 
and it is only by sensible compromise that those Re 
are fortunate enough to have jobs can retain them. 

Fair coneessions on -the part of labor coupled met 
diligence and skill on the part of the mans 
should enable the electric railway industry to meet es 
new business conditions rarreatic . 
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'N AN article by the pres- 
§| ent writer which was pub- 

4 lished in- the -ELECTRIC 
S: _RalLway JOURNAL of Jan. 1,_ 
— 1921, an outline was given 
et _ of what has been done in the 
‘ past in the way of convert- 
ing steam railways in Eng- 
3 land to electric traction and 
_ there was appended an in- 
- dication of the existing 
* schemes for further electri- 
fication. Since that time no - 
_ further work of the kind 
has been put in hand, 
_ though the conversion of the 
-London & North Western 
Railway suburban lines has 
-been brought nearer com- 
pletion. The condition of the financial world, the 
high rate of interest - required to be paid for ad- 
ditional capital, the enormous cost of labor and ma- 
_ terials (an aftermath of the war), the uncertainty 
- of the future position of the railway companies after 
the removal of government control in August last, and 
latterly the amalgamation provisions of the railways 
act, which was passed last summer, are all reasons for 
the companies holding their hands in relation to new 
- works of any kind. At the present time no improvement 
__ has come about in the rate of interest on loans, but the 
F _ cost of labor and materials has begun to come down. 
- The uncertainty of the position of the railway com- 
* panies after the removal of state control bas to a certain 
_ extent been lessened because the amount of compensa- 
- tion payable te the companies under agreements. with 
' the government has been fixed by the railways act, and 
so have « uumber of other things. ‘he financial arrange- 
4 ments which will be necessary under the grouping or 

‘amalgamations provided for by the same act cannot, 
however, be definitely settled for some time. Practically 
all the railway companies in Great Britain except the 
_London local railways are to be merged into four great 
“groups or amalgamations. In most cases therefore these 
individual companies, for this among other reasons, 
hesitate to undertake large new capital expenditure 
until the. consolidations and adjustments of. existing 
capital are carried out. This process will take a con- 
siderable. time. The companies are allowed (Section 2 
of the railways act) till Jan. 1, 1923, to submit amalga- 
mation ‘Schemes to the Minister of Transport, and after 

schemes have to go before an Amalgamation 
al set up for the purpose of considering them and 
to. final decisions. 


: > MMTTTEE's ReporT Was A STEP IN ADVANCE 


te reli iminary step, but still one in the direction of 
3 ce, was marked wa the jssie in the end of August 


electric railways, 


the committee, which consisted a entirely of 
electrical experts was appointed in March, 


1s der sctieici whether any regulations 


a! 


The status and outlook for British 
as outlined by Mr. 
McCallum, may be summarized as follows: 

Railway electrification is greatly needed 
and the roads are ready with plans, but 
work is being held up by high interest rates. 


Some rapid transit improvements are under 
way. Tramways will do little new con- 


struction till prices fall. 
being operated by buses. 
in tramway fares are being made. 
ations are being conducted with labor to 
reduce the weekly guarantee. 
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"British Filectric Railway Prospects — 


- From OUR LONDON NEWS REPRESENTATIVE 


should be made for the pur- 
pose of insuring that the 
future electrification of rail- 
ways should be carried out 
to the best advantage in re- 
gard to the interchange of 
electric locomotives and roll- 
ing stock, and whether any 
regulations should be made 
to limit the development of 
potential in uninsulated re- 
turn conductors. The com- 
mittee answered the last 
point in the negative, and 
in regard to the rest sub- 
mitted a number of recom- 
mendations for standardized 
construction as to conductor 
rails, overhead wire conduc- 
tors, etc., and recommended direct current traction at a 
pressure of 1,500 volts as standard. Various necessary 
exceptions and variations were specified. An- abstract 
of the report was published in the ELECTRIC RAILWAY 
JOURNAL oi Nov. 5, 1921. 

This at all events cleared the way for developments 
on a uniform plan, so as to secure inter-running. The 
difficulty of making mutual arrangements will also be 
lessened by the amalgamations before referred to. As 
to the issue of regulations, this would probably not have 
been necessary inasmuch as the proposed standards 
emanated from railway experts and engineers. In any 
case, however, it so happened that the period of gov- 
ernment control of the railways (which began with the 
beginning of the war) came to an end just about the 
time that the committee’s report was issued. Since then 
the Minister of Transport, has less power to regulate 
railways. There is, however, a provision in the railways 
act of last year which still gives some power to the 
minister in the matter. Section 16 says that the 
minister may by order require or authorize any railway 
company to conform gradually to measures of general 
standardization of ways, plant and equipment, including 
methods of electrical operation, type, frequency and 
pressure of current. It is tolerably plain that on this 
matter of standardization no serious difficulties are 
likely to arise. 


New routes ate 
Some reductions 
Negoti- 


GOVERNMENT GUARANTEE OF CAPITAL 


The public discussion of the extension of electrifica- 
tion was stimulated in November last by the passing of 
the trade facilities act. This is one of a series of acts 
rushed through Parliament in October for the purpose 
of reducing unemployment, now so rife. The part of the 
trade facilities act which has a bearing on railway elec- 
trification is the first section which states that if the 
Treasury, after consultation with an advisory commit- 
tee (nominated for the purpose), is satisfied that the 
proceeds of any loan proposed to be raised are to be 
applied toward the carrying out of any capital under- 
taking, and that the application of the loan is calculated 
to promote employment in the United Kingdom, the 
Treasury may guarantee the payment of the interest and 
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principal or of either interest or principal on the loan. 
It is also provided that the aggregate amount of the 
loans to be guaranteed is not to exceed £25,000,000. 
There is no power to make advances or grants. The 
object in view is, of course, to enable companies, local 
authorities and others to obtain a lower interest rate. 

It was stated by the government when the act was 
before Parliament that the electrification of railways 
would come within its scope. Soon afterward several 
English railway companies which have had conversion 
to electric traction in view for some years allowed par- 
ticulars of their schemes to be published. Some of these 
-were new to the public, while others were already well 
known. At the time of writing the two schemes which 
appear most immediate are those of the London, Bright- 
on & South Coast Railway and the London underground 
electric railways extensions. The latter will be dealt 
- with later. Meantime, it may be said that if applications 
were made for guarantees by all the railway companies 
which contemplate electrification the sum of £25,000,000 
would be wholly inadequate. This is apart from the fact 
that all sorts of other schemes unconnected with rail- 
ways are eligible for guarantee. The advisory commit- 
tee, which is composed of financial experts, has received 
a very large number of applications, and much examina- 
tion and weeding out will be required. 


THE ELECTRIFICATION SCHEMES GIVEN IN DETAIL 


The proposals which have been made public, but for 
only a few of which (so far as is known) have applica- 
tions for guarantee been made, may be briefly indicated. 
The main reasons for the proposals are that they would 
increase the capacity of congested railways, reduce the 
time of running and produce economical operation. The 
London, Brighton & South Coast Railway, which already 
works some of its suburban lines electrically on the 
single-phase high-tension system, possesses Parliamen- 
tary powers to electrify the remainder of its undertak- 
ing, including the main line to Brighton. Work on some 
of the suburban lines was stopped by the war, and the 
work is expected to be finished during 1922. When the 
whole scheme is carried out more than 100 miles of 
route will be electrified. A-handsome return on the addi- 
tional capital is estimated. The railway company has 
just given official notice of its intention to promote a bill 
in the coming session of parliament to authorize it “for 
the general purposes of its undertaking (including 
equipment of its railways for electrical traction)” to 
raise additional capital by mortgages or debentures. It 
is also learned that toward the end of the past year the 
company made an application under the trade facilities 
act for a government guarantee on the loan proposed to 
be raised for the purpose of electrification. All the 
plans are ready, so that the company could go ahead at 
once. The single-phase system will be used throughout, 
the company having been specially exempted by the 
committee on electrification, already referred to, from 
the proposed direct-current standardization. 

Particulars are now available of a scheme which 
has been in existence for two years or more for the 
electrification of all the lines of the South Eastern & 


Chatham Railway within a radius of 30 miles from 


London. This means about 140 route-miles. As in 
other cases the multiple-unit system will be employed 
for local suburban trains and electric locomotives for 
those traveling over the longer distances. Direct-cur- 
rent traction at 1,500 volts will be used. Parliamentary 
powers have not yet been obtained. 


A 

Of all the main lines leading out of London, ‘the 
Great Eastern Railway has the largest suburban traffic. 
Extraordinary ingenuity and resource have been dis- 
played to improve the working capacity of the Liver- 
pool Street terminus under steam traction. Electrifi- 
cation has been under consideration for years, but 
initial capital expenditure has been a bar. No fresh 
step is announced, but it is the fact that electrification. 
is probably’ more needed to meet congestion on the 
company’s suburban lines than on any other system 
leading out of London. It appears that Parliamentary 
powers for electrification are at present awaiting and 
will have to be sought. 

Other schemes which are still awaiting development 
and in regard to which nothing immediate is promised 
are the London & South Western Railway extension of © 
electric traction involving 45 miles of route, the con- 
struction of the Wimbledon and Sutton authorized elec- 
tric railway, the authorized electrification of the Lon- 
don and Southend section of the Midland Railway (about 
40 miles of route) and the conversion to electric traction 
of the main line of the North Eastern Railway from 
York to Newcastle, and Northailerton to Stockton on 
Tees loep, in all 110 miles long. 


LONDON UNDERGROUND RAILWAYS 


With an admirable promptitude Lord Ashfield, chair- 
man of the associated London underground railway 
companies, as soon as the applicability of the trade 
facilities act became known, presented a scheme to the 
government for carrying out the long projected improve- 
ments and extensions of the underground system. All 
these developments already have parliamentary au- 
thority, so that no delay would arise in seeking powers. 
His Lordship sought the government guarantee of 
interest on new capital which would then be advan- 
tageously raised in the city of London. The proposed 
works, estimated to cost £6,000,000, include the enlarge- 
ment of the tunnels of the City & South London Rail- 
way so as to permit through running with the Charing 
Cross & Hampstead line and more comfort for pas- 
sengers by means of more commodious cars, the con- 
struction of the Hampstead & Edgmore Railway as a 
surface extension of the “tube” line, and various short 
connecting and linking up lines. The application for 
guarantee was, however, accompanied by a condition 
that the government should pass legislation in Parlia- 
ment to give the London General Omnibus Company 
a monopoly of omnibus street traffic in London for ten 
years, so that the bus company’s revenues might help 
the underground railways (both being in a common 
pool) if necessary in maintaining dividends. The gov- 
ernment promptly refused to introduce any such legis- 
lation, whereupon Lord Ashfield announced that he 
would try to devise a new scheme which might prove 
more acceptable. 

In connection with government guarantees of interest — 
on capital and the subject of fares, the position of the — 
London underground railways is interesting and pe- 
culiar. Under the defense of realm acts (passed during — 
the war and now expired), the ministry of transport — 

act, 1919, and the railways act, 1921, extensive powers © 
were given to the government (and in particular to the 
Ministry of Transport when it was constituted) to deal : 
arbitrarily and drastically with long established railway 4 
arrangements. Under these’ powers the government, 
among other things, made great increases in the rates" ; 
chargeable for freight and in passenger fares. The — 
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latter, from railway time immemorial, were limited to 
_ a maximum of a penny per mile for third class. In view 
of the great increase in costs the government raised this 
_ maximum to 1d. per mile. With the exception of the 
_ Metropolitan District Railway, the roads in the under- 
_ ground group were not affected, as they had not been 
ne taken under government control. Later, the District 
__ Railway was also freed from the control, but all roads 
_ in the group were allowed to increase their fares in the 
_ hope that that would enable them to meet working 
_ expenses. The fares have remained on the higher level 
_ ever since, but the level except for the shorter journeys 
is considerably below that of the steam railways of 
the country. 
In regard to the general system of railways in 
_ Britain, it is laid down in section 58 of the railways 
act, 1921, that the charges to be fixed (by the rates 
* tribunal constituted under the act) are to be such as 
will yield, with efficient and economical working and 
_ Management, an annual net revenue (called the stand- 
ard revenue) equal to the revenue of the year 1913, 
' together with revenue to meet capital expenditure since 
that date. The arrangement is to be reviewed peri- 
_- odically. Thus the whole old penny a mile maximum 
- is swept away, as are also the old rates for freight. 
These conditions, however, do not apply to the Lon- 
don underground railways nor to the Metropolitan 
Railway, which runs 40 or 50 miles into the country. 
These have not been included in any of the great 
groups, the idea being that they may ultimately be 
formed into a group by themselves. So far as a lay- 
man, as distinguished from a lawyer, can see, the 
- London underground railways are free from govern- 
- ment compulsion as to what fares they may charge. Of 
course if they get a government guarantee of interest 
on new capital, conditions might be attached to it. In 
any case, if unduly high ‘fares were ever charged, these 
- would have to be equaled by the associated London Gen- 
eral Omnibus Company, while the latter over a very 
large area has the competition of the London County 
Council municipal tramways. Moreover, any increase 
in fares on the underground railways, even if reason- 
able and shown to be necessary, raises howls of execra- 
tion in the London evening newspapers. Further, any 
attempt by the underground railways to “exploit’’ Lon- 
don would be followed by government action. 


i 
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~ UNDERGROUND A PHILANTHROPIC INSTITUTION 


_ Apart from all these safeguards, the management of 
4 _the underground railways has always gone on the policy 
_ of charging the lowest possible fares and of developing 
_ the traffic accordingly. No question has arisen, or is 
% - likely ever to arise, of the companies making excessive 
% profits. The cost of construction of these lines, both 
_ for land and works, was so high that nothing beyond 
__ meager dividends can be looked for. The ordinary stock 
of the District Railway never gets any dividends; the 
highest that I can remember was 4 per cent on the 
ntral London Railway stock. Very often in other 
ses one sees dividends of 1 per cent announced or less 
0. etimes nothing at all. Im reality the whole con- 
s a sort of philanthropic institution for Londoners. 
original capital was subscribed in a period of high 
es; as a result the capital cost proved so large and 
‘net revenues so low (in spite of overwhelming pas- 
er traffic) that any “dreams of avarice” must have 
ceenly disappointed. ¥3 
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employed, are being constituted to deal with questions 
of wages and conditions of employment on the London 
underground electric railways. Similar committees 
already exist in connection with the main steam rail- 
way undertakings of the country, but as the under- 
ground railways have been left out of the grouping 
scheme for other railways, they have to act inde- 
pendently. The scheme provides for the formation of 
sectional committees, departmental councils, an under- 
ground council and a negotiating committee. The sec- 
tional committees will provide a reorganized means for 
the discussion and settlement between the employees 
and the local officials of questions arising out of the 
employment. The departmental councils will effect 
similar services on matters which concern two or more 
sectional committees, while the underground railway 
council will deal with subjects affecting two or more 
departmental councils. The negotiating committee will 
deal with any alteration of any agreement between 
companies and trade unions and will confirm such altera- 
tions before they become operative. No withdrawal of 
labor or interference with efficient operation is to take 
place until the cause of the dispute has been dealt with 
under the machinery provided and a settlement has not 
been reached within twenty-eight days after reference 
to the negotiating committee. 


TRAMWAY SITUATION 


The present stagnation in tramway extension in this 
country is illustrated by the fact that in the 1922 ses- 
sion of Parliament only two bills will be promoted to 
authorize the construction of tramways. There does 
not seem to be any prospect of improvement till costs 
of construction have fallen materially. Meantime pos- 
sible extensions are being worked by motor buses. The 
main exception to the general discouragement is to be 
found in Glasgow. 

For a long time it has been recognized that the Glas- 
gow Town Council is one of the most enterprising, not 
to say aggressive, municipal corporations in Britain. 
Fresh proofs of the energy and expansion, including 
schemes extending far beyond the city boundaries, are 
now forthcoming. One of these, for running omnibuses 
within and outside the city, will be dealt with in an 
early issue of BUS TRANSPORTATION. Parliamentary 
powers are also being sought for the construction of 
several additional tramways and tramroads of consider- 
able length. No doubt it is thought that by the time 
the work of construction can begin the cost of labor 
and materials will have fallen substantially. 

Another proposal is to take over two existing tram- 
way systems in the neighborhood of Glasgow. First, it 
is sought to acquire from the Airdrie & Coatbridge 
Tramway Company the lines in these towns and work 
them as part of the Glasgow system. These routes 
cover 2.32 miles of single track and 1.31 of double. 
The price, which is provided for under an existing 
tramway order, is £82,250. The other kindred pro- 
posal is to offer £200,000 to the Paisley & District 
Tramway Company for its undertaking, over which at 
present the Corporation has running powers. The 
undertaking consists of 14.41 miles of double track and 
3.84 miles of single. If these schemes are carried out, 
continuous tramway communication east and west 
through Glasgow under one authority will be provided 
for many miles through an area which for the most 
part is densely populated, and which includes great 
centers of industry. There are only two other tram- 
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Way systems in the vicinity of Glasgow worked by . 


companies, namely the Lanarkshire and the Dumbar- 
tonshire. : 

Largely for the purpose of relieving tramway con- 
gestion in the center of the city, Glasgow ‘Town Council 
has decided to proceed with the erection of an additional 
bridge across the River Clyde, at Oswald Street, a short 
distance to the west of the present Jamaica Bridge. 
The new bridge, which may cost £500,000, will of course 
carry tramways. The project has been. talked about 
from time to time for several years, and one of the 
reasons urged for further delay was that two or three 
years hence the bridge could be built more cheaply 
than at present, as prices are bound to fall. Members 
of the Council specially interested in street traffic were, 
however, urgent in expressing the need for relieving the 


congestion on Jamaica Bridge and its approaches. It 


may of course be some little time before contracts are 
let and the work actually begun. 


THE GUARANTEED WEEK 


A conference of representatives of British municipal 
tramways was held in London on Dec. 9 to consider a 
position which had arisen in the National Joint Council 
for the tramway industry. Under an agreement reached 


in March, 1919, tramway employees were guaranteed 


pay for forty-eight hours a week, even though men 
employed on part-time cars might work much less time. 
The arrangement has been found impracticable, because 
it could not be varied to suit varying local conditions and 
because it hampered the increase of services during the 
rush hours. The employers’ representatives on the Joint 
Council sought to have this provision of the agreement 
revised, but the workmen’s representatives refused. 
At a meeting of the Joint Council in London on Dec. 15, 
it was unanimously agreed to appoint a joint sub-com- 
mittee consisting of seven representatives of employers 
and seven of workers to revise the whole of the terms 
of the tramway agreement of March, 1919, without 
binding the Conucil to adhere to the guaranteed forty- 
eight-hour-week. The question of the guaranteed week 
remains the bone of contention. The sub-committee is 
expected to report to the Council in February. 


LONDON TRAMWAY FARES 


London County Council has now modified the very 
high fares on its tramways which came into force about 
a year ago. The results were not all that were expected. 
Comparative figures for the twelve weeks ended Sept. 
28 last and the corresponding twelve weeks of 1920 
(which immediately preceded the last increase of fares) 


showed that passengers had decreased by 11,416,050, 


while revenue had increased by £147,109. The de- 
creases applied both to passengers and revenue for the 
short journeys, there being increases in both for the 
long distances. The highway committee of the Council 
considered this meant that people were walking the 
short distances instead of using the cars. To regain 
the lost traffic, the general manager suggested that. the 
penny fare stage should be increased from 0.6 of a mile 
to 1.2 miles, that the 14d. fare should be abolished, and 
that 2.4 miles should be given for 2d. and 3.6 miles 
for 3d. It would not be necessary to change the higher 
fares. The manager anticipated that, while the change 
would produce a temporary fall in receipts, the revenue 
would at least recover to the present level by the end 
of the financial year in May next. In view of savings 
in expenditure now likely to be effected, he thought the 
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estimate that the financial year would show a slight sur- 
plus on working would still be realized. The highway 
committee supported these proposals, which briefly 
means adding 0.6 of a mile to the 1d., 2d. and 3d. stages. — 
At the meeting of the County Council on Nov. 15, when 
the recommendations were submitted and agreed to, 
Mr. Squires, chairman of the highways committee, 
described the step as a big experiment, the suggestion 
for which really emanated from the tramway manage- 
ment, who were practically staking their reputation on 
its being a success. The reduced fares came into opera- 
tion on Dec. 1. ; 
In a report to Edinburgh Town Council on the elec- 
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- trification of the cable tramways in the city, R. S. 


Pilcher, the tramway manager, says that the working 
expenses per car-mile of the electric tramways in Leith — 
(adjoining Edinburgh) are 15.4d., while the figure 
for the cable tramways in Edinburgh is 19.63. The 
difference on the mileage run by the cable cars is equal 
to £98,000 per annum. This would much more than 
meet the annual capital charges on the cost of conver- 
sion. The total estimated cost of conversion is put at 
£648,711. Contracts for part of the work have already 
been let. In regard to Mr. Pilcher’s figures of working 
expenses, it may be noted that the cable system is old,- 
and has been allowed to run down considerably. In 
past years it used to work very economically. : 


Nothing Like This in America 


igen are not exactly proud of the dense fog 
which occasionally descends on the metropolis, says 
the Tramway and Railway World, but though these visi- 
tations seriously retard the coming and going of the 
people, they regard them with a kind of indulgent inter- 
est as being of a brand peculiar to London. Not so 
with the drivers of tramcars,: buses and other motor 
vehicles, who experienced during the four or five days 
at the end of November a very trying and anxious time. 
To any one who has not seen a real London fog the 
appearance, or rather the disappearance, of the street is 
hardly conceivable. It is practically impossible for any- 
one to see but a few yards ahead and the fog even: 
resists the penetration of powerful lights. 

During the week end of Nov. 22 and 27, the density 
of the fog which visited London literally disorganized 
traffic and reduced the otherwise busy thoroughfares to 
a state bordering on chaos. So bad did conditions become — 
that acetylene flares were lighted at some of the prin- 
cipal crossings to guide vehicular and pedestrian traffic. 
On the evenings of those two days bus service was 
gradually prevented owing to the extreme slowness of ~ 
progress and the risk involved. In some districts where 
the fog was particularly opaque buses were equipped 
with extra lamps casting rays sideways and downward 
to enable the driver to see the curb. During all this 
time but one or two minor collisions occurred. ~ 


W. P. G. Harding, governor of the Federal Reserve 
Board, in a recent public address, referred to tax-free _ 
securities as follows: : We 


the income tax, and the ability of municipalities to sell their _ 
obligations more readily because of this fact has had a 
tendency to increase the volume of their indebtedness. Con- a 
sequently local taxation has increased materially, and un- 
less the issue of tax-exempt obligations is checked the — ; 


utimate results are likely to be serious. + 
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; ~The notion is a mistaken one that the best thing about the year 1921 is that it is a thing of the past 


Facts of 1921 “Fictionized” 


YOU ARE THE 

BEST EXAMPLE! 

OF A SALES 
MANAGER 


“The crowning event of the year was, of course, the convention at 


HE STRANGER in Boston:startsona 
journey to a point in any direction 
and after meandering around from ten 
minutes to ten hours arrives at the place 
from which he started. The difference be- 
tween the stranger in Boston and the writer 
is that starting early last January and by 
depending on his memory and by turning 
2,358 pages of the files for the year in an 
effort to review some of the outstanding 
happenings of 1921 in the industry he has 
- arrived at practically the same place at 
which he began. Of course, it isn’t quite 
as bad as that. The statement should be 
taken. metaphorically, not literally. 
_Elsewhere in this issue the statisticians 
who play with the figures prove that things 
in the electric railway industry are a whole 
_ lot better'than they were a year ago. At 
least they said that was what they were 
going to prove. When a statistician starts 
to prove anything he usually succeeds, for 
Statistics are like hash, you can put almost 
anything into them. If your mind runs to 
figures then consult the tables. If you do 
- consult the tables you will find that only 
_ one large company went into the hands of 
Teceivers in 1921. He1e some pessimist will 
- arise to inject the statement that anyway 
_ there were only a few large roads left that 
_ could do so. Of course, even the Interbor- 
ough would have been, too, only Mr. 
_ Hedley and others celebrated New Year’s 
. Eve of 1921 by scraping together $1,000,000, 
or was it $100,000,000? 
It is only proper to start the new year on 
_ New Year’s eve, but the world knew 
nothing about the New Year’s eve party of 
Dec. 31, 1921, in New York until the Public 
_ Service Commission brought out the fact late 
. ee e. _ y 


t 


Atlantic City in October” 5 


in November that by the grace of somebody 
or other people ride in the subway in New 
York with Mr. Hedley as general manager 
instead of with him as receiver. With the 
Interborough saved, it is, of course, possible 
to go back and start at the beginning again. 

The traction situations in New Orleans, 
St. Louis, -Seattle and in various other 
places remain for the most part unchanged, 


elected Mr. Oles as Mayor. Mr. Oles, 
according to his platform, favors the jitney. 
But Mr. Oles appears to be out of luck. 
The local railway there is selling a pass at 
$1.25 a week, which gives unlimited rides, 
while jitneys are or were charging 10 cents 
straight. Mr. Oles took office on Jan. 1. 
At the time this review was written the 
prospects were that the pass would put the 


“The portly Mr. Weatherwax has drawn Mr. Mahon over the ropes 
and now eleven months after the battle started the Amalgamated has 


admitted defeat and cried, ‘Enough! 


but steady progress has been made in 
Pittsburgh, Albany, Toledo and in other 
cities. Paul Maloney in New Orleans is 
still questioning every move made by the 
local company, but the people there are 
showing signs of weariness. There will be 
an election in New Orleans before long and 
the residents may say it with votes. In 
which case Mr. Maloney will probably be 
like Eamon de Valera: he will have lots of 
fight left, but nobody with whom to pick a 
quarrel. 

In Pittsburgh they have returned to 
office former Mayor Magee. He was 
elected just after the first vote had been 
taken on the new franchise settlement there, 


but he injected himself into the traction ~ 


matter either to claim some of the credit 
for what has been or to exempt himself 
from responsibility. All the Pittsburgh Rail- 
ways has to do now is to raise $5,000,000. 
But speaking of elections, one never can 
tell what will happen. Take New York, 
where Mr. Hylan was re-elected on a 5-cent 
fare, although most of the surface car rid- 
ers, particularly those in Brooklyn, are 
paying 10 and 15 cents where they formerly 
_ paid 5, and millions of transfers have been 
cut off. Or take Youngstown, where they 


jitney completely out of business. Thus 
Mr. Oles is cheated before he begins: The 
local Youngstown company has taken the 
electric railway out of politics. 

The idea behind this summary was of 
course to start out in January, 1921, and 
carry the reader along chronologically. 
With that in mind for the moment it be- 
comes necessary to start over. - An effort 
will be made to stick to the historical! order, 
but no promise is implied. Early in 
January the local Amalgamated at Albany 


“The hope was expressed that the warring factions 


would bury the hatchet. Whereupon both sides 
proclaimed that it had been the other side which had 
been wielding the deadly weapon. .., But everything 
is lovely in Detroit now, with the great pacificator 


“Mr. Dow in the saddle” 
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“Mr. Cann contemplates purchasing fifty one-man 
cars with which he confidently hopes to chase the 
jitneys off the streets’ 


decided to go on strike. In other words, 
Mr. Mahon concluded to come to grips 
with Mr. Weatherwax. In this tug of war 
the portly Mr. Weatherwax has drawn Mr. 
Mahon over the ropes and now eleven 
months after the battle started the Amal- 
gamated has admitted defeat and cried 
“Enough!’’? Of course it was hard on Mr. 
Weatherwax and the United Traction 
Company, but in localizing the scrap a lot 
of other companies saved money and the 
Ainalgamated came to its senses. No other 
strikes of importance were called during 
the year. 

Out in Seattle they are still at it. In 
fact it has become ‘‘Seattle the Sensational.”’ 
Mr. Witt says Seattle needs to spend 
$2,000,000 on its municipal railway. The 
Mayor regards this as a witless recom- 
mendation. ‘“‘There it is,’’ says Peter. 
“Take it or leave it.”’ “I have other busi- 
ness in Cleveland.’”’ On the other hand, 
the remark ‘“‘God bless Stone & Webhster’’ 
won a prize of $100 for a resident of Seattle 
who suggested that the best way to settle 
the problem of the municipal railway would 
be to beg Stone & Webster, the former 
owners, to take the road back. As Solomon 
said: “‘There’s a time to weep and a time to 
laugh.”’ 

It is not Seattle but Mr. Witt that calls 
to mind the Cleveland low-fare experiment 
and Ben Ling and a lot of other things. The 
people of Cleveland apparently were not 
interested in the 23-cent fare in the business 
district. Anyhow, they treated it with such 
disdain that the experiment was discon- 
tinued almost before it had begun. Street 
Railway Commissioner Sanders says that 
the low fare failed because Cleveland people 
were counting even the pennies when the 
low fare was put into effect. Of course it 
looks queer to have a low-fare experiment 

_ fail when people are counting pennies, but 
it is a fact. Mr. Sanders suggests that the 
scheme be tried again. 

The low fare may have failed, but there 
is one howling success in Cleveland. He 
is over in the Illuminating Building on the 
Public Square. His name is Ben Ling. 
As director of the bureau of the Ohio Com- 
mittee on Public Utility Information Ben 
beams benignantly on the public press from 


“There seemed to be unanimous agreement that it 
was the best meeting the association ever had’ and 
‘many began before it ended to plan for a similar 
pe beea year! You can’t blame them, can you, 
with the refill station just across the river?” 


Cincinnati to the Great Lakes. _ Ben’s 
bureau for the dissemination of news is 


has been eminently successful. Ben’s 
story is best told in figures. There is no 
other way to tell some stories. He has to 
his credit 2,500 solid newspaper columns in 
one year, all to the lasting benefit of the 
industry, to say nothing of the editorials 
which he provoked. For the industry as a 
whole Labert St. Clair during the past year 
scored heavily with his historical review 
of the thirty-fifth anniversary of the indus- 
try and with his book “‘Getting the Public 
Eye and Ear.”’ 

Oh, yes, in the great hurry the Detroit 
election must not be overlooked. They 
returned Mayor Couzens to office there. In 
an editorial in the Electric Railway Journal 
just before mutual running rights were ar- 
ranged between the Detroit United Railway 
and the Municipal Railway the hope was 
expressed that the warring factions would 
bury the hatchet. 
proclaimed that it had been the other side 
which had been wielding the deadly weapon. 
It was a gentle battle in Detroit while .it 
lasted, with Mr. Burdick of the Detroit 
United Railway spirited off to Belle Isle 
and imprisoned overnight while an army 
of process servers accompanied by Pinkerton 
men sought the portly Mr. Goodwin of the 
municipal railway with writs and other 
legal documents. But everything is lovely 
in Detroit now, with the great pacificator 
Mr. Dow in the saddle. 

Before the storm broke in Detroit some 
of the Detroit United Railway men sought 
less strenuous fields of endeavor. Thus 
Mr. Cann has found repose in the office of 
street railway director at Toledo, Mr. 
Rifenberick is at Baltimore ‘and Mr. Mc- 
Intire is at Mobile. At Toledo Mr. Cann 
has worked well with the genial Frank R. 


“Des Moines, after flirting with the jitneys, went 
back to its old love” 


Coates, in charge of the Toledo Railway. 
It appeared at one-time as if there would 
be no people left in Toledo for Mr. Coates 
to carry on his cars or for Mr. Cann to 
record. But things are better there now. 
In fact, they have become so encouraging 
that Mr. Cann contemplates purchasing 
fifty one-man cars, with which he con- 
fidently hopes to chase the jitneys off the 
streets. 

The crowning event of the year was, of 
course, the convention at Atlantic City in 
October. At that meeting Edwin Gruhl, 
speaking about “The Traction Industry 
Today and Four Years Ago,” covered about 
everything worth while. In referring to the 
Federal Electric Railways Commission, 
which went the same way as the fourteen 

. points and with no more terrible conse- 
quences, Mr.,Gruhl said: “The patient has 
been in a worse way since the commission 
voted its condition as acute, but it has met 
the crisis and is now on the road to conva- 
lescence.’’ It was and is, if you get what is 
meant. If you don’t then turn back to Mr. 
Frothingham’s paper, ‘“The Basis of Finan- 
cial Recuperation.”” As former Vice- 
President Marshall would say, ‘“‘You said 
it.” Mr. Frothingham was both lucid and 
logical. As a parting shot he said: ‘Credit 
cannot be re-established without earning 
capacity, and earning capacity cannot be 


only one of many similar bureaus, but he 


\ 


Whereupon both sides . 


achieved in the face of public distrust and 
opposition, the hydra-headed enemy of the 
industry.”’ So far so good. But if you 
would dispel distrust and emulate St. George 
consult Mr. Goodwin of advertising fame, 
another speaker at the Atlantic City con- 
vention, for the weapons with which to slay 
the dragon that blocks the path. 

The last speech is always the best, and the 
most convincing. This is the reason bus 
companies were not admitted to member- 

ship in the American Electric Railway 
Association, although the Amalgamated 
Association had previously welcomed bus 
operators with open arms. As an abstract 


“But Tom (Mitten) is too busy Kissing the} Kids es 
the picnic of his employees .... to_ mind 
croakers” 


proposition the convention was in favor of 
such acceptance, but it went on record as 
considering such action inadvisable at the 
present time. Just as the crowning event 
of the year was the convention, so the crown- 
ing glory of the convention was, of course 
the election to the presidency of the genial 
Robert I. Todd, a Hoosier by adoption with 
a national reputation for his chicken dinners. 

Next in importance to the Atlantic City 
convention was the mid-year meeting in 
Chicago in February. Chicagoans are very 
much the same as other people, but every 
time a meeting is held there calling for at- 
tendance from people from out of town it 
appears to be necessary to justify the selec- 
tion of the convention site. This the editor 
of the Electric Railway Journal also felt it 
incumbent upon him to do, for in the leading 
editorial in the issue of the paper recording 
the convention proceedings he completes his 
justification with the statement, ‘““The mid- 
year meeting of 1921 has passed intohistory.’” 
After a thing happens it always passes into, 
history. A bromide you say. Not so fast. 
Doubtless the editor knew what he was doing 
in coupling the sentiments of dread and satis- 
faction about Chicago, but the connection 
is not plain at this distant date. There was 
so much to praise and so much to say com- 
mendatory of that meeting that it is best to 
repeat for the benefit of those with short 
memories that the topic was “‘Finance’”’ and 
let it go at that. The editor, having heard 
at the banquet, Mr. Leedy, the humorist of 
the Youngstown Telegram, evidently 
thought that he too had to try to be funny 
at the expense of Chicago. No such obli- 
gation rests on the writer of this review. 

The third most significant meeting of the 
year was the C.E.R.A. boat trip. The 
whole story of that trip was told in the sub- 
head to the account in the Journal at that 
time. An annual prize is awarded to the ~ 
editor who writes the best subhead to any — 
story which appears during the year. The 
one on this account does the trick so well 
that it leaves nothing else to be said now. 
The writer of it should get the bacon. There 
appears noreason todoubttheassertion of | the 
historian of the meeting to the effect that — 
“there seemed to be unanimous agreement — 
that it was the best meeting the association. 
ever had” and 'that ‘“‘many began before it . 
ended to plan for a similar outing next year.”” 
You can’t blame them, can you, with the re- 
fill station just across the river? The sum- 
mer meeting of the C.E.R.A. is certainly 


aye) ee ee 


* 


S iN to look forward to and also some- 
/ thing to remember. 
_ Almost the last thing mckuoried in the 


i reference to the Atlantic City convention 


- Battle Creek, Muskegon and Newark. 


a few paragraphs ahead was the jitney. 
_. The principal jitney cities this year have 
‘been Des Moines, Kansas City, Saginaw, 
It 


_ has been a running fight in all of them all 


: 


year. Kansas City and Saginaw are ap- 
parently still not out of the wilderness, but 


in Des Moines and other cities the issue has 
_ been settled. Actors on the vaudeville 


_ Moines. 


stage are inured to all kinds of hardships, 
but Des Moines under the jitneys was too 
‘much for them and became to them Death 
All over the central west jokes 
about Death Moines were cracked on the 
«stage by the vaudevillians. And right here 
‘Jet it be said as history that residents of 

_ Fall River, Mass., ride for 5 cents, while the 
residents of Gloucester, also in that state, 
who chose the bus instead of the electric 
railway, hang on in buses and pay 10 cents. 
Having dashed East from Des Moines to 
Massachusetts, it might be well to stick 


_ around for a while in the neighborhood of 


| 


Plymouth Rock. Early in the year the 
“debonair Matt Brush breezed into Boston 
with a dozen or so of his pet pocket ele- 
phants and hung the sign of the Khedive, 


_ or whatever other ruler governs the land 
- where elephants are found, so effectively on 


> 


the legislative investigating commission 


“The pioneer trackless trolley installation was made at Richmond, Va., early in the year. 


of course, put Richmond on the ma; 


that the inquiry promptly broke up. Matt 
succeeded where others had failed — just as 
he always does. All th: while Edward Dana, 
Mr. Brush’s successor on the Boston Ele- 
vated, has been struggling with the problem 
of the accumulated deficit of the Boston 
“L.”? This he has cut down a little and is 
showing black instead of red in his operating 


: ‘statements. Also he has added considerably 


_ to the number of 5-cent lines in the suburbs. 
This activity by Mr. Dana in putting in 
_ 5-cent lines got him into trouble, for over- 


s emphasis by others of the 5-cent experiment 


made it necessary for Mr, Dana to appear 
in the New Jersey fare case and set the 
record straight there. In New Jersey they 
are charging an 8-cent fare on the lines run 
_ by Tom, Dick and Harry, otherwise known 
respectively as Messrs. McCarter, Danforth 
and Donecker. And having secured an 8- 


_ cent fare the company turned around and 
- sold several million dollars of 8 per cent pre- 


ed stock to its patrons. Off by himself 
the southern end of the state, at Camden, 
Martin ‘Schreiber is encountered putting 

‘practice with great success the plans 
the con 


ement and men outlined by him 


i ret right oppoaite tardy or is 
den opposite Philadelphia? No mat- 
; s mention of Mr. Mitten’s name, 
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built but standing idle, or exchanging notes 
with Transit Director Twining or giving 
away his surplus personal funds, to mind the 
croakers. Tom is like Eva Tanguay. He 
has now got to the point where he doesn’t 
care, even if he ever did. 

In Chicago the peculiar situation was pre- 
sented of the authority of the Public Service 
Commission to raise rates under an order 
from the State Supreme Court being up- 
held by the United States Supreme Court 
only to have the Illinois Commerce Com- 
mission, the successor to the Public Service 
Commission, order fares on the surface 
lines reduced to 5 cents. As a political 
move this action by the commission was a 
good storke. If only the theoretical savings 
in operating expenses worked out as possible 
by the commission could be realized it 
would indeed be a very happy New Year 
in the Windy City. 

Speaking about economies and success in 
Overcoming obstacles, it seems that L. S. 
Storrs, president of the Connecticut Com- 
pany, deserves honorable mention. Not by 
any means has Mr. Storrs surmounted all 
the difficulties with which he has been beset, 
but he is steadily ascending the heights, so 
much so that from Hartford camethe state- 
ment recently that based on a review of the 
data on file with the State Utilities Com- 
mission the Connecticut Company appears 
to be one of the first properties of its kind 
in the country to begin to come back. 


This 


solidly as the electric propulsion pioneer, for just thirty- 
five years ago the first successful trolley line in the United States was installed there” 


~Moreover, Mr. Storrs was the author of the 


“Our National Fare Ex- 
periments,” published in the ournal for 
Jan. 1, 1921. That Mr. Storrs knew what 
he was writing about is evidenced by the 
record which his property has since made. 

But it is getting very tiresome, this chas- 
ing around from one city to another and 
covering hundreds of miles in that many 
seconds. Suppose for a change some par- 
ticular subject is taken up. Service-at-cost 
franchises seem to be about as fitting as 
anything else at this point. “Mr. Nash, as 
an analyst, said about all there was to be 
said on that subject at the time he wrote 
last January. Reference to service at cost 
recalls of course the original service-at-cost 
city, Cleveland. Extensions and improve- 
ments are needed in Cleveland, and another 
year the matter of financing them may be 
solved. If money rates continue to come 
down the question will probably be settled 
automatically by it being made possible for 
the company to sell securities under the 
terms fixed in the original grant. If not, 
then the Council may come to its senses. 
Street Railway Commissioner Sanders there 
thinks that on the whole the grant has 
stood the test admirably. Toledo started 
under service at cost at an inauspicious 
time. Depression in the auto business hit 
Toledo especially hard, but the situation 
there is improving. The situation de 
luxe under service at cost is at Montreal. 
There the company has begun to pay off the 
accumulated dividends on the common 
stock and the outlook has gradually become 
so auspicious that a recent quotation for 


notable article 
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“Bill Boyce even called pictures by Charlie Chaplin 
to his aid in inducing traffic on his lines” 


that issue was $140 a share, or thereabouts. 
Rights are even anticipated. Yes, rights! 
You see, a great many Americans have 
pressing business in Montreal these days. 
Didn’t the New England Street Railway 
men even go there to hold a meeting? They 
can’t confiscate your automobile because 
you happen to have a full belly. 

Who shall decide, when doctors disagree, 

And soundest causists doubt, like you 

and me? 

These words of Pope call to sain the 
so-called battle of the systems of years ago 
with its present parallel in the controversy 
over the superpower survey report. With 
Mr. Murray and the Railway Age debating 
in heated terms such topics as coal con- 
sumption, or its equivalent, in steam 
locomotives and in power -plants furnishing 
electric power to electric locomotives, the 
relative cost of maintaining steam and 
electric locomotives, etc., what must steam 
railroad men think who contemplate 
electrification? The matter can not be 
decided with the aid of the dictionary and 
invective. The combatants seem to have 
lost sight of the admonition: 

“Act well your part, there all the honor 
lies!” 

Going back to the geography again two 
very notable meetings were held in the 
South, both at Atlanta. One was the Amal- 
gamated Association session; the other 
was the meeting of the National Association 
of Railway Commissioners. While ex- 
Governor Brown of Georgia rained invective 
upon Mr. Gompers and Mr. Mahon and 
challenged them repeatedly they ignored 
the communication. Mr. Gompers had a 
very wonderful debate with Governor 
Allen of Kansas some time back which he 
is not likely soon to forget, and has become 
increasingly more careful. As for the utility 
commissioners, they went formally on 
record against government ownership. It 
was a costly experiment, the operation of 
the railroads during the war by the govern- 
ment, but it seems to have been worth the 
price. Mr. McAdoo doesn’t think that it 
proved much, but there are a lot of people 
who don’t agree with Mr. Mc Adoo. 

In the first issue of the Journal for 1921 
the statement was made in an editorial that 
constructive legislation should be a feature 
of 1921. Some forty Legislatures out of 
the forty-eight met. The legislators heeded 
the advice given. The most notable ex- 
amples were indeed in Connecticut and 
New York. In Connecticut the railway of 
that name was relieved of paving, bridge 
and other charges and was granted an ex- 
tension of time in which to make up back 


“Bill Boyce chasing after the dollars’’ 
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payment then accumulated. In New York 
the complete reorganization of the commis- 
sions was brought about under the plan 
started on its way for the present New York 
inquiry. In Illinois the home rule and the 
5-cent fare bills were defeated. 

__ As for interviews during the year among 
the most notable were ‘‘Ask the Car Rider”’ 
and ‘“‘Railways’ Financial Cycle Has Come.” 
Both of these were written by Bozell, the 
Boswell to the leaders in the industry. If 
you don’t want to be interviewed be careful 
how you talk to him. He has a habit of 
expanding 500 words into 5,000 and then 
coming around to you with proof of an inter- 
view and a portrait in which you are shown 
seated at your desk reading—of course, of 
course, the news pages of the Electric Railway 
Journat. Other notable achievements of the 
interview type were the articles early in 
the year by members of thc Federal Electric 
Railways Commission. 

The pioneer trackless trolley installation 
was made at Richmond, Va., early in the 
year. This of course put Richmond on the 
map solidly as the electric propulsion pio- 
neer, for just thirty-four years ago the first 
successful trolley line in the United States 
was started there. Pilgrims from all over 
the United States gravitated to Richmond 
to watch the new. mode of transport 
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“A New Baby in the McGraw-Hill Family” 


in operation. Among them was a repre- 
sentative of Mayor Hylan of New York 
and as a result a trackless trolley was later 
installed on Staten Island to be run and 
managed by the city. The line was opened 
just before the fall election in New York 
city and the ceremonies in connection with 
it were made the occasion for furthering the 
political ambitions of the Mayor and his 
cohorts. 

Selling transportation was the subject 


of the issue of Sept. 24, but it did not by’ 


any means contain all the worth-while 
things on that subject. There was the 
notable series by William H. Boyce, who is 
the William S. Hart of this business. Bill 
Boyce, in chasing after the dollars, even 
called pictures by Charlie Chaplin to his aid 
in inducing traffic on his lines. Some day 


Bill will actually install a moving picture 
machine on his cars as an inducement to — 


secure riders. Another notable event in con- 
nection with the work of selling a road to its 
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patrons was the exhibit of the Chicago Ele- — 


vated Lines at the pageant in that city. 
The weekly pass sold the roads in Youngs- 
town and Kenosha to the patrons there. 


The most notable valuation cases of the — 


year were of course those involving the 
properties of the Public Service Railway of 
New Jersey, the Connecticut Company and 
the New Orleans Railway & Light Company. 

As for the Electric Railway Journa the 
year was momentous in that the deciion 
was made to establish Bus Transportation 
in the interests of co-ordinated passenger 
transportation service. The reasons for 
this decision have been given at length. 
The new paper is the most powerful edi- 
torial that ever appeared in the Electric 
Railway Journal. 

Thus the reader sees compressed into 
less than four pages of type an outline of 
outstanding events which kept a staff of 
twelve editors busy for a whole year. If 
you begin to wonder what all these editors 
do with their time you share with the writer 
something that is a source of amazement to 
him and of constant concern to the company 
executives. 


Demand Rate Charge Applied 
to Fares 


A Passenger by Buying a Commutation Ticket for 50 Cents 
‘a Month Can Reduce His Fare 50 per Cent—System 
Works Well in Muscatine and Mason City 


N TWO articles published in the ELECTRIC RAILWAY 

JOURNAL during 1919 (April 5 and April 19) Richard 
Schaddelee, vice-president United Light & Railway Com- 
pany of Grand Rapids, outlined a plan for railway fares 
which would give the frequent rider a merited advantage 
over the casual rider in the payment which he was called 
upon to make for the service. In one of these articles 
Mr. Schaddelee said among other things: 

“The inherent injustice and inequity of any straight 
fare schedule is that it charges the same fare to all 
passengers, regardless of the distance they ride and 
regardless of the number of times they ride per year or 
month. There has been some deviation from a straight 
fare basis by the sale of six tickets for a quarter, etc., 
but these deviations have been few and have not removed 
the inherent injustice of the straight fare schedule. 
Theoretically and as a matter of equity and justice, the 
prices charged for street car service should be based 
upon two factors, viz.: First, the distance that the pas- 
senger rides, and, second, the number of times a passen- 
ger rides per year or per month. The unfairness of 
charging a passenger the same fare for riding half a mile 
as for riding from 5 to 8 miles is readily appreciated and 
understood by every one. For that reason there has 
always been much earnest discussion in regard to ways 
and means to eliminate this injustice, or at least reduce 
it, and as a result we have the zone system. 

“Tt is not my purpose to discuss this injustice of the 
fixed fare in connection with the distance of the ride, as 
this injustice cannot be solved apparently without the 
zone system, with its undesirable results in causing a 
congestion of population. The much greater injustice to 
my mind is the injustice of the fixed fare as applied to a 
passenger who uses the street car service, say, five or 
ten times per month and the passenger who uses it from 
forty to a hundred times a month.” - 

As a basis for overcoming this injustice, Mr. Schad- 


delee suggested the sale to passengers of a commutation 
ticket for, say, $6 a year or 50 cents a month by which 
he would be entitled to ride at reduced rates as often as 
he desired during the period in which the ticket was in 
force. Mr. Schaddelee suggested in the article referred 
to that the fare to the passenger not holding one of these 
cards should be 10 cents and the fare to a ticket holder 
should be 5 cents. This plan, it will be noticed, differs 


COMMUTATION TICKET ON MUSCATINE CITY LINES 


Results for month of November, 1921, of demand form of street railway fare as 
compared with flat fare of 7 cents in force during month of October, 1921. 


Fare Rates 
Single fare without ticket.....;................- 
Monthly commutation ticket cost 
Cash paid on car by owner of monthly ticket 
Children 3052s ond se cit eh eo ce oe ad 


Revenue Passengers: 


10 cents cash. ott pan ane See ele 8 ha 43,834 
Commutation ticket passengers...............005 49,313 
Children: 20.804 Bp, Geta cea aeae ed ee. seas ca as 5,673 
Total revenue passengers — November........... 98,819 
Total revenue passengers — October....-........ 108,916 
Decrease — passengers... ..... 260s ee eae ete eeeee 10,097 
Decrease — per cent. 25.5 Foci. done we res | sin ote 9.27 

Passenger revenue 
TO :conta/esshy iis TSi7 sn Sa eealnhe aCe ahead $4,383.40 
977 commutation tickets at 50 cents ea. $488.50 
49,313 commutation ticket pees 

at 5 cents each.. 2,465.65 2,945.15 
55672 Children nai apse yrs acter er ee 220.58 
Total passenger revenue — November..<......... $7,558.13 Gay days) 
Total passenger revenue — October.............. 7,034.62 (thirty-one 

days) 

Increase November over October............... 523.51 

‘Per cent Increases tte tne a acaets ewiety eilais 7.44 
Nov. Oct. 

Average receipts per revenue passenger—total....... 7.65 cents 6.48 cents 
Average receipts per commutation ticket passenger— 6.11 cents : 
Average commutation tickets outstanding for 

November. i0./. 2p Gar, Sate sb ordain Pa Maia oa ote 851 
Average rides per ticket per day................... 1.732 5 
Average rides per ticket per month................ 51.95 


quite radically from the plan of a straight fare used at 
Youngstown, Racine, and other places. 
the card is considerably less, but the passenger pays some 
fare when he gets on the car. 


PLAN IN UsE Now IN Two CITIES ; ae 


At that time the plan had not been put into effect in 
any city. Finally, it has been put into force on two prop-| 
erties, and on one it has been-in use since August, 1920, 
and on the other since October, 1921. Both of these 


iB i 


na 


The charge for 
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fade? e es 
| properties are controlled by the United Light & Railway 
' Company. The first is on the local lines in Mason City, 
Iowa, of the Mason City & Clear Lake Railway. The 
_ second is on the local lines in Muscatine, Iowa, of the 
_ Clinton, Davenport & Muscatine Railway. The Mason 
_ City lines have therefore had the system in use for about 
seventeen months and the Muscatine lines for three 
_.months. ; 
_ The cash fare is 10 cents in each case, but any one can 
'- purchase a monthly commutation ticket for 50 cents, 
good for one month, and if this ticket is presented to the 
conductor when the passenger enters the car he is en- 
titled to a ride on the payment of 5 cents. When the 
passenger boards the car he simply shows the card to 
the conductor and drops a nickel in the fare box. The 
- conductor does not have to touch either the card or the 
money. Originally when the plan was inaugurated at 
Mason City a charge of $1 was made for a ticket, but 
later this charge was reduced to 50 cents and the sale of 
tickets ‘nearly doubled. In the meantime in November, 
1921, the first month in which the plan was installed, the 
company sold 977 commutation tickets. In December 
the number sold was more than 1,100. 
Each month the card carries a distinctive color, and 


the name of the month for which the card is good is 


stamped in heavy ink over the entire card. The pass is 


good only for the person whose name appears on it, and 


if presented by any one else can be taken up by the 
company. While there is always some possibility that 
the card may be used by some other person the company 
considers the danger of this slight because if the owner 
of the card lets some one else use it he cannot ride for a 
nickel until the card is returned to him. A statement 
_ showing the results for November, 1921, with this sys- 
tem of fares on the Muscatine City lines as compared 
with October, 1921, when the fare for every passenger 
was 7 cents, is given in the accompanying table. As will 
be seen the receipts increased 7.44 per cent, although the 
average fare per commuting passenger was 6.11 cents, as 
against an average rate in October for all passengers of 
-~ 6.48 cents. 
When the plan was introduced in Muscatine it was 
_ well advertised in the daily papers and in other ways. 
In these advertisements a list was published of the places 
where the tickets could be purchased. They included a 
. number of prominent stores in Muscatine. The follow- 
ing are extracts from some of the effective advertise- 
ments issued by the company as part of an aggressive 
‘sales campaign: : 


i 


a To THE AUTOMOBILIST 


Cold or wet weather makes walking or the using of your 
car a disagreeable task—why do it when you can ride in 
comfort for only 5 cents? Buy one of our commutation 
tickets today and laugh at the weather man. An economical, 
, comfortable, companionable ride that brings you to the 
_ factory, store, office or home in a pleasant frame of mind, 
_ ready for a big day’s work or an enjoyable evening 


Eat LuNcH AT HOME 
c joy your meals at home? I'll say you do. No fun 


Ei 
eating from a dinner pail even if it is a full one. It only 

10 cents to go home at noon for an honest to goodness 
1 the folks. Monthly cards are still on sale at the 


laces. 


~ 


GET THE STREET CAR HABIT 


1’t you remember the nice visits you used to have 
downtown on the street cars? Get the street car habit 
It is pleasant, safe, comfortable and inexpensive, 
as “clubby.” Purchase a November commutation 
cents and ride as frequently as you desire for 
RRR Sia YET be , 
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Not Too LATE to Buy Now 


It is not too late to get a monthly commutation ticket. 
If you ‘have been paying a 10-cent fare, don’t do it again. 
You are wasting money. Just get a monthly ticket and only 
pay 5 cents a ride during the rest of the month. Don’t 
forget to buy at once. Every day you delay is costing you 
5 cents a ride more than it need to. They are still on sale 
at the regular places. 


ADVANTAGES SUMMARIZED 


Some of the merits of this system as summarized by 
Mr. Schaddelee in a statement within the last month and 
based on the experience mentioned are as follows: 

“Under this scheme every one who boards the car puts 
into the fare box either a dime or a nickel, so that there 
is no making of change by the conductor. This greatly 
facilitates the handling of the cars and passengers, es- 
pecially in the case of one-man cars, which are used 
exclusively in Muscatine and Mason City. 

“The oftener the owner of a pass card rides during 
the month the less his average cost per ride is. With 
200 rides per month, the total average cost is 54 cents. 
With 100 rides it is 54 cents. With fifty rides it is 
6 cents. - With twenty-five rides it is 7 cents. With 
fifteen rides it is 83 cents. The value of the plan is not 


THIS TICKET ENTITLES A PASSENGER TO RIDE FoR 5 CENTS 
WHEN THE CASH FARE Is 10°CENTS 


so much in the 50-cent fixed charge, which the purchaser 
of the pass card pays to the company, but in the fact that 
the possession of the card induces him to ride a great 
deal oftener than he would if he had to pay the 10-cent 
fare charge for cash passengers every time he rides. 

“Simply to increase fares is no remedy where the 
revenues of a street railway company are insufficient, 
especially where the increases are made on the straight 
fare basis to everybody. 

“Conditions have changed very greatly since the ad- 
vent of the automobile. We have felt that people who 
used the service regularly, and by whose patronage only 
it is possible to continue the service, should obtain the 
lowest possible fare, and this in proportion to their use 
of the service. The visitor or the automobile driver who 
uses the street railway service only in inclement weather, 
or when his machine is out of commission, is fortunate 
to get reliable service as cheap as 10 cents a ride, as he 
is really getting the equivalent of taxicab service which 
he would otherwise have to employ. 

“Our experience with the plan so far has been ex- 
tremely satisfactory from the operating standpoint, and 
in addition to this it has taken very well with the public. 
It has the additional advantage that the resultant fare 
can be varied between any desired limit without chang- 
ing the basic fares of 5 cents and 10 cents.” 
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New Electric Rolling Stock Ordered 


Total Number of New Cars Ordered During 1921 About One-third of that for 1920—Percentage - 
of New Safety Cars of Total Number Ordered for City Passenger Service Also 
Decreased—Remodeling of Old Equipment Quite General 


HE statistics for new electric rolling stock given 
in the tables herewith show in avery striking man- 
ner the low point to which the electric railway 
industry has fallen. The total of 1,276 new cars ordered 
during 1921 is about one-half that for any previous 
year recorded. The year 1918 held the previous low 
record with 2,419 cars and locomotives. 
‘ The totals for cars purchased during 1919 and 1920 


TABLE I—NEW ROLLING STOCK ORDERED SINCE 1907 
é ———Passenger Cars: Freight and Electric 
Year City Interurban Misc. Cars Locomotives Total 
1907 3,483 1,327 1,406 (a) 6,216 
1908 2,208 727 176 (a) 3,111 
1909 2,537 1,245 1,175 (a) 4,957 
1910 3,571 990 820 (a) 5,381 
1911 2,884 626 605 (a) 4,015 
1912 4,531 783 687 (a) 6,001 
1913 3,820 547 1,147 (a) 5,514 
1914 2,147 384 479 (a) 3,010 
1915 2,072 336 374 (a) 2,782 
1916 3,046 374 491 31 3,942 
1917 1,998 185 223 49 2,455 
1918 1,842 255 278 44 2,419 
1919 2,129 128 172 18 2,447 
1920 2,889 227 465 17 3,598 
1921 1,059 129 81 7 1,276 


(a) Included in ‘‘Freight and Miscellaneous Cars.” 


were increased largely by the number of safety cars 
ordered, but during the past year safety car sales have 
decreased even in a greater ratio than have those for 
two-man cars used in city service. Only 565 safety cars 
were purchased during 1921, as compared with 1,699 for 
1920 and 1,383 for 1919. The two largest car orders for 
the year were that of the city of Detroit for 225 safety 
cars and fifty Peter Witt type and that of the Toronto 
Transportation Commission for 140 two-man motor cars, 
sixty trailers and fifty Peter Witt type. This year’s 
statistics include two rapid transit orders. The-Frank- 
ford Elevated Railway of Philadelphia purchased fifty 
motor cars and the Hudson & Manhattan Railroad of 
New York twenty-five motor cars. Aside from these 
orders there were but nine other companies which pur- 
chased twenty or more cars. The Chicago Surface Lines 
purchased fifty trailers and constructed two motor cars 
in its own shops. The Los Angeles Railway Corporation 
purchased. twenty-five safety cars and twenty-five 48-ft. 
passenger cars. The United Railways & Electric Com- 
pany of Baltimore purchased thirty-two safety cars. The 
Southern Pacific Lines purchased twenty motor cars and 


TABLE II—SPECIAL COMPARISONS OF NEW ROLLING 
STOCK ORDERED 


1921 1920 1919 1918 1917 1916 
Number of railways reporting new cars 94 172 160 140 182 250 
Total number of cars........2++20008 1276 3,581 2,429 2,375 2,406 3,911 
City Service: 
Number of safety cars..........++++ 565 1,699 1,383 644 280 187 
Number of two-man passenger motor 
GaSe cee haat ca ag Gwen site 383 847 635 1,068 1,316 2,731 
Number of passenger trailers......... Wo 343250 13 40. 128 
BerriGh GORRs ss ke ot scp kee ota cate 47-104 31 (a) (a) (a) 
Total cars, city service............. 1,106 2,993 2,160 1,842 1,998 3,046 
Interurban Service: 
pee of two-man passenger motor 
Ey 103. 195 96 200 158 303 
Wober. of passenger trailers. 26 32 32 55 27 71 
Number of freight and express cars. 34. 361 141 (a) (a) (a) 
Total cars, interurban service....... 163 588 269 255 185 -374 
Number of electric locomotives......-. 7 17 18 44 49 31 
Number of cars and electric locomotives 
built in railway companies’ shops... . 44 166 165 89 281 445 


* Includes motor and trailer cars for subway and elevated service. 
fa) Not available. 


ten trailers for interurban service. The Pacific Electric 
Railway Corporation purchased thirty cars for inter- 
urban service. The Hydro-Electric Power Commission 
purchased twenty-five safety cars, the New York, 
New Haven & Hartford Railroad purchased -eight motor 
cars and fourteen trailers for interurban service, the 
Peoria Railway purchased twenty safety cars, and the 


TABLE III—ROLLING STOCK ORDERED DURING 1921 
New England District 


i a Ag & 
3 
3 Ge ees 
5 Be 34 Pgss 
ee 6... Gye 
i eben a 
e Connecticut Co... ....2... seers «es 3 Passenger 47’,—0 ”“ Co 
Danbury & Bethel St. Ry.......... 2 a 
are New Haven & Hartford mays 20) ee 
Sta eb «. seanasaun aa eee rar ebccereene nee 8 
New York, New Haven & Hartford Setiste ee Me 
aleve 's| Setar eegcete ty aan ee aNenet arabe aaa aey 14 P “! we 
Waterbury & Milldale Tramway Co. . 2 Passennct 3, z {f i M 
Maine: Sy 
Androscoggin Electric Co........... cee 2s . oe 
Androscoggin Electric Co........... 2 Scow Pie iy ; &, I M 
The Androscoggin & Kennebec Ry.. 3 Safety 23). Fo Gane 
The Androscoggin & Kennebee Ry.. *1 Line 40°) 0 2e ne rane 
The Androscoggin & Kennebec Ry.. *1 Work 43" 0:7. 2G eaake 
Bangor Ry. & Electric Co.......... 6 Passenger 40/3! A Uae 
Ls permenant pees Ae 
oston Hlevated Ry............0+% 4 Fl a 
Boston Elevated Ry..............5 2 Saaw Plows ay 4 i } & j M 
Massachusetts Northesaieans St. Ry.. 12 Safety 28") 4" 4G > M 
New Hampshire: i 
lhe Somersworth & Rochester St. 
PUWAY ois, casas SRE Re 4 Safety 28’ ae 
wee Peete : hes 
ewport County Electric Co........ *] § 
United Electric Railways........... 4 Snow Blow 4 5 0 ” cm M 
United Electric Railways........... 1 Sweeper 3%940” CEM 
Total for New England District.... 71 


North of the Ohio and East of the Mississippi River 
Illinois: : 


Alton, Granite & St. Louis ibe Le + 9 Safet 4 
‘Aurora, Elgin & Chicago R.R.. 5 1 Bamaice 46" Qh ¢ a 
Cairo Ry. & Lt. System.. 1 “Mail I M 
Centralia & Central City Trac. Co.. - 4 Safety 27° 9" OM 
Chicago Surface Lines......... Scie oe *| Passenger 29" 9", eG 
Chicago Surface Lines. . seeeses *I Passenger 37! 2 15 See i 
Chicago Surface Lines.............. 50 Passenger 4?- 6 “ee Gas 
— oe Louis, Columbia & Waterloo 
SU WAY:'.\ sedans ang oaea eee “ 1 y 
Illinois Contéal BleesRy.nt sere ele 3 0 i } M 
Peoria Ry. cites dae eee 20 Safety 28’ 2 1s 
Sterling, ae & Eastern Elec. Ry.. 2 Safety 28’ t, Cc M 
Indiana 2 
Chicago, ‘South Bend & N. Indiana 
Ta uiSwieansunvty ae eee eee a i. 
Chicaro, South Bend & N. ao veers oF 1 ae 
BULWAS sas ciate gees oe ats *1 § si 
Indiana Service Corporation. . *] Work ne ay i iy 1 M 
Union Traction Co. of Indiana 7 Stock 45! 6)! 9 tae 
Union Traction Co. of Indiana. . 12_ Safety 28°. 9 3. eae 
The Hastectown & Fred 
e Hagerstown & Frederick Ry. Co. t 2 3 sh 
United Railways & Elec. Co......... 32 Baletys 30 te 6 M 
Biichigan: 
ty of Detroit—Dept. of Street R; 50 Peter Wi ft vA 
City of Detroit—Dept. of Street Teas 50 Safety oe, ra 3 i g 
City of Detroit—Dept. of Street oy 175 Safety 28 - 3 \Caahe 
Toad J ect 
orris County Traction Co......... 1 Sweeper : 
New Yorks : veel Cc M 
any Southern R.R.. abe *| Freigh f ” 
Elmira Water Light & Rina: © 1 Bee re to" ra M 
Fonda, Johnstown & Glosoaraic e% ey *2 Rotary Plows 25’ 0” I WM 
Hudson & Manhattan R.R...... 25 Passenger 5. 33 “Re aae 
Syracuse & Suburban R.R........... tl Rotary Plow 22’ 2 7pes M 
nited Traction Co. 0.35.2 f<+<.. ll Safety 28° Ef es 
‘aire New York and Penna. Trac- a : 
ON Coss 3000. ae ee Sweeper 35’ ow f 
Phe Ci ae 
e Cincinnati Traction Co.. 2 Work i ¢ 
The Dayton & Western Traction Co... ws Panag Pe Hy od 4 
The Dayton & Western Traction Co.. 2 Passenger 54 5 TVS ese 
Shenango Valley Traction Co........ 17 Safety 28h Ee” et d 
The Tiffin, Fostoria & Eastern El. Ry. 1 Work 40 6”) FF 


(Table III Continued on Page 35) 
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= a 7 
is TABLE ‘III—ROLLING STOCK ORDERED DURING 1921 TABLE IV—ELECTRIC LOCOMOTIVES : 
i} Se : Suhise eres from Page 34) en 2 Weight Prasat 
eae 4 =e 7a $8 Number Tons Ft. In. 
s: taf = Se, oS WS Nee be the Ohio and East of the Mississippi 
i Ho SH 
|| oes = g is SA Be Se Ghiencos South Bend & Northern Indiana Ry...... *] me 47 9 
f Pennsylvania: a B je} zi a Illinois Central Blectric Ry.......... 030. eevee 1 vr al. 
The Beaver Valley Traction Co...... 10 Safety 27” 10” C OM _— Southern Ilinois Railway & Power Co............ 1 a 32. 0 
Buffalo & ead ad See. Cross. ‘ a AY a - a at Washington & Old Dominion Railway.....,...... ! 50 2a 
Conestoga Traction Co............- Safety 
| Bastern Pennsylvania Rwys......... 1 SnowPlow 41° 0.” I M Ciimral Caltcenin Uaarton Cp Sk a “| rag 
; as Se etn, £8 ee ARS : pore a, on b tt Pittsburgh County Railway (Oklahoma)........... i 30 45 0 
E ere iemtcd Ry....4...... 50 Pasenger. 55° 0” RT, mM Tama & Toledo RR. (lowa).-..004...--...... 54 q ase ises 
Johnstown & Somerset Ry - 4 Passenger AD rap Oss, Loe M otal ete aie ee ee Saran: ees 7 
Johnstown Traction Co.. 1 Sweeper 28/3 I M *Built j agrs btacpmel sae ps pee SIS 2 
| '~ Lehigh Valley Transit, Co... 1 Work mig we OLIN uilt in company's shops. 
Northwestern Pennsylvania R; 1 Freight 35’ 10” ; DYSeNE 
| Philadelphia Rapid Transit Co. *| Line 47 2 Cc M ¢ 
West Penn Railways.. 9 Passenger 36, 1g" is M Denver Tramway Company built twenty passenger 
tse la 
_ West Penn Railways... 10 Passenger cars in its own shops. 
Wisconsin: yy < , ° 
Eastern Wisconsin Elec. Co......... 6 Safet 287 CM The number of companies that reported new equip- 
_ Wisconsin-Minnesota Lt. any ee 4 Safety 27’ 94 Cc M 4 i 3 
"Wisconsin Public Service Co........ 4 Safety 28° 4” CG M_ ment ordered during 1921 is ninety-four, as compared 


Total North of Ohio and East of 
Ele Ay oa ee ee rn 
| $ Second hand. 


South of the Ohio and Fast of the Mississippi River 


_ Florida: ; - 
| Miami Peach Blectric ROO cteyae = 8 Safety 28 3” Cc 
Tampa Electric Co.......6....00005 12 Safety 280 4g Cc 

Georgia e : 7 ” 
Polgaben Bleotre: Coie. fos ese. 4 Safety 28 «3 : Cc 
|) Georgia Ry. & Power Co............ 6 Passenger 44 6° Cc 
| Georgia Ry. & Power Co............ *1 Work Car 5 Pea EK 8) 
|’ Macon Ry. & Light Co............. 13 Safety De ak Ce nal 

ie ' Kentucky: i af 
_ Kentucky Traction & Terminal Co.. 10 Passenger 40’ 3 I 
Kentucky Utilities Co.............. 2 Safety 27 (OR aE 

- North Carolina: A 

| Carolina Power & Light Co......... * 3° Safety PR Ae he eat 
West Virginia: : 

|. Charleston Interurban R.R.......... 8 Safety 27 93” ~~ C 

| Total South of the Ohio and East 2 

I<’ -of the Mississippi................ 67 

ij West of the Mississippi River 

_ Arkansas 

| Little Rock Ry. & Elec. Co.......... 1 Sweeper 2808 3-4 

| Southwestern Gas & Elec. Co..... tes 2 Safety PARE XG, 

California: 

| Glendale & Montrose Ee Pe Perec 1 Safety 28’ i Cc 

\ Los Angeles Ry. Corp... setes . 22 Satety: 28’ aaa S) 
Los Angeles Ry. Corp......-.-.... . 25 Passenger 48° 0” C 
* Pacific Electric Ry. rom Spoke ths 30 Passenger aS I 

| San Francisco-Oakland ‘erminal Rys *] Passenger 48’ 6” C 
Santa Barbara & Suburban Ry. Co.. 11 Safety 28). 477 CG 

' Colorado 
Denver Tramway Co............06+ *20 Passenger 46’ 0” Cc 
Denver Tramway Co............... 2 Sweeper 5, 0” Cc 

bee Denver Tramway Co........2. osu 8 Sweeper De Ore Cc 

| - Denver Tramway Co............+. 2 Work Bin tee, 
Denver Tramway MORN Tees cekie's's.6 5 Dump G 

| Boritegton Ry. & Lt. C 8 Safet 2B ANG 

Burl on Ry. Lok Sarsed aa eoee afety 

\e Sioux i ate 2 ban sae onerlS 1 Safety Doce ey 
Kansas 

F ArkansasValley Interurban Ry...... 1 Safety 9 Loa Mai ae os | 

Min: 

. Twin 1 ity y Rapid Transit Co . *| Passenger AOOOHO PE CS 
Pe eon Rapid Transit Co......,.. *l Passenger 46: 0-4 © 
Et > : 

~ Delta Delta eh Traction. Co... 5.2... 4 Safety Fee ue | 
ee ‘Cape Be ie Jackson Int. Ry.. 3 Safety Le aay 
Kansas City, Clay County & St. I os. : 
PRO 2 tars iaiiiatc ‘oly ip, a 0)0:0 9 °*/s\aeevece *6 Freight Als, O22 SI 
” The Sout! at Missouri R.R........ 8 Safety PX dees WAG 

‘. S 

_ Nebraska: 
¢ Omaha, Lincoln & Beatrice Ry......+ 1 Snow Plow 47 0” I 
_ Oklahoma: Rk : : 
_ Pittsburgh County Ry...........+.+ 1 Passenger Asta I 
- Oregon: 
iS} RBGIEG Os )2 vies aielsis's 0° .... 20 Passenger Pye) anes I 
Southern “res MEG syreasiciace fa 6 ae 10.-Passenger SOT Hf I 
S5SrScngseED 2 Safety Rey Pat Be 
BR ots ite we ovo 5 Safety 28 alee ©: 
WAT ae 5 Safety 280 SR? ue 
Dafoe 1 Passenger 500 I 
ere Mt 1 Passenger 50’ 0 I 
ississippi River 212 | 
Canada 
Deaeiae onesie ” ~ Safety 28’ «3 ce! 
a Safety BEE OMS. 
BR ore estes 3 Safety 2h Lae UO 
2 Safet; A a an 9) 
1 Freight SiNae I 
-1 Express aed I 
140 P. BP TO 
60 Passenger Ae 2! “O. 
50 Peter Witt Bee! - C 
2 ome Tpke aie/se & 
eet ‘Safety ” Bn 34” SC 


M eee 


Som shops. ¢ Second-hand. = 


ge ge geee ee 


Ss 5 S8& GSSSS SASSER BS 


Spa Slee 
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with 172 during 1920 and 160 during 1919. Of the 
ninety-four companies reporting, two purchased 250 
cars or more, three fifty to sixty cars, one thirty-two, 
seven twenty to thirty cars, twelve from ten to twenty 
cars, seventeen from five to ten cars and fifty-two com- 
panies purchased less than five cary each. Safety cars 
were purchased by forty-five railways, as compared 
with 113 which invested in this type of car in 1920. 
Five of these railways were in Canada and they pur- 
chased forty-four safety cars. 

An accompanying table and chart gives a comparison 
of the new rolling stock ordered by years since 1907. 


a 


eee Interurban service 
City service, not safety cars 
== SaTery cars 


2000 3000 4000 5000 6000 7000 


Total Rolling Stock Ordered 
NEW CARS AND LOCOMOTIVES ORDERED BY YEARS 


In this chart the division by city and interurban cars is not 
made prior to 1916. 


0 1000 


The table divides the passenger cars into city and inter- 
urban types and gives separate tabulations for freight 
and miscellaneous cars and electric locomotives. The 
chart for the years since 1916 divides the cars pur- 
chased into safety cars, those for city service iat 
safety cars) and those for interurban service. 

A detailed classification of the cars ordered during the 
last six years is given in Table II. This gives separate 
comparisons of cars for city service and those for inter- 


TABLE V—RECAPITULATION BY DISTRICTS OF CARS AND LOCO- 
MOTIVES ORDERED DURING 1921 


or, ort o bo] ial 
Demag, dag s 2 0° 
3 Hed »HBd a qd 4 
@. woth Lose OB Dp 
a5 CS om Sam on # a3 
Bee 2 BOT Dian all aI 
S ose gota. gs 22 S88 2 
BS Edue Baw eee 88 C8 S$ 
oA Soo 800% pam 7) PAS £ 
Number of companies reporting 12 43 9 23 87 7 94 
Number of companies ordering 
MAIBUY CAIN dn a's Cee tie nxionis eee 4 16 7 13 40 5 45 
City Service 
Safety cars............. yp fe 4 a a nn ae 
Passenger cars { Ose 50 0. Gils a5 { OO RenD 
Servicecars............ 14 5 1 18 38 9 4 
Total cars city service......... 38 566 57 142 803 303 1,106 
cae sarah os 17 24 10 52 103 0 103 
OtOr....... 
Passenger cars | Ty aiJer 14 1 0 VW 26 0 26 
Express and freight cars........ 2 23 0 7 32 2 34 
Total cars interurban service.. © 33 48 10 70~=«'161 2, 163 
Electric locomotives............ 0 4 0 3 0 vt 
Total cars and electric locomo- _ 
tives ordered............ ria dl 618 67 215 971 305 1,276 
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urban service. All classes show a marked decrease in 
the number ordered over previous years. The number of 
passenger trailers for city service, however, is the same 
as for 1919 and the number of service cars ordered for 
city service is sixteen more than for the year 1919. Cars 
of all kinds built in railway shops total but forty-four, 
which is a large decrease over previous years. The num- 
ber of interurban trailers purchased has decreased from 
thirty-two for 1919 and 1920 to twenty-six for 1921. 
An interesting comparison is afforded by the percentage 
that the number of safety cars purchased is of the total 
number of passenger cars for city service. This is 64.9 
per cent for 1919, 58.8 per cent for 1920 and 53.3 per 
cent for 1921. The percentage is thus seen to be 
gradually decreasing. 

Table III shows the details of rolling stock ordered by 
the individual companies. The companies for each state 
are alphabetically arranged and the various states are 
grouped into four districts in a similar manner to that 
followed last year. Canadian railways are listed sepa- 
rately. The totals for the various districts are seventy- 
one cars for the New England district, 614 cars and four 
locomotives north of the Ohio River and east of the 
Mississippi, sixty-seven cars south of the Ohio River 
and east of the Mississippi, 212 cars and three locomo- 
tives west of the Mississippi and 305 cars for 
Canadian railways. The table gives information as to 
the number and types of cars purchased, the class of 
service and their over-all length. A recapitulation of the 
totals for cars and locomotives ordered is given in 
Table V. 

The companies which purchased or built electric loco- 
motives during 1921 are listed in Table IV. There are 
but seven of these, which is the smallest number for any 
year of which we have a record. 

The information given in these tables was obtained 
from replies received to questionnaires sent to all elec- 
tric railways in the United States and Canada. Answers 
were received from more than 750 railways and the 
information thus received has been supplemented by 
notes previously published and by lists furnished by the 
various ear builders. Through the courtesy and co-oper- 
ation of the car builders it has been possible to check 
these figures very accurately, and in some cases where 
railways did not report the figures as furnished by the 
car manufacturers have been used. 

The ELECTRIC RAILWAY JOURNAL wishes to thank all 
who co-operated in making this list so complete and made 
possible the publication of this information. 


Automotive Equipment Owned by 


Electric Railways 


Survey of the Industry Shows that Nearly 1,500 Cars Are 
Used in Conducting Transportation, Maintaining Track 
-and Overhead, and for Emergency Purposes 


NTIL this year the ELECTRIC RAILWAY JOURNAL 

has never made any attempt to secure statistics on 
the automotive equipment owned by the electric rail- 
ways. Figures have been compiled which show how 
many automobiles are required to make possible the 
carrying out of certain phases of work. The informa- 
tion is presented under the same classifications as the 
rolling stock and track mileage statistics, 7.e., by states, 
which are segregated by territories. Since this is the 
first time the industry has been solicited for data on auto- 
motive equipment, the table is not as complete as those 
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which have been compiled from year to year by the 
ELECTRIC RAILWAY JOURNAL. However, replies were 
received from practically all the large companies and the 
figures may be said to represent roughly 90 per cent of 
the total equipment in use by the electric railways. 
Practically it is almost impossible to present this 
material in such a compact manner as to indicate simul- 
taneously the type and capacity of a truck and the 
service in which it is employed. The classification ac- 
cording to service seemed the most desirable way to_ 
collate the information. Of~the service cars the tower _ 
wagons probably form a more rigid classification than 
those of any other type. The other uses in electric 


“railway work to which a truck can be put require so 


little body construction of a special nature that a ma- 
chine with a flat body is an extremely versatile piece of 
equipment. For this reason it is correspondingly diffi- 
cult to assign each vehicle to any particular designation. 
Nevertheless this: has been done according to the infor- 
mation furnished. Therefore under each particular 
grouping have been placed trucks of various capacities 
and with different types of bodies. 


STATISTICS OF AUTOMOTIVE EQUIPMENT OWNED BY ELECTRIC 
RAILWAYS IN THE UNITED STATES* 
————S ervice Cars Passenger Cars— 


ee 2 
» ~~ ’ ao am 
gh 8S ws 8 28. oS So eee 
$2 of Ga % Se $2 5 9 2 
See saly pales ni). Slop Senne Sue 
New England States:¢ a a A ic) Sin a ioc] 5 
" Connecticut 5 3 0 6 0 6 9 2 1 
Maine........ Protea al 1 2 1 0 0 4 11 4 
Massachusetts 37 5 38 30 4 6 32 43 2 
New Hampshire..... .. 4 ae ak fe 25 =o od ae 
Rhode Island....... 0 0 1 t= 8 0 5 0 0 
WVermont.+-52. 5 nae 0 1 0 0 0 0 0 0 Q 
POtale ss cs5 wie Ses 43 10 41 38 4 12 50 56 7 
Eastern States: 
Delaware. . Kv a A ai a es ne 
District of Columbia 0 ce aN Z 4 i | meds 1 
Maryland S;-iece 8 4 5 5 0 4 6 1 1 
New Jersey......... .. AN 0 Ss ne he ee. 
‘New York.. Sapeaehs 16 42 14 7 V1 13 30 5 
Pennsylvania....... VW 10 2 10 1 3 in 4 2 
Virginiay.. jose. cee 1 1 0 0 0 0 0 0 0 
West Virginia....... 2 3 2 1 0 1 3 3 
Motel va aire pacers 37 36 52 37 12 22 34 38 9 
Central States: , 
Wbnots:20.. kee 7 14 7 23 0 0 4 5 1 
Indiana. .2..% 2... 5 9 3 1 0 4 16 4 1 
Lowa. «3.4, <centky ee 4 4 1 1 3 3 19° 1 
Kentucky. ....3). 02 4 3 3 3 0 2 3 2 9 
Michigan........... 6 5 1 12 1 0 14 6 5 
Minnesota.......... 5 0 0 4 0 7 4 5 4 
Missouri .;.;.c% vos oz 5 8 VW 1 10 9 18 5 
OHIO saree 14 24 17 10 2 11 18 16 3 
Wisconsin,.......... 1 29 6 9 0 0 25 33 4 
Motal 40 ch.cc eet 67 91 49 74 5 37 96 108 24 
Southern States 
Alabama's). + votes 2 6 6 3 0 3 3 0 0 
ATRADSAB. 6533.55.56 8 0 x 0 0 0 0 0 0 0 
Florida.....- Cee 1 0 0 0 0 .0 0 0 0 
Gaorgiais: cep ecneee 4 3 1 6 0 1 12 3 0 
ouisiana,.2aesenns 1 6 15 0 0 1 0 I 0 
“Mississippi......... 0 1 0 0 0 1 x 0 0 
North Carolina...... 0 0 0 0 0 1 0 0 0 
South Carolina...... 1 0 0 0 0 0 1 0 0 
Tennessee.......... 3 2 3 | 0 1 a 3 0 
otal here 12 21 25 10 0 8 21 7 0 
Western States 
Avigonass;.. cosas 0 0 0 1 0 0 + Py ee, 
California........5. 20 17 29 10 4 6 21 16 0 
Colorada:c:..n bee 4 0 3 2 0 1 oe iZ 0 
idaho: .<2: use se cere 0 0 0 1 0 0 0 0. = 
TC TIO | 0:90 3o oleae 2 1 2 1 0 0 2 1 0 
Montana 0 0 0 1 0 I 0 0 0 
Nebraska: 227. aac ] 2 3 0 0 2 6 0 0 
INOVAOS. . 50g eae a5 ¥ Ls “a 3 mae apse 2x 
New Mexico........... a oe kn ae oY a. a3 
North Dakota...... .. an nk a ay de uae ach 
Oklahoma.......... 1 1 0 1 1 0 0 [ee me e 
Cerone. 5 ala. ee 5 0 1 0 1 0 4 1 A 
South Dakota....... .. Ye a ee BS: ad eae As 
PexAdt ot. sas he 12 3 3 7 2 46 7 1 0 
2:7) 1 0 0 0 0 0 1 0 0 
Washington 3 1 3 0 0 3 5 8 0 
Weroming.<....:. Sore ~* ag wh i ey: pe 
Potahs jasigsue 49 25 45 24) 8 60 54 Ps ee 
Totale: [ora ee 208 ae 2h2 . 167 29: AS96255 238 40 
Total service cars—954 Total passenger cars—533 Py 


*Exclusive of motor buses, for -which see ELEcTRIC “RAILWAY 
JOURNAL, Aug. 27, 1921, page 319. 


“The SMe oatintion heen service cars and passenger 
t cars also is not distinct. There are many service cars 
constructed from passenger car chassis, while in the 
| same way trucks are used for several purposes such as 
dine and track maintenance. Some vehicles are also used 
__ as line cars and as a means of transport for transporta- 
tion and other officials. This is true more especially on 
_ the smaller properties. It was attempted, however, to 

put a passenger car under this classification whenever it 
Was clearly such, regardless of the duty it performed. 


included in the tabulation may be of interest. 


capacity. 
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Some additional facts revealed by the survey but not 
About 
one-third of the service cars have a chassis of 1-ton 
Of —these approximately two-thirds are 
equipped with pneumatic tires. The next largest group- 
ing is the 2-ton cars, which includes nearly 200 vehicles. 
Only one-third of this latter classification have pneu- 
matic tires. Of the 533 passenger cars, 267 are Fords 
while 68 are Dodges. The remaining 198 are distributed 
among nearly as many makes. 


Improved Financial Condition Established 


War-Time Period a Disastrous One for Electric Railways—Return of More Normal Conditions Helps 
te ; . Companies—Fewer New Receiverships This Year—Three Terminated 


Without Foreclosure 


CONTINUATION of the tendency toward an im- 
provement of conditions in the street railway 
industry is evident from the statistics of electric 
railway receiverships and foreclosures for the year 
1921, presented herewith. One year ago a change for 
the better was noted in this paper in the corresponding 
article on electric railway receiverships. The rising 


% 


ied 


abandoned their entire service and track, as compared 
with sixteen companies during 1920. Evidently the 
weakest properties have been now pretty completely 
eliminated through drastic reorganizations or total 
abandonments. 

During 1921 sixteen additional companies went into 
receivership, and thirteen companies were sold at fore- 


TABLE I—RECORD OF eta RAILWAY RECEIVERSHIPS 


Number es of 
of | dagea Track Outstanding Sesudities 
Year Companies Involved Stock Bonds 
OOO as cc eee Ric tos 22 558.00 $29,962,200 $22,325,000 
PONG tee eet ree WI 696.61 12,629,400 75,490,735 
WOVE on Us dante dlopatesic ak 19 518.90 29,533,450 38,973,293 
PON 2 Ne Sele res eee 26 373.58 20,410,700 11,133,800 
EAE Sas cereus ok elaine 18 342.84 31,006,900 - 47,272,200 
BONO UA ceric) cio wave viae & cise 5 10 362.39 35,562,550 19,050,460 - 
NOLS ays) Reo Bate 27 1,152.10 40,298,050 39,372,375 
MONG: © ck erdyakaets nes 15 359.26 14,476,600 10,849,200 
EU REE aii ES as oe 21 1,177.32 33,918,725 33,778,400: 
NON GS 55 <i 1s ctr « 29 2,017.61 92,130,388 163,257,102 
TORO ES oti nes OR. 8 3,781.12 221,259,354 312,915,104 
BOLO) wh as Podsi ee RRS 19(b) 1,065.31 28, 758, 455 72,283,575 « 
M2 ccx. nats oth ees 16 917.82, 31,150,550 34,613,200 


TABLE II—RECORD OF ELECTRIC RAILWAY FORECLOSURE SALES 


Number Miles of 

iro! Track Outstanding Securities Receiver’s 
Year Companies Involved Stock Bonds Certificates 
1909 21 488.00 $22,265,700 $21,174,000 (a) 
1910.. 22 724.36 19,106,613 26,374,075 (a) 
1911. 25 660.72 91,354,800 115,092,750 (a) 
1912 18 267.18 14,197,300 10,685,250 (a) 
1913.. 17 302.28 15,243,700 19,094,500 (a) 
1914.. 11 181.26 26,239,700 44,094,241 (a) 
1915... 3 19 308.31 30,508,817 16,759,997 (a) 
1916.5 Piiena at 19 430.14 13,895,400 22,702,300 (a) 
1917005 26 745.19 27,281,900 27;313,045 (a) 
1918... 23 524.22 37,740,325 20,149,384 (a) 
VIG) aaa 29(c) —2,675.48 89,893,400 79,836,738 $42,300 
1920( dyer ets 13(d) "259.90 7,782,400 11,227,328 52,000 
LOZ SRO eas oe 13 777.97 33,642,255 30,863,576 5,000 


(a) Be data pyailable. 
4 (6) Correc' adding to figures shown last year, data for three companies: 
~ Peyat (Tex. 2} es Texas Interurban Ry.; Cumberland Ry. & Pwr. Co. of 
_ N.C.; and the Rock Island Southern Ry., which went into receivership in 1920, 
but were omitted through failure to receive information. 
(c) Corrected by adding to figures shown last year, data for Scranton (Pa.) and 


Binghamton Ry., which was foreclosed in 1919, but omitted from list through 
failure to receive information. 

(d) Corrected by adding to figures shown last year, data for two companies, 
Bay State St. Ry. (Newport Division); and the Jackson (Miss.) Lt. & Traction 
Co., both foreclosed in 1920, but omitted from list through failure to receive 
information. 


tide in the number of receiverships and foreclosures, 
and the amount. of mileage and securities involved, 
_ reached its maximum point in the statistics of the year 
1919. In 1920 there was a material reduction in the 
number of additional companies so involved, and the 
past year, 1921, showed a further, though slight de- 


_ crease. Only six companies were reported as having 
sf TABLE III—ELECTRIC RAILWAY RECEIVERSHIPS—1921 

a _ (Listed alphabetically by States) Winles. 

‘Concord, Maynard & Fludson St. Ry. (Greenfield, Mass.) 18.15 

t ‘Connecticut Valley St. Ry. (Greenfield, Mass.)..............-..0..0-. 47.05 

somern Massachusetts St. Ry. (Greenfield, ae wees 44.09 

w York & North Shore Trac. Co. (Rosl, bce ep} PRS tae. SRN 

ouahton County Traction Co, Gah) Peer et avs o> BeFND 

, Monee Mteilwary (MUighs) 2. en cee Sicss ses ene e+. SEE GADD 

oe Valle & Lt. Co. ( oleae; Ohio) Guinea hee eee 292) 

tne Ky. Go. (Cai CRON Fees, Sten, Sees ei ne 82.90 

\ , Newark k & Zanesville Plec. Ry. Co. (/).. 3A ee ae ee eg 

Indiana, Columbus & Eastern Trac. Co.) 00.6... cence eee ees 257.20 

ort Wayne, Van Wert & Lima Trac. Co. (I). 00... 200. e eee 61.63 


eee Van = & Lima Trac. ne Ch) 


R. Co. 
s& Tabanan (Pa) Bt. By. 
& Ry. (5) 


not avaiable she sisal a a 
hio Electric Ry. Co., mpm ropme under separa receiver. 
Teased i si Dallas Railwa: 
ies in receivership S foe ‘omitted from me ear’s 
: ve data; pages: ee & Central Texas Inter- 
re. Pe se Ry. Pwr. Co., Rock Island (Ill.) Southern Ry. 


closure, or drastically reorganized. The total single 
track mileage of the companies which went into re- 
ceivership during 1921 was 917.82. Only one large 
company was included, the Ohio Electric Railway Com- 
pany, which with its three subsidiaries, the Indiang, 
Columbus & Eastern Traction Company, the Fort 
Wayne, Van Wert & Lima Traction Company and the 
Columbus, Newark & Zanesville Electric Railway Com- 
pany, made up 497 miles of the 917-mile total. 

The threatened receivership of the Interborough 
Rapid Transit Company, New York, had it occurred this 
year, would have swollen greatly the figures of mileage 
and securities in receiverships. Fortunately, this has 
not occurred, although the matter is still before the 
court for settlement. The date for the next hearing of 


TABLE IV—ABANDONMENTS—ENTIRE—1921 


(Includes only companies whose entire traction property has been dismantled or 
permanently abandoned and not likely to resume operations) 


Miles Stock Bonds 

Thane (Alaska) Perseverance Ry.......... as a (a) (a) 
Douglas (Ariz.) Traction & Lt. Co.. (4) (a) (2) 
Washington (D.C.) Great Falls Ry. & Pwr. Co. ke () (2) 
Plymouth & Shelby Traction Co. (Norwalk, O.) $200,000 $200,000 
Sand usky, Norwalk (O.) & Mansfield Elec. Ry. 33 00 600,000 600,000 
Bartlesville (Okla.) Interurban Co.......... 0.10 () (a) 

Total for 1921 (6 companies’............. 56.32 800,C00 800,000 


{a) Data not available. 
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the petition for a receiver for the company has been 
set for Jan. 30. Recent statements by responsible offi- 
cials of the Interborough Rapid Transit Company seem 
to indicate that they expect to be able to meet obliga- 
tions during the coming year without the necessity of 


TABLE V— ELECTRIC RAILWAY RECEIVERSHIPS AND FORECLOSURES AS OF DEC. 31, 
Outstanding Securities ——— 


Year of 
Receiv- 
ership 


Involved 


New England District 


Connecticut 

Danbury (Ct.) & Bethel St. Ry................4.- 
Hartford & Springfield St. Ry. TT arbuee Pt.) 
Shore Line Electric Ry. ACdan uae ape te aes MPM detente ee ee 


Maine 
Atlantic Shore Ry. (Kennebunk)...........0.--00-+ 


Massachusetts 

Brockton &.Plymouth (Mass.) St. R; 
Concord, Maynard & Hudson St. ee Greenfield’, 
Connecticut Valley St. Ry. (Greenfield) ............ 
Northern Massachusetts St. Ry. (Greenfield’........ 


New Hampshire 
Portsmouth, Dover (N.H.) & York St. Ry........... 


Rhode Island 

Bay State St. Ry. (Newport Div.) (6b).........-.+- 

Rhode Island Co. (Providence’ (a\........-eeseeeee 
United Traction & Electric Co. (@\........-.00005 
Rhode Island Suburban Ry. (Providence) (aXi niece 


Vermon 
Sonmeheld (VE Ble Rs, 5 Soc eee cee ee oie 
Barre & Montpelier (Vt. v Traction & Pwr. Co 


Summary 


Total 1/1/21...... aaiees ea eee Ga acine welsh eee 
Net changes and corrections. me 
Receiverships added during 1921.. 
Less Properties sold or teorganized during LOZD AF fins 
Net receiverships 12/31/21........... Rye casas ieee 


8 cos. 
11 cos. 


465.78 
370.50 


of many receivers. 


the intervention of a receiver. 
panies that are still in receivership are now reporting 
more satisfactory earnings and there is every indica- 
tion that the current year will see the discharge 
The readjustment of fares to a 


Capital Funded 

Stock Debt 
$320,000 $588,500 
785,000 961,000 
1,000,000 6,700,000 
1,000,000 1,740,250 
250,000 260,000 
235,000 230,000 
620,000 580,000 
500,000 500,000 
(d) 707,000 
(b) 996,800 
9,685,500 1,662,000 
8,000,000 9,000,000 
5,000,000 (f? 4 998, 200 
100,800 100,000 
(gy) (9)340, 771 
28,478,300 29,415,800 
2,337,000 2,352,079 
1,355,000 1,310,000 
22, "685, 500 15,660,200 
4'810,800 12,713,521 


North of the Ohio and East of the Mississippi River 


Illinoi 

Cheon, (Ill.) & Oak Park Elevated R.R............ 
Chicago, Aurora (Ill.) & De Kalb R.R. (h).......... 
Aurora, Elgin & Chicago R.R. (Wheaton) (h)....... 
Alton (Ill.) Granite & St. Louis Traction Co......... 
Rock Island (Ill.) Southern Ry. (a)...........00005 


Indiana 

Winona Interurban Ry. Co. (Warsaw).............5 
Beech Grove (Ind.) Traction Co.........0.....-045 
Vincennes (Ind.) Traction Co...........0.20e eee eee 


Michigan 

Marquette City & Presque Isle (Mich. Ry. (h\ 
Saginaw-Bay City R : ay, 
Houghton County Traction Co. (Houghton).,...... 


New Jersey f 

North Jersey Rapid Transit Co. (Hohokus)......... 
Atlantic City (N.J.) & Shore R.R. Co. (b).......... 
Monmouth County Elec. Co. (Red Bank)........... 


New York 
Second Ave. R.R. (New York Soo Ea Sere enh SEG 
Rochester at tf \ Corning & Elmira Trac. Co. (7)... . 
Buffalo (N.Y. ie Lackawanna Trac. Co............. 
Hornell (N.Y.) Traction Co... ..2 00... cee keene cee 
Manhattan & Queens Ra Co. (Long Isl. City)..... 
Binghamton (N.Y.) Ry. 
Buffalo (N.Y.) & Depew Ry <Biet SR eect dt Oe 
Penn Yan (N.Y. & Lake Shore RY cnisne'aethetslere intern tte 
Brooklyn Rapid Transit Co. (¢)...........0eeeee eee 
New York Consolidated Ry. (¢)..........eeeeeees 
New York Municipal Ry. Corp. (e)..........-.45 
Surface Lines 
Brooklyn Beighta: To Rife) eso sk es tae ee brree we 
Brooklyn, Queens County & Suburban R. R. ia, ae 
Nassau Electric Ry. (¢) ania 
Coney Island & Beka Rhee. cana ncroreee 
Interborough Consolidated Corp. (€)..........6e000% 
New York (N. Y.) Railways Co. (¢).....-.00000 eyide 
Richmond Lt. & R.R. Co. (Staten Island)....: .... 
Staten Island (N.Y.) Midland Ry. Co.............. 
Western New York & Penn. Trac. Co. (Olean) (a)... 
Westchester St. R.R. of White Plains............... 
Shore Line Elec. R.R. (White Plains)............... 
New York & North Shore Trac. Co...............+: 


Ohio 
Sandusky, Norwalk (O.) & Mansfield Elec. Ry. (a). . 
Cincinnati (O.\ Lawrenceburg & Aurora Elec. St.Ry.. 
Interurban Ry. & Terminal Co, (Cincinnati) PRs Sr tee 
Plymouth & Shelby Trac. Co. (Norwalk) (a). . 
Ohio River Elec. Ry. & Pwr. Co, (Pomeroy) .. 
Cleveland (O.) Alliance & ae easel Valley RR. 
Ashtabula (O.) Rapid Transit Co. 
Ohio Electric Ry. Segoe (0). St Sie 
Columbus, Newark & Zanesville Elec. R 
Fort Wayne, Van Wert & Lima Trac. Co 
Indiana, Columbus & Eastern Trac, Co. 
Maumee Valley Railway & Lt. Co. (Toledo). 
Toledo & Western RR. Co. (Sylvania).............. 


1911 +e 66 $10,000,000 
1916 0.20 ' 
1919 168 00 6,200,000 
920 2.00 3,189,000 
1920 (46.00 2,944,800 
1916 70.00 750,000 
1917 3.90 150,000 
1919 7.50 350,000 
1912 6,00 200,000 
1921 64.22 2,600,000 
1921 32.15 57,200 
1912 18.00 800,000 
1915 49.89 1,000,000 
1916 18.50 350,000 
1908 30.02 1,862,000 
1912 (316.00 271,000 
1918 8.80 55,000 
1917 10.90 117,900 
1917 21.20 (i) 20,000 
1918 49.75 978,99 
1918 13.59 305,000 
1918 8.50 94,000 
1918(Holding Co.) 74,455,159 
1918 141.68 83,184 
1918 GT SB 2 id tra tars eave 
1919 36S OD RAPE incest 
1919 PAL Ab.) (TS RP 
1919 144.39 105,225 
1919 59.53 297, 400 
1919(Holding Co.) 50, 403,634 
1919 (KY 97.72 (Kk 6, 055,202 
1920 32.05 (n\ 1, 932,000 
1920 28.68 1,000,000 
1920 100.00 1 599,355 
1920 21.60 00,000 
1920 1.46 50,000 
1921 38.12 979, 350 
1912 33.00 600,000 
1913 31.89 808,900 
1914 41.03 3,500,000 
1917 6.97 00,000 
1919 12.70 300,000 
1920 46.00 1,100,000 
1920 5.50 00,000 
1921 82.90 11,000,000 
1921 95.85 2 025,000 
1921 257.20 4,025,000 
1921 61.63 1,000,000 
1921 23.21 1,000,000 
1921 84.08 2, ‘000,000 


(Continued on next page) 


$5,595,000 
0 


3,343,000 


2,343,700 
0,000 
235,000 


100,000 
2,063,000 
677,000 


800,000 
950,000 
500,000 


5,720,000 


000 


0 
68,144,000 
22,967,000 

2/265,000 


250,000 


63, 808,000 
69,081,685 
(n\ 1,482,000 
,000,000 
2,492,000 
168,000 


None 
770,000 


600,000 


2,000,000 


1921 


Receivers’ 
Certificates 


$85,000 
None 
None 


None 


None 
None 
None 
None 


20,000 


None 
None 
None 
None 


5,000 
None 


102,323 
,677 
None 
None 
110,000 


$l, “ee 000 
None 

None 
None 
None 


None 
None 
None 


‘ None 
None 
None 


None 
None 


17.500 


3,140,000 


None 


320, 773 
None 
None 
None 
None 
None 
None 

17,400 

None 

11,000 


reasonable and _ profitable 
basis, the reductions in prices 
and wages, and the cutting off 
of unprofitable lines, or parts 


_of lines, are factors which are | 


all helping to bring about a 
better and more healthy finan- 
cial condition of the industry. 
Plans for the reorganization 
of the Pittsburgh and New 
Orleans properties are said 
to be approaching completion 
without likelihood of fore- 
closure. It is especially in- 
teresting to note that in at 
least three cases during the 
year just past, receivers have 
been discharged without fore- 
closure or reorganization of 
the companies involved owing 
to their improved financial 
condition. - These were the 
Atlantic City & Shore Rail- 
road Company, Atlantic City, 
N. J.; the Denver (Col.) In- 


NOTES 


(a) Sold at foreclosure or reorganized 
during 

(aa) Sold at foreclosure in 1920—informa- 
tion not received in time for last year’s 
tabulation. 

(aaa) Sold at, foreclosure in 1919— 
carried in table to date because information 
not heretofore available. 

(b) Receiver discharged in 1921 without 
foreclosure. 

(ob) Operation by receiver was _termi- 
nat in 20, when Newport County 
Electric was formed to take over lease from 
receivers of former Bay State Street Ry. 

(c) Shore Line Electric Railway is being 
dismembered and reorganized under re- 


ceiver. 

(d) Included in that of Atlantic Shore 
Railway. 

(e) Securities shown are shown as 
recently tabulated by New York Transit 
Commission as being outstanding and in the 
hands of the public. See Hlectric Railway 
Journal, Dec. 17, 1921. 

(f) Includes bonds of certain subsidiary 
lines involved. 

(g) Receiver estimates value of railway 
share of securities at $340,771. 

(h) Included in last year’s ‘report. No 
information ayailable as to esis: status. 

(i) No bonds issued. Cost of construction 
carried by temporary notes. 

() This company is reported as having 
had right of way, but no track built. No 
further information available. 

(k) Excludes track and securities ot 
formerly controlled companies, which 
have been returned to their owners. 

(1) Part electric, part steam operation, 

(m) Road under construction by new 
company. 

(n) Figures a oe prem of 
securities represen y railway operty. _ 
Estimated at 67.4% of total. ¥ 

(o) The three “subsidiaries of the Ohio 
neers Ry., are in separate receiver- 
: Ca pace and are shown separately, directly 

ollowi " 


(p) "Figures oe pay proportion of 
securities represen: y railway property. 
Estimated at 57>2% of total. 

(a) Figures cover total combined property 
—trailway value cannot be separated. 

(r) Includes notes and bank loans. 

s) Receivership limited to Chattanooga — 
sy, way lines only. 
() Figure given is for railway lines only. 
(u) But three miles of road is e! leprifieg 
operated by steam. 
given for the entire road. 

v) Stock has no par value—nominal 
value ‘given. ¥ 

(w) No information available. 


Several of the com- | 


- January 7, 1922 


and the Caldwell 
Traction Company. 
The record of foreclosures 


(Idaho) 


| _ during the year 1921 includes 


thirteen companies, the same 


in number as the previous 


year. Although the total se- 
curities involved in the fore- 
closures is considerably larger 
than in the preceding year, 
the greatest part of them 
were confined to the Rhode 
Island Company and its sub- 
sidiaries. This company has 
been in receivership since 
1919, and the receivership 
has been disposed of finally 
through the formation of a 
new company which has taken 
‘over the old properties 
of the company through the 
foreclosure sale. 


There have been several 


| complete reorganizations of 


_large companies. consummated 
during the year 1921 without 

2 the intervention of a receiver, 
notably the United Railroads 

of San Francisco, now organ- 
ized and operating with a re- 
duced capitalization as the 


\ Market Street Railway. 


In order to permit compari- 
sons with previous years the 
statistics have been presented 
herewith in the usual fashion. 


¥ 


. electric railway receiverships 


. and foreclosures by years 


since this work was first be- 
gun in 1909. The figures 
; given in these first two tables 
are not cumulative but show 
the new companies involved 
in each individual year. The 
__ figures have been corrected, 
in line with information re- 
ceived since they were pub- 
lished a year ago, conse- 
quently in comparing them 
| with last year’s issue, atten- 
tion should be given to the 
footnotes. The outstanding 
securities of the Brooklyn 
| x Rapid Transit Company and 
. its subsidiaries, the Interbor- 
ough» Consolidated Corpora- 
tio: and the New York Rail- 
Company, have been 
sed and corrected to cor- 
ond with the tabulations 


k Transit. iGeefeinasias! 
now represent the actual 

: of stock, bonds 
‘eertificates held 


7 


|  terurban Railroad Company,, 
E 
| 


Tables I and II give record of ~ 
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TABLE V— 
Miles of 
- Year of Single 
Receiv- _ Track 
ership Involved 
_Pennsylvania 
Philadelphia & Easton Elec. Ry. rr larraattg (a)... 1912 31.00 
Sunbury (Pa.) & Susquehanna Ry.(h) 9.20 
North Branch Transit, Co. (Bloomsburg) 30.00 
Buffalo & Lake Erie Traction Co. (Erie) 168.00 
Pittsburgh (Pa.) Railways............. 605.25 
Scranton (Pa.) & Bhightinten Ry. (aaa) 50.00 
Philadelphia (Pa.) Rys. Co.........-.... 16.00 
Northampton Traction Co. (Easton) (a) 21.00 
Honteupion, Easton (Pa.) & Wash. Trac. Co. 17.80 
Cleveland & Erie Ry. (Girard)............... 30.00 
Ephrata & Lebanon St. Ry. Co. 24.00 
Summary 

EQUA THA / Alea Muerte ony deities cose eeiowen ees 49 cos. 2, a. 52 
Net changes and connections............0ee0000008 2 cos. 6.21 
Receiverships added during 1921...............0005 10 cos 763.36 
Less those sold or repens? Guring 192 occas slew ee 6 cos. 237.97 
Net receiverships 12/31/21. .......0.ccsccscvseecs 51 cos. 3,025.70 


ELECTRIC RAILWAY RECEIVERSHIPS AND FORECLOSURES AS OF DEC. 31, 
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1921 


——— Outstanding Securities ————. 


Capital 
Stock 


$612,600 
600,000 


__ 189,000 


144,387,360 
62,879,744 
25,775,550 

6,456,755 

226,585,899 


Funded 
Debt 


$911,000 


297,348,035 
54,453,778 
27,888,200 

8,555,000 

371,135,013 


South of the Ohio and East of the Mississippi River 


Alabama “ 
Birmingham (Ala.) Tidewater Ry..............0008 1919 32.63 325,000 1,500,000 
Birmingham (a) Ry. Lt. & Power Co.........:... 1919 154.40 (p) 4,230,000 (p) 8,820,000 
Montgomery (Ala.) Lt. & Traction Co.............. 1919 38.00 (q) 2, ‘000, 000 (q) 1, "430, 000 
North Alabama Traction Co. (Albany) ............- 1919 7.63 75,000 225, 000 
Florida 
Jacksonville (Fla.) Traction Co..............0000e 1919 63.94 1,500,000 (r) 3,263,500 
Pensacola, one} WIGRIG COici bile ities cis ciel cc ace 1920 22.70 (q) 1, 100, 000 (gq) 1, 762, 900 
Georgia 
City & Suburban Ry. Co. (Brunswick) (a).......... 1919 9.50 100,000 194,000 
Savane (Ga) Elec. CON) cass ox z 3 Pilasistebers 1919 57.72 (q) 3,500,000 (cr) 6,074,376 
Mississippi 
Jackson Piss.) Et, & Trac: Co, (Ga)yisie cece cece 1919 13.50 (q@) 1,600,000 (q) 915,000 
North Carolina : 
Cumberland Ry. & Pwr. Co. (@).........cceeceeeee 1920 (m) 500,000 80,000 
South Carolina_ 
So. Carolina Lt., Pwr. & Rys. Co. (Spartanburg).... 1921 21.00 3,200,000 4,629,000 
Tennessee 
M PIs beuNe ote Mapate ye 1s eieidielvie' vs, «)si9 wie rntere 1919 130.40 5,000,000 8,095,000 
ee ies ae River bts 05/(8) vs a cecetaniersrsere 1919 68.00 (q) 5,000,000 (¢) 2,790,000 
West Virginia 
W. Va.) & Wheeling Trac. Co. (u)..... 1916 (u) 27.00 345,000 500,000 
Chatten (We Ves ar Bug Co. {a) We bt $5; es Dereeh OUT 7.00 (t) 400,000 (t) 300,000 
ay: aN LEED AS SRD VE eel etedeh 
Total 1/1/21.......... te Naot aalcna siesisiot siete 13 cos 532.74 25,175,000 34,737,280 
Net changes and corrections........0..02:eeseeeees Teg 86.18 1,100,000 } Res 
Receivers Ps es during sg! ee Foes 21 “a0 +200 008 igopeiebte 
Less those sold or eee uring / ,500, 
Net receiverships 12/31/21. ......ccsseeeeeveeeveees 568.70 22,775,000 33,015,400 
_ West of the Mississippi River 
Arizona ; 
Tucson (Ariz.) Rapid Transit Co...........-020+00% 1919 4.35 500,000 114,800 
Colorado 
PEVACD a aiers’s i ceravennane 1918 44.43. \ 101,500 1,079,000 
Dee (Got) tamieey Ce. ee ; ee ae 1920 225.51 6,156,300 ‘17,663,585 
Idaho : 
Caldwell (Id.) Traction Co. (b)......eseere cece cenes 1920 11,40 250,000 None 
I 
Den Moines AMC AUMMER COs. clors slain ole ls sieiei« Minto vise VO 94,00 1,305,000 5,981,000 
Kansas = 
Southwestern Interurban Ry. (Winfield)............ 1919 25.00 150,000 None 
Mesto MEA DEENA RC NE MC One wr cielacie eink aelyhe]a'e 1919 222.12 (q) 30,198,850 (g) 38,361,200 
Minnes 
St. Paul Southeta Electric Ry. Co. (Hastings) ()... 1918 17.54 658,225 425,400 
Missouri 
Fennean City (Mo.) Outer Belt Elec R.R. (h)........ 1912 (i) ery ae 
Kansas City, Ozark & Southern Ry. (Ava) ee 1913 15.00 300,000 re ce 
Kansas City (Mo.), Lawrence & Topeka R.R.. 1919 12.00 250,00! 50.690°000 
United Railways Co, of He Louis, Mi Opderniicia stcteecs BB rere. a oy Ae On 
R PRE SONUIG): creche wie sta vi lessons - 0 
aout (Mo) ie starrer con eretele 1920 314.68  (v) 100,000 30,272,128 
Orego. 
eden Oregon Traction Co. (Medford) (h)........ 1918 8.19 150,000 150,000 
a 1,694,507 
Cc Christi (Lex, Byads Lt: Conese. cee ieee 1919 hy topes WRB Ess (g) 1,694, 
Corpus (Tex.) & College aterutbaa Ry. (h) na 920 HAZE: (w) ay 
Bryan & Central Renee Interurban........ esee 27.20 (») 736.000 
OE in EUS GY T ET Ss han) One nn aaa ooenee nt 7A 22.67 810,000 ; 
Standard Traction Co. (Dallas)............+2++-+5+ 1921 tos 10,00 ee Sie 
MRObAMAD (1/2 Us. so veces « » pra Bape sate ¥oieldnictar os os 17 cos. 1,480.34 82,416,275 erator 
Net changes GRA COTPEOMOND ss itcge tee Sean hee ene 1 co. 17.6 ier ee 
Receiverships ad den during PEE ne seek ae ve 24.17 820, F 
Less than sold or reorganized during 1921........... Shit Se eee ee Ber forint 
Net reonverships 31/21 AAA ce ewe Ae tsanrai en 18 cos, 1,486.94 82,884,375 148,536,620 
; RECAPITULATION 
Aas ya ave hee 91 " 5. ote 25 280,456,935 514,080,197 
eee es Rnnmecignsh sor itcc ss. s vee tee es 1.26 59, 090, 844 ah a 233 
| Receversh = added during 1921...........-00+0-++ 16 cos 91 . 
Less those sold or reorganized during 1921.......... 3 = 777 «.97 33, 642, 256 380,863, 57 
ae oe eae 7) 5 0 one 5,448.84 337,056,074 565, ,400, 554 


Net focal vantiiye 12/31/21 


Receivers’ 
Certificates 


None 
None 
None 
920,000 
None 
None 
None 
5,000 
None 
None 
None 


23,983,300 
,226 
11,000 


5,000 
24,410,526 


(@) 250,000 
None 


65,000 
(c) 25,000 


None 
None 


None 
None 
None 


None 
None 


214,000 
None 


715,000 
345,060 


{060,060 
None 


None 
None 


None 

10,000 

None 

() 1,180,000 
40,000 


100,000 


4,091,539 
1,453,000 


5,544,539 


28,892,162 
2,226,963 
1 0 


5,000 
31,125,125 
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far as possible, inter-corporate holdings, which are 
‘duplicated by other securities. Complete statistics of the 
outstanding. securities of the various companies in 
Greater New York, as tabulated by the New York 
Transit Commission, were published in the Dec. 17 
_ issue of the ELECTRIC RAILWAY JOURNAL. 


TABLE VI—ABANDONMENTS—PARTIAL—1921 


(Includes. all pieces. of track, sidings, yards, etc., permanently 
abandoned—Companies arranged alphabetically by States) 


Miles 
Monterey (Cal. ) &-Pacifie Grove Kiyisutarncteeee uy eerie mete 00 
Peninsula Railway (San Jose, Cal.).. 46 


San Francisco—Oakland (Cal.) Term. Rys.. 
Denver (Colo,) Tramways........ 
. Connecticut Co. (New Haven).. 
Shore Line Elec. Ry. (Norwich, Conn. di 
Washington (D. C.) Ry. & Elee. Co. . 
Georgia Ry.-& Pwr. Co. (Atlanta).................. 
Chreago (I):)“Surfacel ines. sisson es ae ot 
Chicago (Ill.).& Interurban, Prac. Cos sa 2n)s0. ceidodiwds ae ee 
Indiana Service Corp. (Fort Wayne) -ioe.i ce sete rere cee fe eu ue 
Union Traction.Co, of Indiana (Anderson) ¢.;........ 0.0000 cece ev aee 
TreCity Ry. Co! of Towa (Davenport)... 2). a Ne ects oe eens 
Cumberland County Pwr. & Lt. Co. (Portland, Me.).. , 
United Rys. & Elec. Co. (Baltimore, Md.)....2...65.. 006.000 neva see 
Berkshire St. Ry. (Pittsfield, Mass.) -..........00cc0eeeceleceuceeas 
Boptort;( Mass: elevated: Riy.s3e sae wiees gat ol ae cetera tee cc eae 
Eastern Massachusetts St. Ry. (Boston).......6...0006 cease eee ee eae p2. 
Massachusetts Northeastern St. Ry. (Haverhill)...................... 
Milford(Mass dude Uxbridge St.cRyort: ont. oc stiauiclste cewiacteic nuteee 
Union St. Ry. (New Bedford, Maceo Sta wiles wie’ sae ee eile Bee ae 
St. Cloud (Minn.) Public Seivicdk Gon noo Oss once Ee es 
City Light & Trac. Co. (Sedalia, Mo.) 2... 6.00.02 cee Sede e cee een 
Kansas City (Mo.) Lawrenceburg & Topeka Electric R.R.............. 
Whesourisiecs RRs -(St.dvonis) och earn cols este eee ee ee 
St. Joseph (Mo.) Ry., Lt., Heat & Pwr. Gop ree <3 Geer ene 
United Railways of FIG Beat Ba a cs a ar Na NERY ps pines eee hae Shot 
BusterGMiont.) Hlec. "Rss vis sta ee ae ela Roa ePRt Brace icon Mier ge 
< Listeoln (Neb.) Traction Comic... gic seaweed Tht oeds Sie 
Danchester CN. Ee) cSt. Ry: nr05 s cine a ee td ee Le ee 
Manchester:(N: He) & Derry. St. Ry... sec. fine ok eb elo ease ee 
Bridgeton (N. J.) & Millville Trae. Co 
Millvalie GNS J.) TPracthons@o. rs. s oa nee cscs aia faite ee ee oa eee 
Bropklyn(N,-Y,.) Heights (RR seo. <class tn: bee ac stele eee 
International Ry. Co.(Buflalo NG Y.)ames ods fest. no hie ie er 
New York State Rys. (Syracuse Lines)....:....... 50.000 eee eee dee 
Orange County Traction Co. Gewburgh; ANG: YS) to sigacs atau 2 See eae 
Syracuset(N. Y.) & Suburban R. Be issd. ne ae evans ens ne tae toe ioe 
Westchester St. R.R; (White Plains, N. Y.)...........00.05..000 0055 
Perches (N.'C:)Braction Coss ss lt ARE tec ae ve a ee io 
Cincinnati (O.) Sas Cor er SSP Fee DE ee ree ee ett 
Columbus(Ojn Rye wewa &lt Cok. Ses os ee anita pia See 
, Community "Braction" Cov: (Toledo; O))-. hots oc che) ieee aa eh aaron 
Dayton (O.) Springfield & Xenia Southern Ry.. 
Southeastern-' Ohio Ry, (Banésvalen 03 1 Oe ee Hath ean eee cats 
GeO TO G N ECV ov aon BR eee ae ee 8 a de aes an Rema mee Lage 
Northeast Oklahoma R.R. (Miami, Okla.)............6.0.-.0.0.00005 
Portland (Ore.) Ry., Lt. & Pwr.......:..... wf 
Beaver Valley Trac. Co. (New ee Pa,) 
Buffalo & Lake Erie Trac. Co. (Erie, Pa.) 
Center & Clearfield Ry. (Philipsburg, Pa.) 
Citizens Traction Co. (Oil City, Pa.)..... 
Conestoga Traction Co. (Lancaster, Pa.) . 
Cumberland Ry. (Carlisle, Pa.)......... 
Danville (Pa.) & Sunbury Transit Co.. 
Baston/(Pa,) Transit Co.: 020032500. ee os ts 
Northwestern Pennsylvania Ry. (Erie, Pa.)...........0.020ec cc ueeeee 
Philadelphia (Pa.) Rapid: Transit: Co.5 04.0. : ., . Hide oo Dale ke wh been 
United Electric fo yas 0. ((Providencer Re Dis . 2 ea We eee 
aes (Mex ky iWopoe Nest otc eet yess o-) oda clean arene ronson 
Northern Texas “Trae. Com Bort NVorth)..s ».sc.anieiee elon eee aan 
Tarrant County Trac. Co, (Fort Worth, Téx.)............0...005ee0en 
Richland-Ashland Ry. (Petersburg, Va.).............0 000200 0eceeeeee 
Puget Sound Elec. Ry. (Tacoma, Wash.).......5.-.....00 ce ceeeeeues 
Washington Water Pwr. Co. (Spokane, Wash.)..........-.-...--00-05 
Yakima (Wash.) Valley Transp. Co 


> 


omotoo—-coosnouqcoocoo 
i) 
Ww 


Morgantown (W. Va.) & Wheeling Ry. (entire line). . 27.00 
Milwaukee (Wisc.) Blec. Ry. & Lt. Co... 2.20.00 0 cue e veces ee 7 8 
British Columbia Elec. Ry. (Victoria, Can.).............-.0. 00 ee ees 0.40 
Montreal (P: Q.; Canada): Tramways Co. ...... <5. bs ov ent ote aan ee 0.62 
Oshawa (Ont., Canada) jth Peter on Se eles nee Mates ies Pe aks I NN a 0.42 

Totaltor 1921) C71. companies)a.2i ch. ose cate Ae ae ae boas ee ene 149.6] 


TABLE VII—SUSPENSIONS OF SERVICE 1921 


(Includes miles of track on which companies have ceased to operate, but which 
have not been permanently abandoned or ripped up.) 


Miles 

Eureka Trac. Co. (Eureka Springs, Ark),........ 000 ee eeec csc scdeeees 4.00 
Denver (Cola ye Trani wave. .c:csk <b s+ Since ace gat oer ate eee a 25.00 
Georgia Railway cc Power: Gos ot... ams aaah cee ee oie 1.45 
New Orleans .(La.) ‘Ry. & Lt, Corio. so ae a oa ee eee 0.77 
astern Massachusetis St-Ry Con... <.<s:) kee cccere eels apie te ean 19.68 
Middlesex & Boston St. Ry. (Newton) lava o Coelev’aeColecd crepe cities Etna ester tate 6.44 
Manistee (Mich.) Ry. (entire 'ine)............0.. cece enevsceduevees 7.64 
Third Avenue Railway(New York City).............:00eseecseuceurs 0.20 
ow Taine VRAU WAY. cet cid sande oe ase cs aneten see ee aera 8.83 
DANCE CTR LO WIR FEY, :aig.s ce nec- bso ecsheis: e's ctebatiy ai ha en eee 0.28 
Niex, City dnterborough BRysu. so 6...» wes to ele heen Ae ee 3.30 
Wie. Westehester & Conn: Trac. Co... 3. 12 ee eee : 0.01 
Union BEY OPIN GS Ware once bictene elec tas ate wd nn el ee 14.22 
Westchester Electric R. 0.63 

- Yonkers R.R.. 0.01 
Syracuse (N. Y.) ‘& Suburban R.R..... 32 
Community Traction Co. (Toledo, O.). 8.50 
Southeastern-Ohio Ry. (Zznesville, O.). 1.00 
Philadelphia Rapid Transit Co.. 4.42 
Washington Water Power Co. (Spokane). 7.76 
Monongahela Valley Trac. Co. (Fairmont, W. Va. 2.27 
Total for 1921 (14 companies) 117.73 


The cumulative totals of all companies in receiver- 
ship as of Dec. 31, 1920, and Dec. 31, 1921, are shown 
at the foot of Table V. This tabulation includes all the 
individual companies shown in last year’s Table V, 
with the exception of the ones which were sold at 
foreclosure or completely abandoned during 1920. These 
were stricken from the list. To the list have been added 
the sixteen new receiverships which occurred during the 
year 1921, also the three companies mentioned in the note 
under Table I which should have been included in 1920, 
but were omitted because the data were not received in 
time. Certain minor changes and corrections also have 
been made in the various figures to bring them up to 
date due to more recent information received. The 
totals have been adjusted to bring them up to date in 
each case, and to correspond with the 1921 summaries 
in Tables I and II. The three companies, mentioned 
above, which emerged from receivership in 1920 with- 
out foreclosure, have been deducted from the final total 
of roads in receivership as of Dec. 31, 1921 (Table V), 
through the medium of the “net changes and correc- 
tions.” : 

The lists of abandonments of parts of lines, and 
suspensions of service, Tables VI and VII, are the 
same in general appearance and character as last year. 
Several of the partial abandonments reported have oc- 
curred on lines which were extended to Army camps 
during the war period. In some cases service has been 
resumed on other lines which had been previously re- 
ported as having suspended service or having been 
abandoned. In several cities service was suspended dur- 
ing the past year owing to jitney competition and was 
again resumed when this competition was eliminated. 
A notable instance is the case of the city of Des Moines, 
where there was no electric railway service for a period 
of nearly three months. 

There have been no total abandonments of any roads 
of considerable size. The largest was the Sandusky, 
Norwalk & Mansfield Electric Railway, Norwalk, Ohio, 
which was sold for $60,000 and junked. The Fresno 
Interurban Railway reports that it has abandoned street 
railway passenger service, but is going to continue its’ 
freight business, therefore it has not been included in 
the list of abandonments. 


Battle Waged Against Accidents 


ITH the heading Efficiency—Safety—Courtesy, 

the O. E.R. Bulletin of the Ottawa (Ont.) Electric 
Railway is making a steady fight against accidents in 
Ottawa. The bulletin is issued only to the employees 
of the company and has in mind the promotion of good 
service. The publication serves as a means for frank 
discussion with the men of the problems and complaints 
that confront the officials. 

Interests are not confined to local happenings nor to 
the problems of service maintenance only. In the 
November publication the problem of service-at-cost was 
presented in an article by Fielder Sanders, street rail- 
road commissioner of Cleveland, Ohio. 

The accident record of the Ottawa company is puis 
lished each month, and for October the following ~ 
statistics were given: , 
accidents, the company had no responsibility in seventy- 


Out of a total of ninety-three — 


/ 


six, doubtful responsibility in three, partial in one, and — 


_ entire responsibility in thirteen. During September in 


ten cases the company was wholly at fault. 


——) a 


ie. of Those Which Have Retired 


. ORRESPONDING with the statistics of the miles 
of track and type of rolling stock of the electric 
hee railway companies in the United States which 


was published on page 47 of the ELECTRIC RAILWAY 
_ JOURNAL for Jan. 1, 1921, there has been compiled from 
‘the August, 1921, “Electric Railway Directory” of the 
. McGraw-Hill Company a similar table. This informa- 
(tion was gathered for publication in the directory in 
June and J uly of last year and may be said to represent 
fairly statistics of electric railways as of July 1, 1921. 
_ As will be noticed, the country has been divided into 
the usual sections which combine all the states into the 
five natural groups or sections. This enables an easy 
: ‘comparison of the trend of the industry from a statis- 
tical standpoint, not only for the United States as a 
| whole but also for each section of the country. 
‘Every attempt has been made to prevent duplication 
i: in compiling these figures. Often there is difficulty in 
determining the correct figures due to the fact that 


| 


they are submitted from two separate sources, such as 


Bs the operating company and the holding company, and 
which for some unknown reason do not always agree. 
The total number of operating companies in 1921 


shows an increase over last year. This is due to the 
| fact that in some cases railways which had temporarily 
- suspended service have again begun operation, while 
in others former underlying companies that had been 
held under long term leases are now functioning as 
' separate organizations. However, the mileage in 1921 
_ does not equal the total of 1919. ‘The mileage has been 
_ reported as the single-track equivalent for the city and 
_ interurban companies, but for the electrified steam rail- 
_ roads their route mileage has been used. The mileage 
' operated in 1921 shows a decrease over 1920 of 150 
_ Miles, the totals being 47,555 miles in 1921 and 47,705 
_ miles in 1920. This is largely due, it would seem, to 
% the practice of companies abandoning track in un- 
_ profitable territory or to the entire closing down of 
- certain routes in the hands of receivers. 

- Total pieces of rolling stock have changed very slightly 
from a year ago. 
and locomotives was 106,688, while in 1921 there were 
- 106,384. This is a decrease of 304, which seems to 
dicate that new purchases as a whole are approx- 
_ imately equivalent to the equipment retired. These fig- 
_ ures do not include 121 passenger motor buses, which 
e either taken the place of existing routes or have 
1 used on new routes as feeders for the already 
railway lines. | a5; 
senger cars are divided into motor and trailer 
In examining the totals, the number of pas- 
5 motor cars has increased 300, while that of the 
see trailers has fallen off slightly more than 200. 

be noticed, there are variations in the totals 
reight cars,’ both motor and trailer; “service 
nd “other cars.” Many companies in the past 
\s idered these terms as interchangeable, and 
additional reports a e clarified. How- 
e primary | purpose of the table to show 


In 1920 the total number of cars. 
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Blectric Railway Statistics for 1921 


Number of Operating Companies Has Increased by Seven, While Trackage Has Decreased 150 Miles 
$3 and the Number of New Cars Has Failed by 304 to Equal the Number 


4L 


regard to electrically operated equipment, companies 
having a larger number of trailer freight cars in 
comparison to their passenger equipment have had the 
former rolling stock omitted. Under this ruling the 
freight cars reported by the Northwestern Pacific Rail- 


road, amounting to 1,481 cars; 


the Fort Dodge, Des 


Moines & Southern Railroad, with 2,405 cars; the Butte, 
Anaconda & Pacific Railway, with 1,458, and the Nor- 
folk & Western Railroad, with 14,593 cars, have been 
omitted. The same is also true in the case of 3,000 
“other” cars of the Chicago Tunnel Company. At the 
same time there have been included 1,157 freight cars 
of the Pacific Electric Railway and 910 such cars of 


‘STATISTICS OF ELECTRIC RAILWAY CARS AND TRACK IN THE 
UNITED STATES 


Total U.S., 1921 838 47,555.23 79,034 5,818 
Total U.S., 1920 831 47,704.92 78,722 6,027 
Total number of cars and locomotives in 1921,!106,384; in 1920, 106,688 


1 00 
State 3.9 < i 
fe of 8 Freight and # Pe 
og a Passenger Cars jj. Express Cars 5 a 
OS 3, 28 o 
os & 5 a2 a) 3 be 
8 gs g s Sos mee, Are ars g 
ew England oe mh S 3S 3° 3 a ee 4 
States: Fe Se = a a A = a R ° 
Connecticut... 7 1,562.42 1,739 52 108 60 8 289 1 
Maine........ 14 528.07 457 12 8 36 77 81 40 
Massachusetts. 34 2,768.29 5,981 48 12 63 10 903 87 
New Hampshire 11 249.90 299 2 1 | Rapa Se 22 14 
Rhode Island... 4 399.97 1,055 30 3 31 abs 167, 5 
Vermont...... 8 103.33 126 4 4 W 1 12 3 
Total....... 78 5,611.98 9,657 146 136 202 137 1,474 150 
Eastern States: ; 
Delaware...... 2 158.80 225 98 ws 4 1 28 4 
D. of Columbia 7 388.16 1,094 29 7 25 52 36 24 
Maryland..... 11 705.00 2,052 59 VW 5. 49 29 38 
New Jersey.... 24 1,582.63 3,154 2 2 22 Se a2 43 
New York..... Of 55;616.30> 18,351 4,979. 9125. 132 38 1,275 942 
~ Pennsylvania.. 105 4,517.03 7,748 190 4 143: 102. 707 950 
Virginia....... 13 442.88 863 64 3 16 32 50 5 
W. Virginia.... 17 692.94 618 24 15 35 22 50 45 
otal. -/.050% 270 14,103.74 34,105 2,445 167 382 301 2,496 2,051 
Central States: \ 
Illinois........ DD, 3j614038.° 5,951 773 59 22 2,005 125 28F 
Indiana....:.. 28° 25452271 1,997. 61 12 43 458 134 221 
Lowarrrt. saa: st 24 963.32 780 56 39 47-377 76 «6164 
Kentucky..:.. 7 455.59 997 22 Wis 16 11 63 8 
Michigan...... 24 1,800.72 2,799 81 U7 EADS 02. (35450 102 a2 
Minnesota..... 13 757.08 1,257 14 9 AS ris 17 97 
Missouri. Cee eZ eels 80S a2, 20S uae LO 4 18 20 331 57 
Ohiossr: tees. os 60 4,214.34 5,089 594 33° £192 =.3°342°7) 5385 5209 
Wisconsin 16 761.39 939 128 7 12 27.320 27 
Potaln pie 249 16,177.56 22,312 1,986 179 545 3,594 1,722 1,443 
Southern States 
Alabama.... 12 360.98 446 42 3 4 24 27. —=—- 200 
Arkansas...... 9- 128.30 243 10 a wk 4 10 24 
Florida Bm PS 196.59 309 1 a 9 19 VTE Fs 
Georgia....... 1 478.71 674 46 1 5 19 49 3) 
Louisiana...... 8 309.20 666 An Rs 8 1 108 z 
Mississippi. . v4 94.78 110 4 2 aire asganee | 20 
North Carolina 11 300. 42 323 16 18 9 178 14 9 
South Carolina 4 148.65 186 28 ai 1 oe 3 18 
Tennessee..... 449.59 739 100 1 2 i: 47 41 
oval anita 81 2,467.22 3,696 304 25 38 247 281 345 
Western States 
Arizona... ..... 54.44 5 1 nto Aes Leh Mis 
California..... 36") 2251574. 03,719. 329. 73 44 1,648 475 283 
Colorado...... 12 468.91 421 147 8 1, 165 57, 33 
Toah Oss ¢.)iao 102.20 Oe oa oe ae yp Se a Pe § Aes 
Kansas... . 14 514.69 369 39 2 17 95 27 26 
Montana... 7 846.02 119 26 SOL As; oe 5 tae 22. 
Nebraska...... 5 256.00 610 10 ee, ene 50 
Nevada....... 2 10.80 L hah ale 45 ee 
New Mexico... 2 10.95 167 oon: ie oe 
North Dakota... 4 27.31 51 23 ont Piste 8 
Oklahoma..... 17 369.53 320 20 7 3 96 22 9 
Oregon........ 8 694.13 716 =—-103 23 AO One 35 
South Dakota.. 3 25.85 33 ee te: oe 2 ji 
tar eee 985.95 1,470 122 1 21 12 96 4] 
107 ae Sroe 470.50 216 42 21 cpm v3 49 211 
Washington. . 15 1,083.71 1,097 70 28 33.741 77 71 
Wyoming...... 22.00 VW 1 te Pow 1 4 
Metal. jaca 160) ~ 93519473. 9;264 937 253 157° 3,433 (1,009 -765 


760 1,324 7,712 6,982 4,754 
751 1,215 7,441 5,723 6,809 
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tric railway systems that cover a large territory. 

Corresponding with our policy of last year, an attempt 
| has been made still further to unscramble the column 
| “other” cars and allocate them according to their proper 
classifications. In 1919 we reported 10,144 “other” cars, 
in 1920 this was reduced to 6,899 and this year it is 
_ only 4,754 cars. While this is a decrease of 5,360 cars 
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in two years, they have not all been discarded, but have 
been reported so as to be properly classified. It seems 
reasonable to suppose that heretofore “other” cars had 
included all types of equipment other than that engaged 
in passenger transport service. For this reason, then, 
as this class is more clearly detailed it is but natural 
to expect the numbers of service, freight and express 
cars will be increased. 


| Track Extended and Reconstructed in 1921 


Amount of New Track Built During Past Year Remained About the Same as for 1919 and 1920— 


Track Reconstruction Has Taken a Sudden Jump and More Miles Have Been 
Rebuilt than Any Year Previously Recorded 


COMPARISON of the statistics of track built and 
reconstructed for the year 1921 as given in the 
accompanying tables indicates that electric rail- 

ways have been unable to finance new construction, but 

' that a large amount of reconstruction has been found 
necessary. The track extensions built by electric rail- 
‘ways during the past year still continue at the low 

~ level that has existed since 1916. The mileage reported 
for urban and interurban track extensions during 1921 

| for the United States and Canada is 147.10. This is 
_ divided 108.15 miles for city lines and 38.95 miles for 
interurban lines. Practically all this is made up of 
spurs and short extensions and few additions of any 
considerable extent were carried out due to the ex- 

_ tremely difficult conditions under which railways were 
| working. The city of Detroit stands out as the only 
. Place where new construction was undertaken in any 
| great amount. There 46.09 miles of new track were 


"Electric Mileage 


Difference is Electrified 
Steam Line, 


z 1907 1908 1909 1910 191] J912 1913 1914 1915 1910 1917 1918 J919 1920 1921 


MILES or TRACK BUILT BY YEARS 


Electrification of steam lines was also at a standstill 
during the past year. The extensions reported amount 


| completed. to but 8.08 miles, which is nearly the same as for 1920. 
New England District Extensions, Miles cfebuilt, Miles 
Extensions, Miles Rebuilt, Miles f . ity Interurban ity Interurban 
. Connecticut City Interurban Gity Interurban Sterling, Dixon & Eastern El. Ry...... ..... 0 ..... 1,00 Bowe 
are Vane pra me ON ads Haven).... 0.40 0.05 2 1 502 be an & Belleville El. Ry.......... ..-.- sees 0.50 
01 prin; RR N Mpsteraiyp a ske ) 1s aleyeub) “Eu b ipho wtel's é ndiana \ 
_ Waterbury & Milldale ee “Ass Sean ares eile ieee 1.00 Chicago, South Bend & No. Ind...... ..... —..-- c 0.71 
_ ‘Maine 7 Gary Street Ry............ Sone cwo, BAG tree eGo 3.75 tons 
f Androscoggin Wlectric Co... 2.0...) eee eee gee 3.00 Hammond, Whiting & E. Chicago Ry.. ....,  ... Or Ne 
Cumberland County Pwr & Bight Co. 1-002, DOO eete 2 pete SNC EF TORRY co or ee Se aaa 
ey ne eactsetts Beatheen MiceuESRy Roe ee eee hy Oa ea 
? oper phe Birect BU Reeser ect ntes ne eee eset 1.66 0.33 Terre Haute Traction & Lt.Co....... ..... 0 vsees 1.00 
— Apna Reign R 0.80 eae oH tee Union Traction Co. of Indiana........ (Uy See aise 0.90 
Brockton & Plymouth St. Ry. pe 1,00 Maryland 
“ ‘Connecticut Valley St. Ry............ 0.05. 0.50 Baltimore & Bel-Ar Elec. Ry......... --.-: O50 eae 
_ Eastern Massachusetts St. Ry........ ..... 5.30 United Rwys. & Elec. Co......... . WeZT= avene tow 15.24 
q Me ed tet med | i ol Me ae Ee De ay aHenioan PR oniaye Belatiec eo teh 
é iddlesex oston Pcp COO o DORE Re ey cola Z enton Harbor. oe Ry, 0.. ; ack , 
Seiiiibrd. 4 Uxbridge St. Ry. ).scscc. weeks fo eee bawae City of Detroit Ree of Street Rwys.. CAG 09S eet. Yea 
‘Northern peer ucetie yc A Aas ORSINI eg 2.00 Grafd Rapids Ry....2-0.-.00.00s0ss Doe lile seed an 1.17 
‘Union Sie a WOT, Pertetisiciata esis” te Ae ar 0S Ironwood & Bacon Ry. & Lt. Co.. De 20M ist. ta! ORY ates 
1] Py PITA DORNER oy tiie a> (on pi'e a 'sie viele exa.0) ae 5 i New Jerse: 
Woreester Consolidated St. Ry........ 0.34 12... 3.04 Turhngton, County Mransitico teen cbaes ase ables 2.50 
“Rhode Island Jersey Central Traction’Co... 2.0.6.6. cece ee ele 0.50 
~ United Electric Rwys...... RS Ral ie neveieie sca cles 3,52 Monmouth County Electric Co....... ..065 0 eee 0.15 
_ Vermont “ Ruoblic Service Rysscb eden ete see's Speman 17.68 
Serarre & Mont ier Trac. & Pwr. Co.. ..... ated 0.10 oats New York 
os = —_ —_ —» ———- Black River proces COM eR TEMES ean 0.24 Stn: 
figs) Totals. ofa BUR si siy.e save ect aets 155: 5.01 63.42 21.84 Brooklyn Citys Rea ee caw aekh a cth peers 4.75 SAN 
a ¢ Eighth Ave. R. eee = Uae a8 Gioia a eid amma Fe HH wn 
ee eee lctesippi River = “Enpre bate Rie ss BE 
. Bees of Columbia } : Fonda, Johnstown & Gloversville R.R.. = 0.34 og, 
DRM AOTON CO, 2 ova ates Ss as Ss ah) eee 3.07 sit International Ryias eet siee seks we 14.44 ere 
Old Dominion eRe oe Eee Ss 1.00 New York State Rwys. 2.79 aan 
Mvayieles. (0. tek iuste a, siecle 5.50 Biot Ninth Ave. R.R.. 0.75 oe 
Port Jervis Traction C 0.25 12 
re ii ence 2.76 pais ene & Buffalo R.R.. ee oe ~ oe oa 
POBTBOURG Ws Ee Miraacrets ed nini niece Sexi jece/st wie evere | > are wjeie 5 ret, 
hern N Y k P MEE SECOND ceca fo ways eal 0.11 ae 
tg St Louie Trae Co 1:76 Saee 6 barat, in is ot i eae 
on & Normal Ry. & Lt. Co eb yp aie) ee 1.00 TY ee ete 16.50 a 
& Ss Chi R 5 "Third AVGDUG NGS: 2 ess cme ti nde vn es 
si? Pee Nes IER SAP io f Abe she RinvicnetTACHOneCO. Vacca miss <a e Pec e. wanes 1.95 Sah 
5 1,00 15200 ace ag eae Spr ee ORR ere tries Ps icate Ae ae 
e S ayre ens Trac. Co. TRte ee a “ ae 
gealet res anion! New Mork& Prank.citta, Co, .s..6 i. ssa 2.00 12.00 
Ohio 
Be We Cincinnati & Dayton Taegan: Ve. SS eee a ~ 3.00 
2.60 regione Traction Co....... ae 5 | £00 ; ae 
; i WAGs tee ea rae na 0 B “5s 1. st ee 
‘ELL ht & Ry. Co or) ae Son tae tae Railway, Power & Lt. Co... 0.16 4.07 3.59 
J tae Si Sak, ae eee 1.31 Community Traction Co.........0208 ceeee 1.72 
Co. i tig Ape beim a ae ; 1.60 (Continued on Page 44) 
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Ohio (Continued from Page 43) 
: Extensions, Miles 
City Interurban 


Rebuilt, Miles 
City Interurban 


Cleveland & Hastern Traction.Co....55 ..... 0 (leeee eevee 5 
The Cleveland Railway....... 26.81 Ea 
Dayton & Western Traction Co....... ..... ©.38 — ..... nike 
Lancaster Traction & Pwr. Co.. 0.32 — 
Northern Ohio Traction & Lt. C 1.23 eure 
Ohio River Blectric Ry. & Power Co. ..6.. 0 cdeee | > eee / 
Pennsylvania & Ohio Traction Co. 0.42 ee 
Pennsylvania-Ohio Electric Co.. Me 0.61 0.40 
Richland Public Service Co........... Sage Ste 0.72 ras 
Toledo, Postoria & Findlay ‘Ryis.s. 0 6. can eeu. 1.00 6.00 
Youngstown -MunicipalRyw... on. ee tachaee Sena ore 5,28 aA 
Pennsylvania 
Allepheny’ Valley St: Ry.ct anuiice Lot ee ee REA oes 0.74 Rake f; 
Altoona & Logan Valley Elec. Ry..... FOO ae tne 0.50 shah 
Beaver Valley Traction Co.. Resta beirriiiat ae aera Ee 0.22 ane 
Buffalo & Lake Erie Traction Co...... {ark Ween here 2.20 3.46 
Center & Clearfield Ry..5..-5 SME aenoe 2 abe de ges ee ee 0.50 
Mihnzens: Traction. Co... or epee ee nae ero pee rete 0.61 esey 
Conestoga ‘Traction Co/siivn cutscenes sane Col onr lakes 0.93 0.03 
Danville & Sunbury Transit Co....... ..... lke alt Per Secale Bie 
Eastern Pennsylvania Rwys.. OT 20) lowers ane 1.50 1.00 
Frankford, ‘Tacony & Hobnesiurest: Ry. Wester, tocteee 2.50 a 
Harrisburg RA Ways. siden esas Le ee Ue eee 0.50 
Johnstown & Somerset Ry............ .+.-> SOO res hea 
Johnstown Praction: CO. catin case Se ee Mae 1.25 
Northampton, Easton & Washington 

PAGES CONS eo miccan dice see Cpe tc Pity a t.as nia aia Ue er A ee ees 1.00 
North Branohiransit' Coviccmeensc deukveies |) eee 0.85 Be 
Northeastern Pennsylvania Ry........ 2.2.2.0 seaee 0.33 On2 
Philadelphia Rapid Transit Co........ O68)" dee 10.26 tars 
Pittsburg Railways........5.......-. SR eS fa 15.00 ae 
Reading Transit & Lt. Co............ OF 415 See ae 2.80 12.50 
Schuylkall Railway: Co... ccs oe ea) wa hhy TS 1.50 3.00 
SCrauvon iy. Oomwentron) a etntearh enh oc re aur cen Tn ame 1.46 Shs 
Susquehanna Traction Co... 2.066... eee 0.50 Parag 
Watley Rwy esc tiies fic ccd eee dace See te ode ra Se 0.50 
Wiest Onester: She Ruy cscs spk tas ee peerients Opt Le 1.00 ys 
TR CRU IPE DIU EB ON ele scoch smd otto te Ree ee, ee 5.34 

Aotalicr cma: cea cna cacepemen hid 65.15 6.22 230.31 65.18 


South of the Ohio and East of the Mississippi River 


Alabama 
Alabama Power Co............... : 
Mobile Light & R.R. Co...........>. 


Montgomery Light & Traction........ 2100" ate ete 
Florida 


Jacksonville Traction Co.....:... aren 10.,09 
Key West Electric Co... . : 
Miami Traction Co.. 
Tampa Electric Co. . 
Georgia 

Athens Ry. & Elec. Co... 0.2.2. ows 
Wolumbus Ri Rit. sass oat rs eed 
Georgia Ry. & Pwr. Co. 
ome, Hye de. Ute Conn aneawjeecnn obo: PP. 
Savannah Electric Co...........:.... 1.93 
Waldopta, St Ry s' cos disias phe ocho sek 3 
Kentucky 

Kentucky Traction & Terminal Co.. i 
South Covington & Cincinnati St. Ry.. 1.11 
Louisiana 

New Orleans Railway & Lt. Co....... 0.45 
Orleans-Kenner Traction Co....... Shee 
Mississippi 

Thannel it. do/ Ry, Cos. tai. ce kee 2 


Tennessee 

Citizens Ry. 

Knoxville Railvray & Lt. Co. 

Memphis Street Ry.....5.....-...... 0.15 

Virginia 

Danville Trac. & Pwr. Co 

Newport. News & Hampton Ry., Gas & 
lee: Con ness, Peek viens ee 

Richmond & Fairfield El. Ry......... Seas 

Warcintay Ruy ace Wrica oe cence ne Ta 

West Virginia 

Charleston-Dunbar Traction Co....... 0.20 

Charleston Interurban R.R. 

Monongahela Power & Rwy. Co.. 

Princeton Power Co.....5.......... 1.25 


13.07 


West of the Mississippi River 


Arkansas 
Fort Smith Lt. & Traction Co....7.... ..... 
Southwestern Gas & Electric Co........ 
California 

Los Angeles Ry. Corp..i.........065 
Pacific Blectric Ry..................- 
Pacific Gas & Electrie Co.. eg 
Peninsular Ry. 

Petaluma & Bien Rosa R-R.. 

San Diego Elec. cae at eae 
San Francisco, Napa & Calistoga Rive ose, 
San Francisco-Oakland Terminal Rys.. 1.32 
Visalia Electric R.R.. Tee eee a 
Colorado 

The Denver Tramway. . ee OF Sb 
The Western Lt.& Pwr. Co.. 

Towa 

Iowa Railway & Lt. Co.. Scena 
Keokuk Electric Co..........2..5.-45 
Mason City & Clear Lake R.R........ 
Ottumwa Ry. & Lt. Co....3,......... 
Tama’ & Toledo RRs. . sod oe os ons 


= : Extensions, Miles 
City Interurban 


Rebuilt, Miles 
City Interurbam — 


Minnesota 

Duluth Btréet- Rysac. pemowee sate ee 126 SS EA See Rafer } 
Mesa ba-Ry wisis ti couse s palette acter Gees ae kien: Phebe shop recn (0 eee 8.60 

Twin City Rapid Transit Co.......... 4.6] 0.15 6.16 ae 
Missouri 
Cape Girardeau-Jackson Interurban Ry......  — ...-. 4.50 er J 
City Light & Traction Co.. [88 Os ay See Race 
Kansas City, Lawrence & Topeka ‘Elec. 

d 20h 2 eee RA MY SAN Sh icm 1 hc LC Ae a Pe Tee ce 1.50 
Kansas ‘City Rwys inc sien crctem oe drerinescta ace 0.40 (er eee wee 
Missouri Electric R. 0.0T <a 5.27 
St. Joseph Ry., Light, Heat @PwrsGor, 22S Ape 0.51 Wye: 
United Rwys. Co. of St. Louis........ 0.05 0.05 26.41 1.45 
Nebraska | 
Lincoln Traction Co.. e 0) 93" 8 = sea 0.33 
Omaha, Lincoln & Beatrice Ry... Se ae 0.50%). eee 
Omaha & Council Bluffs St. Ry.. OF i ee el eel 4, 75 6.00 S 
North Dakota 
Grand -ForksiStreetsltyas). waa species cin eager ater 0.61 a 
Oklahoma 
Northeast Ok’ahoma R. R. ..........0 64.2. 500. 8 220i hy: 
Oklahoma  Ryss ex\ ditoccw ices einen s cole 300) see 3.00 etry 
Pittsburgch County Ry ty doce ods Se eevee eae earn ne ees eae 1.06 
Pulsa Street RY. cee ectea elena oe kere teas 1.86 cee 
Oregon 
Pacific Power :& U6.°C6, Mav cia co ei ne ee ee 0.38 
Portland Ry., Lt. & Pwr. Co.. 0.03 2.39 3.88 . 
Texas 
Dallas RiylH Pes Ceo eee, es (39000 Geo See Z 
HleP aso. Bloc, Ry: Ses le eee > Be 0:82 8 pte eee 
Galveston Elect. Co.. Pees eS PE er Tae 1.00 
Northern Texas Tract. Co...........- eae 0.192. 7) Averoame 
San Antonio Public Service Co........ ..... 0 «sees 1.91 
Wichita Falls Traction Co...........: 1.50) 4 Acct Ga 
Utah 
Bamberger Flectric R.R..... 2.5.2.2... 2005 3130 te ee 
Washington 
Seattle Municipal Ry................ 397s ro. cine 
Seattle & RainietValley Ryu...) - shia ele Ta 3.00 
Washington-Water Pwr. Co. cinco oe cae Ua popes 0.87 
Yakima Valley Transportation Co..... 0.04 ORT \ were 
Wisconsin 
Milwaukee Electric Ry.,.é Lt, Co... .<. 2.43 0.43 8.10 1.20 

Total secs 5.05% a Lees eer eta 25.62 14.18 115.82 30.03 

Outside the United States 

Canada 
Brantford Municipal Ry.. ; Pe ere 1.02 ee 
British Columbia Elec. Ry.. hs tet O55 0.07 0.76 nfitde 
Cornwall St. Ry. Lt. & Pr. Cogh ye ia de 0.33 Sak 
Bhall Blectric:Goneeisaet pare ts shoe ont visceine tae nate ts 1.00 Pi 
Lethbridge’ Munieipal IRy ici ecise sos yn Bee RL. pee oo 3.00 eT, 
Montreal Tramways............-..+5 9 AF Ha OA 13.48 ste 
Niagara, St. Catharines & Toronto Ry.. ..... 0.40 3.70 1.20 
Quebec Ry. Light, Heat-& Pwr. Co.:).. 0.10 = “aces. 5 2 te nee 
Saskatoon Municipal Ry..........-... Ue } Raealaete es Men eho aah 
Winnipeg Electric Ry...............- OFS ae ton 1.00 Ante 

Total...) sates bh a eee 6.40 0.47 24.29 1.20 


The fact that electrified: steam lines have added very 
little new mileage during the past two years makes a 
comparison with totals for previous years seem very low. 

While track extensions have not been made, track 
forces have not been idle, as is indicated by the large 


amount of reconstruction carried out. 
railways reporting reconstruction of 


The number of- 
their tracks the 


past year is 184 and they report a total of 615.21 miles 
as reconstructed. This is greater than any year since 
we began compiling this information, the largest amount 


previously reported being for the year 1 
miles was reconstructed. 


919, when 390.64 


An accompanying chart and table give a comparison ~ 


SUMMARY OF TRACK CONSTRUCTION—1921 = 


3 2 Zo 
yo. nos oe 
g OS OFS+n on 
3, 238 228 35 
a8 C83 329 53 
& 5 As ae 3 £3 
be big Giz Oe 
ve abs Tt Es 
TRACK EXTENSION 
Number of companies 4 26 16 25 
Miles of track: 
Urban. icdet<cot 1.55 665215,~" 943-4 25,62 
Interurban...... maos0l 6.22 13.07 14.18 
Total track extended 6.56 71.37 22.50 39.80 
TRACK RECONSTRUCTION 
Number of companies 20 91 28 37 
Miles of track: 
Urban.: 6 8 . 63.42 ee 31° 5512 SS Bz 
-Interurban....... 21.84 -18 8.00 ~ 30.03 
Total track rebuilt... 85.26 295.49 63.12 145.85" 


g 
8s ri 
% 4 
cee 
Se 
71 7 
101.75 6.40 
38.48 0.47 38.9: 
140.23 6.87 147. va7-10 
176 $04 ‘a 
464.67 24.29 488.9 
125.05 1.20 126.25 


589.72 25.49 615.21 
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= =< : as Se eared 
a oe 
_ COMPARISON OP TRACK CONSTRUCTION table. Following our usual practice the various rail- 
: Bxtensions ; ways are alphabeticall rouped by states and the 
No. of Urban Interurban Flectrified Track v A Pp y & Fi Pp : y t 
Companies Track Track Steam Lines Total Rebuilt states into five geographical districts to correspond with 
cs (a) ntars (a) Er es a 5 other similar tables in this issue. The group north 
- 160 "774.7 112.40 "887.16 (a) of the Ohio an h ississippi ri i 
18 eae Pat a es Ohio and east of the Mississippi river has built 
223 1,105.0 86.50 1,191.50 (a) a 
x. tT 869.4 80. 990. a ELECTRIFIED STEAM LINES 
181 974.9 119.00 1,093.90 e) ae re St ouaiees 
— - 163 716.5 229.00 946. 40 (a) eae 
LE 115.40 His OR 90 oa re Dei 30 {33 New York, New Havenié Hartford RUB. oo eee hep ee ee 0.19 
121 251.10 125.60 66.00 442.70 STE AQ New-York, Westehester a, BOStOMtae au): isis eere en eters see ) ¢SPDO 
: 3 a : Northeast OklahomaetRi Ri. uctee cs et. ao SRL, Nasa. 4.00 
80 216.41 97.41 275.70 589.53 155.43 1 
428.17 390.64 The Oshawa Railway (Canada)................ Sanaa A: 0.31 
73 110.90 29.67 287.60 ; x Meda en Sy ea 
87 145.69 30.87 8.92 185.48 361.77 DAG ATA es WCCO ERLE EU crate a ay ents chon es cee aia he oe aa mano . 
78 108.15 38.95 8.08 155.18 615.21 es pie 


| (a) Not available. 


of new track extensions by years since 1907. The 


shaded area in the chart represents the amount of elec- 
_ trified steam line extensions, which has dropped to 


‘almost nothing during the last two years but which 
gives every indication of becoming greater than ever 
in the next few years. In the table the mileage for 
track extensions has been separated between urban and 
interurban service since 1916. Previous to that date 


information for such a segregation was not available. 


The single track mileage for extensions and recon- 


7 ‘struction is given by individual companies in the large 


No reconstruction of track reported. 


more extensions and rebuilt more track than any of 
the other groups. This is quite logical as this district 
includes the greatest amount of electric railway mileage. 
The information for this table was prepared from 
replies to a questionnaire sent to all railways in the 
United States and Canada. Approximately 750 com- 
panies replied. 

New York State has the largest mileage for track 
rebuilt, with nineteen companies reporting a total of 
62.28 miles reconstructed. Eight companies from Can- 
ada report 25.49 miles of track reconstructed. 


Proper Illumination Attracts Passengers* 


By Produce in Combination an 


aA Light Interior Finish, Correctly Designed Reflectors and Proper Outlet Spacing 


Attractively Lighted Car 


By J. A. SUMMERS 


USINESS men have found that light 
draws trade. This has been so 
definitely proved that few would at- 
tempt to contradict it. We see the re- 
-sults on every side; the crowd gathers 
where the bright lights are; they stop 
.and examine the brightly lighted show 
‘windows; they drift unconsciously to 
‘the brightly lighted theater entrance or 
@ restaurant. If street cars are made 
. bright and attractive it is perfectly 
. logical to assume that human nature 
‘will react in the same manner with re- 
gard to them as it does to brilliant 
_ illumination in other places. 
I That the public does react in this 
‘manner was definitely shown recently in 
the subway in New York. On some of 
iS the local trains alternate cars had about 
“25 per cent more light than the others 
.and it was observed that the brighter 
ears were occupied before the others. 
_ Experiences of this kind indicate that 
_ it is entirely logical to apply merchan- 
-dising methods to attract passengers. 
TI have heard some say that it is not 
| necessary to attract passengers. This 
_ -may be true in some cases, but in the 
“large majority of cases the electric rail- 
“ways are exerting every effort to at- 
‘tract the public to their cars. The 
_> profits of a company depend largely 
‘on the number of people who can be 
induced 1 to ride who are not forced to 
Brightly lighted cars are without 
n a powerful aid in attracting 
11 riders, and hence the 
SGttemination of cars should re- 
serious consideration. 
are a great many variables to 
dered in planning the. lighting 
A Ia a Se of the 
voltage regulation, arrange- 
he seats and the standard of) 


Assistant Illuminating Engineer, General Electric Company, 
Harrison, 


N. J 


lighting in the community have a very 
decided bearing on the selection of the 
proper lighting equipment. The interior 
finish makes a great difference in the 
resulting illumination. This is true re- 
gardless of the reflector equipment. A 
ear with a dark finish is likely to ap- 
pear dark even though the photometer 
shows that the illumination is adequate. 
The psychological effect of such a car 
is depressing and the passengers feel 
that there is insufficient illumination, 
hence the unjust criticism. A gloomy 
car also suggests uncleanliness and 
frequent resentment is expressed by 
passengers because of being compelled 
to ride on “dirty, gloomy cars.” This 
feeling does considerable harm to the 
railways not only by causing the an- 
tagonism of the public but by repelling 
the short-haul passenger. 

A ‘flat white ceiling with light color 
woodwork is of course most desirable 
from an illumination standpoint, but a 
light tinted ceiling, which many com- 
panies prefer, is quite satisfactory. 
Such a finish will add 20 to 40 per cent 
to the illumination secured with the 
dark green ceiling so often seen, and 
naturally the car will appear much 
brighter and more cheerful. If a gray 
tint is used, the paint should be mixed 
with vermillion and emerald green and 
reduced with white until the proper tint 
is secured. A gray that is mixed with 
lamp black has a much higher absorp- 
tion than a warm gray mixed as above. 

The shape of the ceiling also has a 
decided bearing on the illumination. 
The arch roof is a much better arrange- 
ment from a lighting standpoint be- 
cause the light is not bottled up in the 
clearstory. This arrangement also 
See better light | on the advertising 


ee ae The amount of light necessary and 


the arrangement of the outlets are mat- 


ters that have received considerable 
attention and aroused a great deal of 
discussion. It is a relatively simple 
matter to state the minimum require- 
ments for safety and for reading with- 
out eye strain, but this does not really 
satisfy the conditions from an economic 
standpoint. The standard of lighting 
in offices, stores and industrial plants 
has increased materially in the last few 
years and this naturally influences the 
public’s demand for higher intensities 
in street cars. 

An average of 3.5 to 4.0 foot-candles 
in a car was considered very good 
lighting several years ago, while now 
there is a strong tendency to go to at 
least 10 foot-candles and even higher 
so as to conform to the new industrial 
standards. This is not an unreasonable 
intensity, \and can easily be secured 
with proper reflectors with an expendi- 
ture of power of about 2 watts per 
square foot of floor area. 

One must not forget the fact that the 
10 foot-candles measured in an empty 
car at rest and with lamps operating 
at normal voltage will be reduced to 
not over 6.0 foot-candles when the car 
is crowded and the voltage lowered as 
much as it is on the majority of elec- 
tric lines. The cross reflection which 


adds up in the empty car is also en- 


tirely absorbed in a crowded car, and 
due allowance should be made for this 
fact when estimating the desired in- 
tensity. 

A much higher intensity ig necessary 
to read comfortably in a railway car 
than in a home or office, because the 
vibration and jolts of a rapidly moving 
car cause a rapid movement of the 
reading matter which is hard to follow 
without great eyestrain under low in- 
tensities. Many tests on the speed of 
vision have shown that an intensity of 
10-foot candles is necessary to read 
rapidly changing print. 

One row of lamps on the center line 
of the car is the most economical way 
of placing the units, and an illumina- 
tion test in an empty car would show 
a satisfactory distribution of light. 
The results are also fairly satisfactory 
to the passengers if the seats are ar- 
ranged across the car. In this case 
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the standing passengers do not cast 
objectionable shadows on the seated 
passengers. 
arranged longitudinally the results are 
often unsatisfactory whenever there are 
standing passengers. The arms and 
hands holding on to the overhead straps 
effectually prevent the light from 
reaching the seated passengers. In the 
latter case, therefore, use should be 
made of two lines of units, placed just 
inside the edge of the seats. In all 
cases medium density opal reflectors 
should be used and in no case should 
they be spaced more than 5 ft. apart. 
If the units are placed under the clear- 
story it is of prime importance to use 
reflectors as a standing passenger is 
so close to the lamps that to him an 
unshaded lamp is exceedingly annoy- 
ing. Exposed lamps in this position 
also detract from the advertising value 
of the cards under the half-deck _be- 
cause of the glare. 

Many accidents have occurred to 
passengers alighting from cars because 
of inadequate light at the steps. Per- 
sons are temporarily blinded when go- 
ing from a brightly lighted platform 
to the dark steps and many serious 
falls have resulted. Several methods 
have been satisfactorily tried to solve 
this problem. One is to utilize one 
circuit just inside the door to operate 
when the door opens. Another method 
is to set a lamp in a recess at each 
end of the step, each lamp operating 
in series with the circuits inside the 
car. The latter method is the better 
one when the construction of the car 
permits its use. . 

The principal points to consider in 
designing the illumination of a car, 
either new or when remodeling, is the 
value of a light finish on the ceiling, 
the use of a proper reflector, spacing 
of the lamps not to exceed 5 ft., and 
an intensity high enough not only to 
make comfortable reading but to attract 
passengers to a well-lighted car. 


Mid-Winter Meeting of New York 
Electric Railway Association 


HE program for the technical ses- 

sions of the mid-winter meeting of 
the New York Electric Railway Asso- 
ciation has now been completed by the 
committee of subjects, of which B. E. 
Tilton, vice-president New York State 
Railways, Syracuse Lines, is chairman. 
The meeting will be held at the Astor 
Hotel on Jan. 24 and will include a 
morning and an afternoon session with 
a banquet in the evening. 

At the technical sessions three papers 
will be presented as follows: 

1. “One-Man Car Operation with 
Double-Truck Cars,” by H. S. Sweet, 
master mechanic New York State Rail- 
ways. 

2. “Workman Compensation Plan as 
a Continuing and Increasing Liability 
to Electric Railway Companies,” by 
Martin E. Burke, assistant general 
attorney Interborough Rapid Transit 
Company, New York. 

3. “One Year’s Experience with the 
Service-at-Cost Plan in the City of 
Rochester,” by Charles R. Barnes, street 
railway commissioner of the city of 
Rochester. 

It is expected that a great deal of 
interesting and valuable information 
will be brought out in these papers. 
Each speaker is an authority on the 
subject to be treated by him. Mr. Sweet 
has recently designed for the company 
with which he is connected a car of the 
type he will undoubtedly describe in 


However, if the seats are 
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his paper, and it is said to be giving 
very good satisfaction. Mr. Burke has 
entire charge on the system with which 
he is connected of the legal side of the 
application of workmen’s compensation. 
The paper and resulting discussions 
will undoubtedly bring out the increas- 
ing value of safety campaigns and 
proper instruction of employees. Mr. 
Barnes was for many years electrical 
expert for the New York State Public 
Service Commission, Second District, 
but became street railway commissioner 
of the city of Rochester when the 
service-at-cost franchise was put in 
force there a little more than a year ago. 

There will be the usual dinner in the 
evening. It will also be held at the 
Astor, and among the speakers will be 
Hon. Fred S. Purnell, member of Con- 
gress from Indiana. His topic will be: 


“The Turn of the Tide in American 
Problems of Today.” The banquet com- 
mittee has also secured the presence 
and services at the banquet of the male 
quartet whose songs proved most pop- 
ular at the Lake George meeting. 
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Congress Wants to Know 


HE joint Congressional committee 

which is conducting a very com- 
prehensive investigation of the eco- — 
nomic situation surrounding agricul- — 
ture recently called upon the Americam 
Electric Railway Association for de- 
tailed information with regard to elec- 
tric railway rates and a long list of 
other questions which would have in- 
volved the sending of a questionnaire 
to every company in the country. Since 
the electric railways transport an in- 
significant proportion of farm products, 
Chairman C. L. Henry of the national re- 
lations committee, and James W. Welsh, 
executive secretary of the association, 
went to Washington to inquire of the 


committee if it would be benefited par- 


ticularly by the information in the form 
requested. After listening to Messrs. 
Henry and Welsh, the committee modi- 
fied its request and will ask only for a 
general statement by Mr. Henry on the 
relationship between electric railway 
operation and the agricultural industry. 


Executive Committee Meeting 


HE executive committee of. the 

American Electric Railway Associ- 

ation met at the headquarters office in 
New York on Friday, Dec. 30. 

There were the usual routine reports 
of the executive secretary and of some 
of the committees by means of which 
the executive committee is kept in touch 
with the active management of the 
association. 

The subjects and meetings committee, 
C. D. Emmons, chairman, reported the 
program for the mid-year conference 
at Indianapolis as given in last week’s 
issue of the ELECTRIC RAILWAY JOUR- 
NAL. In addition to the program it 
announced, Mr. Emmons reported that 
there would be an attempt made to 
have an address on “A Woman’s View- 
point on Electric Railways and Electric 
Railway Service” by some woman the 
committee would invite for the purpose. 

The committee on publications, L. S 
Storrs, chairman, reported progress. It 
announced the resignation of Henry 
Surguy as editor of Aera, stating that 
the position had not yet been: filled. 
Mr. Storrs also stated that the commit- 
tee was also working on a definite an- 
nouncement to the association as to how 
Aera as an association publication 
could be made more useful. 

The committée on company member- 
ship reported the following new _asso- 
ciate members: Ford, Bacon & Davis, 
United Gas Improvement Company, 
American Light & Traction Company 
and A. S. Richey, consulting engineer; 
and the following operating company: 
Montgomery (Ala.) Light & Traction 
Company. 

The president was authorized to 
appoint the usual committee on the 
location of the 1922 convention. This 
committee was asked to make recom- 
mendations in regard to having exhibits. 

The question of a vote for or against 
the American valuation policy in the 
tariff as contained in the National 
Chamber of Commerce referendum was 
presented by Mr. Storrs, the associa- 
tion’s counsellor. The executive com- 
mittee authorized a vote for the Amer- 
ican valuation plan. 


The question of the association tak- 
ing some action to evolve a standard 
method of classification of employees 
in order to make easier the compari- 
sons of the wages and other statistics. 
between the different companies was 
brought up. The executive committee 
referred the question to the executive 
committees of the Engineering and 
Transportation & Traffic Associations, 
with a recommendation that a joint 
committee on this question be appointed. 
The question of expenses of committee 
members of all the associations was 
brought up and referred to the finance 
committee, with a request for a report 
and recommendation at the January 
meeting. 

On account of the fact that the 
fourth Friday of January conflicted 
with the annual meeting of the Cen- 
tral Electric Railway Association, it 
was decided to hold the January meet- 
ing of the executive committee on Jan. 
20, in New York. 

Those present at the meeting on 
Dec. 30 were President R. I. Todd, Vice- 
President C. D. Emmons and J. N. 
Shannahan, Past- Presidents L. S. 
Storrs, John Stanley and C. L. Henry; 
L. H. Palmer, president affiliated 
association; R. Stevens, W. H. 
Sawyer and P. 8. Arkwright, operator 
members-at-large; C. R. Ellicott, L. E. 
Gould, S. M. Curwen, manufacturer 
members; Treasurer B. G. Collier, and’ 
Executive Secretary J. W. Welsh. 


Education Committee Busy 


A AMBITIOUS program was: 
blocked out by the committee on 
education at its meeting held in New 
York City on Jan. 3. Some details of 
this will be given in a later issue. epi 
co-operation of the industry will 
asked in order that the most effective - 
possible use of the committee’s efforts. 
may be made. ; 
The committee on education ‘piward 


and visitors present included Edward 


Dana, chairman; M. B. Lambert, E. 

West, F. R. Phillips, William V. 
: a ae A. E. Potter, C. 
Coler and W. H. Timbie. rans, 


‘ 
< 
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News 


ployees at St. Paul and Minneapolis 
Reduced Following Restraining 
Order on Higher Fare 


mployees of the electric railways in 
Paul and Minneapolis, Minn., ex- 
enced a 12 per cent cut in wages 
ginning Jan. 1, 1922. This was an- 
unced by the companies immediately 
llowing the permanent injunction re- 
| straining the St. Paul City Railway 
from putting into effect the 7-cent fare 
ordered by the State Railroad & Ware- 
“house Commission. The decision was 
made on Dec. 28 by Judge F. M. Cat- 
in the Ramsey District Court. The 
it affected 4,200 men, of which number 
300. are trainmen. This cut practi- 
lly returns the men to the status be- 
the advance of July, 1920. 

A conference of trainmen was called 
amediately following the decision, or 
} committees from six stations. The 
chairmen. issued statements of confi- 
‘dence that the men would accept the 
cut. President Horace Lowry ex- 
‘plained the cut was a direct result of 
the failure of the St. Paul company to 
tain relief in the - district court 
through an increase in fare of 1 cent. 
Wages of trainmen will be as fol- 
ws: First year of service, 40 cents an 
hour; second year, 51 cents; third year 
and after, 58 cents. Vacations will be 
nchanged. Overtime is at the rate of 


ages were 55, 58 and 60 cents. 


_ Frank Wagner for the men said: 
_ The men realize the situation of the 


made, your management knew the 
any would lose money by the process, 
elt that in time the company would 
ive higher fares or that operating ex- 
ses would fall, and jit now believes liv- 
costs have so declined that it is justi- 
in lowering wages in order to reduce 
operating costs. 

The company has many obligations im- 
_upon it as a public service corpora- 
among which the following should 
e first consideration: 3 

; ender © good public service. 

‘O pay a fair wage to its employees. 
' to its stockholders a reasonable 
the fair value of their property. 
has made every reasonable 
effort to obtain relief through 
in fares, but has met with 
e through governmental 
and legal attacks, and there 
f immediate relief for the 


though the company secured the 
inerease in fare, it would not be 
ent to. meet its actual needs al- 
it is all the company asked for in 
_to the railroad commission 
fare of 7 cents cash, four 

r 25 cents. The com- 


ent a receivership 
nding the 


final 


cents an hour extra over nine hours. ° 


anting of this tem- ~ 


PERSONAL MENTION 
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valuation of the property by the commis- 
sion and the establishment of a rate based 
thereon. 

In most of the cities above named where 

wages have been reduced a higher rate of 
fare is being collected on the street cars 
than in either Minneapolis or St Paul. 
_ The management of this company be- 
lieves the public generally is willing to pay 
a reasonable fare for street railway trans- 
portation when it believes that the prop- 
erty is operated under an efficient manage- 
ment, but that it has a right to expect the 
company to keep its payroll in line with 
prevailing wages. 

In view of the above facts and consid- 
ering the financial condition of the com- 
pany, the management finds it necessary 
to make a reduction in wages of approxi- 
mately 12 per cent. 


Seattle Reply Brief 


In its suit against the city of Seattle, 
called “specific performance suit,’ the 
Puget Sound Power & Light Company 
has filed its reply brief. The case has 
already been heard before Federal 
Judge E. E. Cushman, but the points 
and authorities of the litigants are still 
being filed with the court. 

If the suit is decided in the manner 
desired by the Stone & Webster inter- 
ests, it is pointed out, the city will 
thereafter be obliged to pay interest 
and principal on the $15,000,000 bonds 
out of gross revenues first, and to pay 
the cost of operation and maintenance 
of the railway system out of the gen- 
eral tax fund, if the revenues were not 
sufficient to pay both. 

In this case, the Stone & Webster 
interests are seeking to have the Fed- 
eral Court take jurisdiction over the 
traction system, and also to make the 
charges of interest and principal on 
the $15,000,000 bonds superior to the 
charges of operation and maintenance. 

The city contends that there is no 
controversy existing between the 
parties to the suit, and asks that the 
action be dismissed without prejudice. 

In their reply, Stone & Webster sub- 
mit the following: 

1. That the city is bound to pay the cost 
of operation and maintenance out of its 
general fund in case the gross revenues 
are insufficient to pay the bonds with in- 
terest, and also the cost of operation and 
maintenance. * 

2. That the city is bound to operate the 
railway until the bonds with interest shall 
be paid even if the cost of operation and 
maintenance must be paid out of the gen- 
eral fund. 

3. That the plaintiff is entitled to a de- 
cree so adjudging. 

In another part of this brief, it is 
stated, that “the plaintiff seeks to 
have its rights under the bonds and 
ordinances and the obligation of the 
city with respect thereto determined 
is only natural.” 

Date for hearing of the suit of the 
fourteen taxpayers to prevent the city 
from delving into the general fund for 
the support of the municipal street rail- 
way has been set on the calendar of 
the Superior Court for January 10. In 
this case the point will be decided 
whether the entire gross revenues of 
the railway are pledged to payment of 
interest and principal of the $15,000,- 
000 indebtedness to Stone & Webster 
or whether the bondholders are en- 
titled only to what is left after the 


cost of operation and maintenance has 
been paid. 


Elevated Proposal Rejected 


Mono-Rail Project Turned Down by 
Council of Detroit—City Opposed 
to Elevated Construction 


The matter of a proposed elevated 
line which the Michigan Elevated Rail- 
way sought permission to build in De- 
troit has been disposed by the City 
Council after about a year of delay. 
The petition has been denied by the 
Council. The engineers for the L-line 
appeared before the Council ready to 
go into details regarding the proposed 
line, which was to be a demonstration 
line, but were not permitted to explain 
their proposition in all of its various 
details. 


MAyor OPPOSED TO EXPERIMENT 


Mayor Couzens had stated that he 
would abide by the decision of the 
Council and the Council had previously 
referred the matter to the Street 
Railway Commission. The Mayor later 
expressed his disapproval of any ex- 
perimental lines and the Council was 
unanimous in its decision against the 
construction of a transportation system 
that is new in the country. The Michi- 
gan Elevated Railway proposed to in- 
stall a transportation system utilizing 
mono-rail cars. 

The company had asked permission to 
build on a day-to-day agreement with 
the provision that if the city decided 
it desired to proceed with that type 
of transportation after the experi- 
mental line had been completed, the 
company would allow the city to take 
over the line. Members of the Council 
were of the opinion that Detroit was 
not in need of an elevated railway and 
probably never would need it. 

The State Supreme Court on Dec. 
22 affirmed the right of the city of 
Detroit to build a double-track railway 
on Eliot Street, one of the streets 
traversed by the municipal crosstown 
line. The construction of the track 
was opposed and the legality of the 
street railway bonds questioned by resi- 
dents of Eliot Street. The case was 
decided in favor of the city in the lower 
court. This decision was upheld by the 
State Supreme Court. 


City Now IN POSSESSION OF 
DAy-TO-DAY LINES 


Formal possession of the 29 miles of 
day-to-day lines was taken by the city 
upon payment of the arbitrated price 
of approximately $2,300,000 decided 
upon by the board of arbitrators. With 
the lines the city acquired 128 cars 
similar to those in use on Woodward 
Avenue. The Detroit United Railway 
will continue to operate over the day- 
to-day lines and will pay the city 20 
cents per car mile, the same amount the 
city pays the company for operating 
over its tracks on the Trumbull line. 
The current for operating the cars on 
the day-to-day lines now runs through 
the city’s meters and no interruption 
of service will result while further 
plans are being made. 

Ross Schram has been named as 
assistant general manager of the munic- 
ipal railway. 
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Richmond Wages Cut 


Pay for New Men Is Fixed Under the 
Readjusted Scale at Thirty 
Cents an Hour 


Drastic cuts have been announced in 
the wages of all employees of the Vir- 
ginia Railway & Power Company. The 
notice of the changes was posted on 
Dec. 31 at all carhouses in Richmond, 
Norfolk, Petersburg and Portsmouth. 
It is addressed to all employees of the 
several divisions of the railways of the 
company, including employees belonging 
to the several locals of the Amalga- 
mated Association. The statement fol- 
lows: 


Since the earnings of all our street rail- 
ways have been steadily, and of late very 
rapidly, falling off because of unregulated 
jitney competition on routes served by 
‘street cars, the growing popularity of 
private automobile travel, and the general 
decline in industrial activity, while the 
operating expenses have remained prac- 
tically stationary, it has become necessary 
to make a substantial readjustment of 
‘wages of all street railway employees. 

For the year ended July 1, 1921, the 
entire street railway system failed to earn 
operating expenses and fixed charges (in- 
terest on bonds, ete.) by $558,887, and 
gince that time up to now the decline in 
travel has grown rapidly worse. This defi- 
cit in bond interest to July 1 last was 
made good by the company from_ other 
sources, not now available for this purpose. 

It is, therefore, necessary to cut down 
operating. expenses to a point where the 
street railway system will at least earn the 
taxes and bond interest, hence it is pro- 
-posed to put into effect the following wage 
scale for all motormen and conductors, 
effective Jan. 16: 


Thereafter 
40c per hour 


Second year 
35¢ per hour 


First year 
-30c per hour 


Five cents per hour will be added to the 
above scale for one-man operation and for 
motormen and conductors employed on the 
Richmond-Petersburg interurban trains. 

The per hour rate of wages for all classi- 
fied railway employees in shop and car- 
house departments will be reduced 10 per 
cent from the present rates on Jan. 16, 1922. 

It is hoped that prompt relief, through 
jitney regulation, prohibiting such operation 
‘along the routes served by street cars, and 
‘more liberal franchises, relieving the street 
war rider from burdens now imposed, may 
so reduce operating expenses as to make 
unnecessary further reductions in wages. 

Full information is always available to 
-all employees in order that they may fully 
understand the necessities of the case, and 
further information as to the present situa- 
tion of the street railway finances will be 
gladly made available. 

_ The present rate in Richmond, entered 
into a year ago last September, and con- 
tinued after the expiration of the year 
without further definite agreement, 
provides for platform men, for the first 
three months in service, 43 cents an 
‘hour; for the next nine months 45 cents 
an hour and thereafter 474 cents an 
hour. The cut therefore falls heaviest 
on short-term men. 

There were no new developments at 
the offices of the company. General 
Manager Harvell said he knew only 
what he had read in the papers as to 
projected meetings of the employees 
and of committees to consider the 
new wage scale. He had not been 
asked, he said, for any conference, but 
would meet the men if they desired. 

Approximately 700 men are affected 
by the wage cut in four cities—one- 
half of the entire number in Richmond. 

Mr. Harvell said the company had 
not had occasion to employ many men 
since September, as there have been few 
vacancies, but has had many applica- 
tions for appointments as motormen 
and conductors, and he was quite cer- 
tain that any vacancies could be readily 
filled from a list of applications on 
file. 
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George L. Wilcox, executive secretary 
of the Central Trades and Labor Coun- 
cil, stated that the employees realize 
that the railway is not making money, 
but at the same time, he said, the men 
cannot live on much less than they are 


‘now receiving. 


Twenty Hurt in New York 
Elevated Crash 


One person was killed and twenty 
persons were injured in New York city 
on Dec. 30, when a four-car southbound 
elevated train crashed into a stalled 
four-car train on the Ninth Avenue 
line just south of the Forty-second 
Street station. The Interborough Rapid 
Transit Company is now conducting an 
examination of the causes of the acci- 
dent. 


been made by the company: ; 

The 6:34 p.m. Ninth Avenue train from 
157th Street south bound in charge of 
Motorman Gallagher and Conductor J. 
Moran developed some electrical operat- 
ing difficulties and stopped with the tail 
end of Gallagher’s train at about Fortieth 
Street. ; 

A following Ninth Avenue train in charge 
of Motorman Aberaitis and Conductor Car- 
rigan proceeded south from 157th Street 
and made all the station stops, including 
the station at Forty-second Street. Motor- 
man Aberaitis started the train out of 
Forty-second Street and collided with rear 
end of Gallagher’s train at about Fortieth 
Street, the accident happening about 7:05 
p.m. <A complete investigation is now be- 
ing conducted. 


“Warrant Basis” in Seattle 


All warrants issued in payment of 
bill of the Municipal Street Railway, 
Seattle, Wash., with the exception of 
those given to trainmen and other 
employees, have been stamped “Not 
paid for want of funds until called,” 
The street railway has been thus partly 
placed on a “warrant basis,” so City 
Treasurer Ed. L. Terry may begin to 
accumulate sufficient funds to pay $833,- 


000 of principal and $375,000 of interest - 


due March 1 to the Stone & Webster 
bondholders of the $15,000,000 indebted- 
ness. Officials estimate the sum should 
be on hand not later than Jan. 27. 


A 1922 Resolution in Winnipeg 


Winnipeg, Canada, believes in the 
good old resolution practice for the New 
Year. Ever mindful of giving better 
service to its patrons the Winnipeg 
Electric Railway has made an appeal 
to the public to co-operate in every 
way possible with the railway in 1922. 
The Public Service News has outlined 
ten resolutions which it suggests elec- 
tric railway travelers should make. 
They are as follows: 


1. That I will always have exact fare 
ready. 

2. That I will ask for my transfer when 
I pay my fare. 

3. That I will always move to the front 
end of the car. 

4. That I will be near the exit door when 
my car reaches the point where I wish to 
alight. 

5. That I will use the front exit when 
travelling on “front-exit’” cars. 

6. That I will not board the first car 
that comes along if it is well filled. 

7. That I will give the street railway 
my full support and_ co-operation to the 
end that it may be able to serve me better. 

8. That I will be on the look-out to sug- 
gest to the company where improvements 
for the common good might be made. 

9. That I will always remember that de- 
lays in service are not of the company’s 
seeking and that in most cases some 
“foreign” cause is responsible. 

10. That I will join hands with the com- 
pany in the endeavor to make the year 
1922 a record one in point of service to 
the car riders. . 


The following statement has 
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Financing Being Probed 


State Department Concerned Over 
Order Requiring Extension to Be 
Built at Tacoma 


The attitude of the City Commission- 
ers of Tacoma, Wash., toward a pos- 
sible order of the State Department of © 
Public Works requiring the Tacoma — 
Railway & Power Company to construct — 
an extension of the Sixth Avenue line 
into the College of Puget Sound and — 
North Stevens Street district, with an — 
attached condition that the city of Ta-_ 


“coma relieve the railway of some of its 


franchise requirements so that it can 4 
finance the extension, was probed at — 
a recent hearing by the state depart- 
ment. (a 


- COMMISSIONERS BOUND By 
CHARTER PROVISION 


The reply of the City Commissioners ~ 
was that they feel themselves morally 
bound by the charter provision that~ 
they cannot amend franchise conditions 
without authorization by vote of the 
people, even if the State law nullifies 
the charter in this particular, and gives — 
them power to act on their own re- © 
sponsibility. The opinion of the Attor- — 
ney General that the commissioners _ 
have the power to alter the franchise — 
if they see fit to do so was read by the © 
state officers without effect. 

Evidence submitted by the depart- — 
ment’s own engineers and by the Ta- — 
coma Railway & Power Company’s en- — 
gineers showed that the proposed ex- 
tension will probably not be able to 
pay its way for years, and that the 
company is unable at present to bor- 
row funds or otherwise finance an ex- 
wrsign of its lines although willing to 
0 so. 

Herbert J. Flagg, chief engineer of 
the State Department of Public Works, 
who investigated the proposed exten- — 
sion, stated that it would cost not less 
than $30,000, and the operating costs 
would be $14,414 a year, against which 
the estimated revenues, above what the 
company now takes in, would be $1,200 
a year. Going into the company’s fin- 
nances, he said he found the company 
has gone $350,000 further in “red” 
during the past two years. The valu- 
ation of the company’s properties he © 
gave as $6,475,000, on which basis he 
said the company earned $0.88 per cent 
net income for the year ended Oct. 31, 
1921, as against $0.41 per cent income 
for 1921, and deficits of years before — 
the 10-cent fare. The indebtedness of 
the company he found to be approxi- — 
mately $6,800,000. Car riding had de- 
creased 10 per cent since 1919. 


Cee 


Ae 


RESIDENTS Now WALK 


The hearing was adjourned after the 
Councilmen had been asked to go on 
record, leaving the inference that the 
state department may issue such an 
order as indicated, and allow the Coun- — 
cil to put the question up to the people — 
of Tacoma at the May election, whether 
they want to forego paving between 
tracks and payment of some of the 2 
per cent gross earnings tax, to help the 
College of Puget Sound and the North 
Stevens district people get railway 
service. The College of Puget Sound 
is held up on the matter of building 
on its new site until it is known where 
transportation is to be located. 
present the residents of the di 
totaling 1,700 persons, have t 
nine and ten blocks to a car line. 
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sontroversy to Be 
_  Arbitrated 
loyees of the Springfield (Mass.) 
eet Railway and the Worcester 
lass.) Consolidated Street Railway 
ed on Dec. 30 decisively in favor of 
tion to settle their wage difficul- 
The wording of the question on 
ich the men voted was as follows: 
Would you, in order to avoid arbitration, 
in favor of accepting a reduction from 
our present wage of 8 cents an hour from 
in. 1 to June 30, 1922, and 10 cents an 
our from July 1, 1922, to Dec. 31, 1922, 
vided conditions and hours in 
tract remain in force? 
__ The proposition voted upon had not 
_been made by the company. The result 
means that a board of arbitration will 
| decide the issue. James J. Storrow is 
_ the head of the board. _ 


Mayor Charges Pay Scale 
Discriminatory 


_ Because of objection to the compensa- 
tion allowed to trainmen of the Seattle 
(Wash.) Municipal Street Railway, 
ayor Hugh M. Caldwell 
etoed the entire salary schedule for 
city’ employees for 1922. 
__ be necessary for the Council to pass the 
ill over the Mayor’s veto, or prepare a 
new schedule. 
_ The Mayor’s chief objection to the 
trainmen’s compensation is that the 
trainmen, now being paid on a daily 
_ basis, would receive a reduction of only 
8 cents a day, while other day workers 
in the city’s employ would be cut 25 
cents a day. The proposed schedule for 
trainmen was a compromise proposed 
by the trainmen themselves, placing 
- them on a monthly pay basis, and on 
_ the same salary level as policemen and 
_ firemen. The Mayor declares that this 
~ paves the way for policemen and fire- 
men demanding time and half for over- 
time, a privilege now enjoyed by train- 
men, and for the latter asking for one 
_ day off in eight, similar to the priv- 
_ ilege granted policemen and firemen. 


> B. R. T. Plan Starts Second Year 


_- The Employees’ Representation Plan 
f the Brooklyn (N. Y.) Rapid Transit 
Company. entered its second year with 
the election of representatives on Dec. 
nd 12. Seventy-three representatives 
were elected by the employees, and of 
__ these thirty-seven were office holders the 
_ previous year, which shows a practical 
cking of the work of the representa- 
\ The plan calls for representa- 
ves from each group of employees, 
and where: there are two or more for 
_ any group, the representatives hold 

meetings to elect a chairman. The elec- 


It will now 
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_ The first issue, dated Dec. 15, con- 
tained among other articles “Service 
and Its’ Value,” “Servants of the 
People,” and the talk of Martin J. 
Insull, vice-president of the Middle 
West Utilties Company, Chicago, IIL, 
before the annual meeting of the Ken- 
tucky Association on Nov. 22 last. In 
a letter to the newspapers throughout 
the State the association invites all 
local utility news for possible publi- 
cation in the New Service Bulletin. 


- “Support the Old, Attract the 
New”’—1922 Slogan 


A New Year’s Greeting with all good 
wishes was extended in the form of a 
letter by W. H. Boyce, general manager 
of the Beaver Valley Traction Com- 
pany, New Brighton, Pa., to all his em- 
ployees. In his “Happy New Year” 
message Mr. Boyce says: 

It is essential that you 

1. Be polite, and thus avoid many possi- 
bilities of trouble with car riders. | 

2. Be patient with the aged, the infirm, 
the casual non-understanding rider, and 
when waiting at transfer points and rail- 
way stations; thus gaining the esteem and 
proper recognition of ‘your ability by pa- 
trons,» and supervisors. 

8. Be sincere in conversations concern- 
ing the affairs of this company either with 
patrons, supervisors, or fellow empoyees. 

4. Be honest in word and deed with your- 
selves, the public and your company. 

Be enthusiastic and earnest in your 
efforts to give the very best brand of street 
railway service to be found anywhere. 

-6. Be confident that the higher officers 
of this company always want us to have a 
square deal, and they expect us always to 
give one. 

7. Be loyal to your company, your su- 
pervisors, and your fellow workmen. El- 
bert Hubbard has said, “If you work for a 
man, in heaven’s- name work for him.” 
We add to that, “If you are working with 
men, for heaven’s sake work with them.” 

8. Be harmonious: The utmost harmony 
among employees of. the different depart- 
ments must prevail at all times, for cour- 
teous, respectful treatment of each other 
will result in better service to the travel- 


ing public. 
By radiating and dis- 


9. Be. happy. 
tributing happiness, you so affect all the 


persons with whom you come in contact 
that they must reflect your spirit. This 
will have a tendency to make all of the 
foregoing easier of accomplishment. 

In conclusion the greeting says: 


It is with extreme gratification that I 
realize that this letter is going to be read 
by employees, all but 2% per cent (train- 
men all) of whom have been in our service 
over one year, and each of whom I can de- 
pend upon for full support in making this 
year 1922 a happy, prosperous one by fur- 
nishing SERVICE—EVERY WAY—ALWAYS. 


Interurban Gasoline Rail Line 


The proposition of building a rail- 
road between Vallejo and Benicia, 
-Cal., was presented to the Benicia 
“Chamber of Commerce at a meeting on 
Oct. 27 by Arthur Hargraves, repre- 
sentative of the California Car Com- 
pany, located at Richmond. The pos- 
sibilities of a railroad between the two 
cities had already been presented to 
local interests, who have approved of 
the plan. 

Mr. Hargraves represents a company 
which builds a light-weight gas-motor 
driven car. The ear, it is claimed, can 
be operated at one-fifth the cost of a 
steam train and at one-third the cost 
of motor buses. The proposed line 
would have two of these cars, each 
with a capacity of forty persons and a 
- maximum speed of thirty-five miles. 


cost much less than that entailed for 

track for steam and electric trains. The 
red cars themselves would cost approxi- 
mately $11,000. 


, 
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Chicago Committee Not Com- 
mitted to Any Policy 


The local transportation committee 
of the City Council of Chicago, Ill., has 
made no progress in its attempt to get 
from Mayor Thompson an expression 
of views on a new traction settlement. 
At a meeting held on Dec. 28 the: 
Mayor refused to appear, but sent in- 
stead a letter in which he. charged 
Chairman Schwartz with having argued 
against the Thompson plan for people’s 
ownership and a 5-cent fare. _ He 
wanted to know if Alderman Schwartz 
agreed with him in the principles that: 


The streets belong to the people. The 
people ought to own and _ operate their 
means of transportation. The agency. to 
be set up to manage or operate the system 
of local transportation in behalf of the 
people should be a board of trustees to be 
elected by the people. ¢ 

The fixing of a 5-cent fare to remain at 
that figure until changed by authority of 
the people. 


It was decided to tell the Mayor that 
the committee was not committed to 
any plan and that he would be welcome 
to submit his proposal. 

Several of the Aldermen wanted to 
take steps to prevent the city adminis- 
tration from diverting the 55 per cent 
of net receipts to the corporate fund 
in the event that it is turned over 
through court proceedings. This is 
the share of the companies’ revenues 
which the city has refused to -accept. 
It was decided to appoint a sub-com- 
mittee to look into the matter. 


Port Plan Advanced 


With the exception of a few. minor 
changes made at the suggestion of New 
York and New Jersey engineers, the 
port of New York authority on Dec. 16 
adopted unanimously the plan for port 
development based on the linking of 
the two states with a system of belt 
lines which will be submitted to the 
Governors of the two states. The plan 
is ready for the Legislatures. 

Recommendations that the project be 
self-supporting, and that no added taxes 
be levied on ‘the people of the two 
States for its inception and mainte- 
nance were noted by the port com- 
missioners. The changes made in the 
plan were for the facilitation of 
transporting foodstuffs for New York 
by altering some of the belt lines and 
changing the grade of one of the rail- 
roads. 

The commissioners have arranged a 
conference with the presidents of the 
fourteen railroads contributing to the 
port development plan. 


Equipment Arrives in Miami 

Officials of the city of Miami, Fla., 
which has just taken over the lines of 
the defunct Miami Traction Company 
and ordered new equipment to replace 
that which was burned when the com- 
pany lost its power plant and car house 
more than a year ago, have received 
word that the new cars which were 
ordered have been shipped. R. L. Ellis, 
manager of the Miami Beach Electric 
Company which will operate the Miami 
electric lines, paying a rental of $6,000 
a year on the city’s investment of $100,- 
000, states that he expects to be operat- 
ing by Feb. 1. 

Plans for regulating the jitney and 
bus lines after the trolleys resume are 
under way, and probably will include 
elimination of the bus lines along foutes 
traversed by the trolley. 
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Way Reopened for 
Negotiations 


Court Holds Nothing So Far Done in 
New Orleans Negotiations War- 
rants Judicial Interference 


The negotiations between the se- 
curity holders of the New Orleans 
Railway & Light Company, New Or- 
leans, La., and the members of the 
Commission Council which were so 
abruptly terminated recently by the 
State Supreme Court, just as the fin- 
ishing touches were being put to the 
modified Maloney plan of railway set- 
tlement, may now be resumed, if only 
temporarily, under a decision just ren- 
dered by Judge Porter Parker, of the 
Civil District Court. 

It will be recalled that Judge King, 
of another division of the Civil Dis- 
trict Court, on June 30, 1921, issued an 
order requiring the city of New Or- 
leans, the Commission Council and 
Mayor McShane, to show cause why 
they should not be enjoined from enter- 
ing into an agreement with the com- 
pany for a rate of fare in excess of 5 
cents. This order by the court was 
made at the instance of the Attorney 
General. 

A. suspensive appeal, subsequently 
sought by the city, was denied by the 
court, and upheld by the State Supreme 
Court, to which tribunal the city next 
appealed for redress, the High Court 
holding that Judge King was right in 
refusing to grant the appeal, and that 
application should be made to the 
lower court for a dissolution of the in- 
junction which the City sought. 

It was at this stage of the long- 
drawn-out litigation that the negotia- 
tions betwen the city and the security 
holders of the company were broken 
off and the conferences halted until 
the opinion of the lower court could 
be had. 


JUDGE PARKER’s RULING 


The contention of City Attorney Ivy 
G. Kittredge, in his petition before 
Judge Porter Parker, to which court 
the case was next assigned, was that 
the Civil District Court was: 

1. Without jurisdiction. 

2. That the suit was premature since 
the action was predicated upon what it 


was thought the Commission Council in- 
tended to do. 


8. That the petition of the State dis- 
' closes no cause of action, no ordinance 

having as yet been adopted by the Com- 
mission Council affecting the rate of fare. 

The argument of the State was that 
the Commission Council was without 
authority to abrogate what was termed 
“traction contracts,” and that the Com- 
mission Council had no rate-making 
power, that power being vested ex- 
clusively in the State Public Commis- 
sion. 

Judge Parker, in his decision, took 
cognizance of only one of the excep- 
tions of the city, namely, that the ac- 
tion instituted by the State was prema- 
ture, the court holding that the city 
was well within its rights to negotiate 
with the New Orleans Railway & Light 
Company, and could not be prevented 
from adopting an ordinance affecting 
elettric railway rates, unless the ordi- 
nance so adopted was illegal and ultra 
vires, when an appeal to the courts to 
‘restrain the city from enforcing the 

Beeson of the ordinance would then 
ie. 

At the time that the decision of the 
Supreme Court was rendered, denying 


the right of suspensive appeal to the 
injunction issued by the Civil District 
Court, Attorney General Coco was 
credited with the statement that he 
would abide by the opinion of the lower 
court and would not seek to further 
prolong the litigation. It is true that 
it was anticipated that the court would 
pass upon the validity of the authority 
which the city assumed as a rate-mak- 
ing power in the negotiations that 
were interrupted by the Supreme 
Court. This question is still left un- 
affected by the decision of the lower 
court. Judge Parker said in conclusion: 

Under this. condition of affairs, the mat- 
ter comes before me. 

Exceptions were filed, first, to the juris- 
diction of the court; second, that the suit 
was premature, and, third, that the pe- 
tition disclosed no course of action. 

The exception of prematurity, in my 
opinion, is well founded. There is nothing 
official as to what ordinance the Commis- 
sion Council contemplates adopting, and 
an injunction will not lie, anticipating the 
ces eu action of the Commission Coun- 
ceil. 
 Snould the Commission Council adopt an 
ordinance which is illegal and ultra vires, 
it will then be time to appeal to the courts 
to enjoin the enforcement of such ordi- 
nance should it be illegal. ; 

The plea of prematurity is, therefore, 
sustained, and the rule nisi is recalled and 
plaintiff's suit is dismissed at its cost. 

Judge Porter Parker on Dec. 30 
granted Assistant State Attorney Gen- 
eral Paul Sampoyrac an appeal to the 
State Supreme Court in the action 
brought by the State against the Com- 
mission Council, questioning its au- 
thority as a rate-making power and 
alleging it was about to enter into an 
agreement with the New Orleans Rail- 
way & Light Company for an increase 
in railway fares. As the lower court 
on Dec. 26 dismissed the application 
of the State for an injunction on the 
ground of “no cause for action,” the 
question of prematurity will therefore 
figure in the appeal. 

Some belief is expressed that the 
matter may be solved from quite an 
unexpected source during the coming 
week, for it is thought in well-informed 
legal circles quite unlikely that the 
State Supreme Court will seek to en- 
join the city from doing what the State 
only presumes it intends to do. Those 
who are of this opinion hold that the 
Commission Council being a legislative 
body, as it were, it would be setting 
a very dangerous’ precedent for the 
court to interfere in a presupposed 
action which it is alleged or presumed 
the Commission Council intended to 
take. The lower court practically held 
that it could not do so until the Com- 
mission Council had acted. 


Lower Wages in Effect in Dallas 


The Texas Electric Railway put a re- 
duced wage scale for all its employees 
into effect on Dec. 1. The wage reduc- 
aon cuts $8,000 from the monthly pay 
roll. 

The wage cut affects all the trainmen 
on the interurban lines, employees in all 
the offices of the company and em- 
ployees of the electric railway lines in 
the cities of Waco, Denison, Sherman, 
Corsicana, Waxahachie and McKinney. 
While the cut varies for individuals, 
it will average about 734 per cent. 
Shrinkage of more than $500,000 in 
passenger business since Jan. 1, 1921, 


-is assigned as the cause for the reduc- 


tion. This cut was referred to in the 
ELECTRIC RAILWAY JOURNAL, issue of 
Nov. 26. ; 


Information Lessens Hostility 


In a report of its first year’s work the 


Ohio Committee on Public Utility Infor- 
mation points out that through the work 
of the committee the public attitude of 
hostility toward utilities has changed 
to one of open-mindedness, the unjusti- 
fiable criticism and newspaper attacks 
have lessened and the newspapers are 
increasingly urging fair play for the 
utilities. : 

The committee, one of the first of its 
kind formed to disseminate information 
about utilities in a concerted manner, 
has succeeded, through weekly news 
bulletins, in having published in the 300 
Ohio newspapers which it checked 921 
solid newspaper columns of material. 
Of this, 107 columns were devoted to the 
electric tractiv.. ..dustry. Through its 
speakers’ bureau 6,000 people were told 
directly of the problems confronting the 
utilities, and the—publicity given these 
speeches carried them to a far greater 
number of readers. e 

Looking to the future, the committee 
plans to expand the speakers’ bureau, so 
that in each county of Ohio there may 
be at least half a dozen talks each year 
on utility subjects and that every large 
utility in the state may have at least 
two capable talkers on utility topics. 
Besides improving the news bulletin, it 
expects also to issue pamphlets for use 
in schools, colleges and universities de- 


scribing the operation of each phase of — 


the utility service, telling the history 
and the development of utilities, how 
thc. *- re ‘and must be financed, their 
reg ° lion, their relationship to the 
communities they serve and the prob- 
lems that beset the operators. 


“At the Point of the Bayonet” 
the Winner 


The “short story contest” for former 
service men in the employ of the 
Kansas City (Mo.) Railways, arranged 
as a feature of the American Legion 
convention issue of the Railwayan, 
proved successful far beyond expecta- 
tions. The contest confined the offer- 
ings to stories by ex-service men of 
personal experiences or of the experi- 
ences of others. Forty stories were sub- 
mitted to be judged by the employees. 
Blanks had been sent to all divisions, 
on which the votes were to be recorded, 
ranking the six best stories of the forty 
printed in the convention issue of the 
Railwayan. Two or three hundred 
votes had been expected; there were 
1,671. employees, however, who filed 
their votes, and every story printed re- 
ceived some votes. The six receiving 
the highest number of votes were the 
winners. Roy A. Potter, an employee 
at the shops, wrote the first-prize 


story, a record of his experience during _ 


a raid on German trenches, the title 


of which was “At the. Point of the 


Bayonet.” 
An interesting feature of the 
experience contest was that the int 
of the hundreds of employees ~ x 
tirely unselfish in their voting and : 
flected the strong morale and good 
ing among the personnel of the rail 
organization. 3 
A second contest similar in nature 
the first is now under way. It | 
several angles of value. A definite s 
ject has been designated: “YV 
Kansas City Railways is o 
organizations in the Un 
The contest is open to 


‘Playing Politics With 
Trainmen’s Wages 


Under a new ordinance proposed by 
finance committee of the City 
' Council of the Seattle, Wash., the 
| trainmen operating the lines of. the 
: Seattle Municipal Railway will be 
'| placed on a monthly salary basis, in- 
_ stead of the present day wage. 
Mayor Hugh M. Caldwell is opposed 
|. to the proposed monthly salary plan, 
ie. declaring that it will lead to complica- 
tions with the police and fire depart- 
ments. He points out that being on 
a monthly basis, the trainmen would 
-be in the same class with firemen and 
patrolmen and would naturally expect 
|. one day off in eight, as is the case with 
|, the two. latter classui.:o.This would 
- mean a tremendous -increase to the 
_ railway operating expenses. 
: On the other hand, the trainmen are 
- paid time and one-half for overtime, 
_ and he considers it likely that the 
|) policemen and firemen will soon ask for 
_ this same form of payment. . Mayor 
Caldwell charges the Council with 
directly evading the question of wage 
decreases for trainmen, “because of 
their influence_and numbers.” The pro- 
posed new salary ordinance for city 
employees reduces the wages of all other 
workers except the trainmen, and the 
proposed monthly plan means a virtual 
increase in their present salaries. 
iF The finance committee. has approved 
| _ the ordinance and it will come up for an 
| early vote by the City Council.f5 <2 
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Wheeling Inclined to Go Slow 
on Bus Proposal 


A representative of Council in every 
city where the Wheeling Traction Com- 
| pany operates will be asked by the City 
'  Council.of Wheeling to meet and discuss 
__a proposed reduction in fares suggested 
by C. P. Billings, vice-president and 

_ general. manager of the Wheeling 

_ Traction company. 

3 The decision to this effect grew in- 
directly out of the meeting of the City 
Council of Wheeling held to discuss the 

- granting of a permit to the Ultimate 

_. Bus Company to operate buses over 

_ the streets of Wheeling. Members of 

the Council were unable to agree on 

any definite action. Attorneys George 

C. Beneke and James M. Ritz, repre- 

senting the Ultimate Bus Company, 

_ addressed the meeting and the Wheel- 

ing Traction Company presented data 

as to its financial condition. Council 
then decided to appoint Dr. E. S. Bippus 

to represent Wheeling’s Council at a 

meeting of all Council bodies in the 

_ vicinity of Wheeling where the Wheel- 

ing Traction company operates. 

Mr. Billings told Councilmen Bippus, 
Otto and Tahey, who compose a com- 
mittee appointed by City Council to 
: investigate the application of the Ulti- 
mate Bus Company, that if the buses 
continue to operate, the traction com- 
pany will have to discontinue, but that 
if a permit is refused the bus com- 
pany, the Wheeling Traction Company 
will continue to give the best service 
- possible, and that the prospects were 
_ that fares could be reduced. For in- 
: pear’: the Be to Bellaire would be 
4 26 for a round trip instead 
68 cents one way if his idea was 
\ He also said he would 
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Following the talks of Attorneys 
Beneke and Ritz, members of Council 
discussed the conditions of the railway 
and the bus companies from all angles. 
It was suggested that a signed state- 
ment be made or that Mr. Billings be 
asked to-make a statement in open 
Council that he will ask the Public 
Service Commission to grant permission 
to reduce fares and that his company 
would give better services and as soon 
as possible repair the streets of the 
city. 


Elevated Car Falls Jnto Street 


Two trains of the Boston (Mass.) 
Elevated Railway running empty col- 
lided in Forest Hills on Dec. 5. The 
force of the collision wrenched the 
body of one of the cars free from the 
forward truck, which fell into the 
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the considering that was being done 
was of ways and means to reduce ope- 
rating expenses, and still perform serv- 
ice, so that the company could make a 
little money, and give the common stock 
holders something in return for their 
investment, which has been a poor pay- 
ing proposition for some years past. 


Separation of Railroads from 
Power Companies Urged 


Separation of the railroad companies 
from the power plants was advocated 
by S. C. Lindsay, engineer of the Puget 
Sound Power & Light Company, in an 
address recently. He maintained that 
the same power systems, which fur- 
nished the railroads could furnish power 
to the manufacturing plant and the 
farmer along the railroad route. 


@lInternational Film Service 


Hoisting Boston “L”? Car OuT OF STREET 


street below while the car body re- 
mained suspended from the structure 
in the threatening position shown in 
the accompanying engraving. 


If Money Comes Can Improve- 
ments Be Far Behind? 


“There is a lot of difference between 
what you would do if you had the 
money to do it with, and what you are 
merely thinking about doing some day 
if the company can afford it.” Thus 
spoke J. P. Barnes, president of the 
Louisville Railway, in discussing an 
article appearing in a local paper, 
which stated that the company was 
planning numerous improvements. Mr. 
Barnes said: 

I merely discussed some of the things 
Wwe would like to do. We would like to 
get away from hauling such heavy cars on 
our interurban runs, and replace them with 
cars of about half the weight. We’d use 
more one-man cars, and lighter cars, and 
might even use one-man cars on some inter- 
urban runs. By reducing weight we’d be 
able to reduce load on power station, and 
save considerable in operating expenses. 
Of course for years we've planned eventu- 
ally to close down the Campbell Street 
por er. plant some day and enlarge the 

iverside power plant to carry the entire 
load. We’ve even considered bus _ lines, 
bus “trolleys, etc., but never seriously, as 
we've not been in position to do so. 


Mr. Barnes admitted that most of 
U. oF & 
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“For this reason it is much better 
that railroad companies confine them- 
selves to the railroad business and ob- 
tain their power for railroad operation 
from companies who have specialized 
in the production, transmission and 
distribution of this commodity,” said 
Mr. Lindsay. 

The second great epoch in railroad 
history began in August, 1919, with the 


electrification of the Chicago, Mil- 
waukee & St. Paul line between 
Othello, Wash., and Seattle and 
Tacoma, according to the _ speaker. 


The first began when the Union Pacific 
and Central Pacific lines were con- 
nected at Salt Lake City on May 10, 
1869. 

The Washington Water Power Com- 
pany of Spokane supplies power for 
the Othello-Seattle-Tacoma line of the 
Chicago, Milwaukee & St. Paul from 
its plant at Long Lake. The Puget 
Sound Power & Light Company of 
Seattle also supplies the line from its 
power plant at Snoqualmie Falls. 
These companies are able to supply all 
additional water power needed for 
electrification of the other transcon- 
tinental railroads coming into Seattle. 
The two companies will use about 
28,000 hp. of water driven generators 
to supply the Chicago, Milwaukee and 
St. Paul line. 
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Uniform Mileage Basis Ordered 


The California State Railroad Com- 
mission on Dec. 24, 1921, handed down 
its decision on the fare application of 
the. Pacific Electric Railway, Los 
Angeles. The company has announced 
that it will abide by the order, which 
is effective twenty days after Dec. 24, 
and on Dec. 31 President Paul Shoup 
stated that the new rates would go 
into effect on Jan. 1. 

The decision establishes a uniform 
mileage scale which amounts to a 
substantial reduction in interurban 
fares and wipes out all inequalities in 
their computation. It also establishes 
two 6-cent fare zones in the city of 
Los Angeles with a 10-cent through 
fare, eliminates blanket beach rates ex- 
cept on week ends and holidays, and 
declares that local service in towns 
outside of Los Angeles must be made 
to pay or be discontinued. The com- 
mission also indicates the preliminary 
steps to be taken toward the estab- 
lishment of a universal transfer system, 
whereby the Los Angeles Railway and 
the Pacific Electric will exchange trans- 
fer privileges. 

The decision is the result of the ap- 
plication of the company on June 11, 
1921, for a complete ®urvey of its 
rates and service and the establish- 
ment of a rate schedule on a permanent 
basis. 

The commission order includes cer- 
tain clauses relating to improvements 
in track and service and the construc- 
tion of a tunnel on the Hollywood line. 
These clauses the company has also 
accepted in an announcement that it 
will spend $2,600,000 in constructing a 
tunnel and will add fifty new cars for 
the service. 

The details of the commission’s de- 
cision will be given in the ELECTRIC 
RAILWAY JOURNAL for Jan. 14. 


Economics Lecture Course for 
Chicago “L”’ Employees 


The first of a series of lectures on the 
financial and economic side of the elec- 
tric railway business for the super- 
visory forces of the Chicago Elevated 
Railways has been arranged by Presi- 
dent Britton I. Budd. The lectures are 
to be given by Prof. Ralph E. Heilman, 
dean of the School of Commerce, North- 
western University, whose subject was 
“Franchises” at the first lecture, given 
on Oct. 20. 

There were 300 employees in attend- 
ance. The idea of the course is to 
broaden and develop the employees for 
more useful service to the company and 
for their contact with the public. 

- In stating the objects of the course to 
those assembled at the opening of the 
first meeting, Mr. Budd said: 


In these days of regulation of utilities 
under the laws of the state, all of our affairs 
are public and it is therefore essential that 
every man in a supervisory capacity should 
have a thorough understanding of the finan- 
cial side of the company’s affairs, not only 
as a matter of giving more efficient service 
to the company and being able to talk 
intelligently with the men under him, the 
public, and with his neighbors about the 
company’s affairs, but also to prepare him 
for greater responsibilities. 


There was a time in the railroad business , 


when a man only had to master the details 
of his particular job, but the 1921 model 
is of a different character. He not only 
has to have knowledge of the practical side 
of the job in his charge, but he has to know 
about costs of the work he is doing and 
the relation to the total cost of operation 
of the department he is in. It is necessary 
for him to have the ability to analyze fig- 


ures and statements to further his promo- 
tion. We are surrounded by laws and reg- 
ulations covering rates, service and account- 
ing: all of which relate back to the financial 
side. 

In our organization I wish to develop 
material for leadership. I want the young 
men to feel that there is opportunity and 
I want them to feel that they are making 
progress, either in experience or position, 
and that time spent in the organization is 
time weil spent. I want the older men to 
fight against being too satisfied with them- 
selves, because of the danger of getting 
into a rut. 


Wants Rate-Making Power in 
Commission’s Hands 


The House of Representatives of the 
Louisiana General Assembly has passed 
a bill vesting in the Commission Coun- 
cil of New Orleans rate-making power 
in dealing with public utilities. 

The purpose of the bill is to clothe 
the Commission Council with authority 
to fix the rates of the New Orleans 
Railway & Light Company. 

The House of Representatives also 
passed a bill to impose inspection fees 
on common carriers. This measure is 
intended to provide a fund for the use 
of the Public Service Commission to be 
expended under the direction of a board 
composed of the Governor, the Auditor 
and the Treasurer. The license fee will 
yield, it is thought, about $30,000 an- 
nually, a sum deemed sufficient to em- 
ploy rate experts to investigate rates 
of public service corporations. 


Recommends Rehabilitation 


Restoration of the electric railway 
system at Lafayette, Ind., to its former 
condition as an operating property was 
recommended by the receiver of the 
Lafayette Service Company through 
abandonment of the Owen Street and 
fair ground lines, the purchase of 
twenty one-man cars and complete re- 
habilitation of the entire railway sys- 
tem. 

The financial report of R.W. Levering, 
receiver, showed a mortgage indebted- 
ness of $225,000, a claim of security 
holders for $7,952 and a balance of 
about one-half of the debt covering the 
railway company’s share of construct- 
ing the Main Street bridge and ap- 
proaches. It showed also a deficit of 
$11,060 for the year’s operation of the 
18.66 miles of track which comprises 
the city system. An estimate for the 
Operating expenses for the coming 
year with the service, new equipment 
and changes proposed placed the net 
income of $34,965. ; 

Included in the proposed plans for 
the lines is the elimination of bus com- 
petition across the Main Street levee, 
the sale of the present power plant and 
the purchase of energy. The cost of 
purchased power would not exceed 2.52 
cents per kilowatt-hour, which is less 
than the expense of generating energy 
for the company at its own plant. 

The present cash fare of 7 cents, or 
four tokens for 25 cents, is used as 
the basis of computing revenue in the 
receiver’s report. The cost of rehabili- 
tation, which is placed at $110,000, ex- 
clusive of the cost of construction of a 
new substation and the cash payment 
of new one-man cars, which would 
bring the total to $165,000, does not 
include paving work. This the company 
is under contract to keep in order. The 
company also will have to pay for pav- 
ing of South Ninth Street and Owen 
Street when the tracks are removed 
under the present plan. 


So ee 


Said TX 


, mp | a 
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Purchase Offer Refused 
With bondholders and bondsmen fail- 


ing to consent to the sale of the Ashta- — 


bula Rapid Transit Company property 


to the city of Ashtabula, Ohio, for 


$150,000 and with the city officials and 
citizens favorable to no higher price, 
negotiations between the two parties 
apparently are at a standstill. ; 
At a recent meeting of bondholders 
and bondsmen in Cleveland relative to 
a discussion of the sale price of $150,-. 
000 there was no definite decision made 
to sell the property at this figure, nor 


was there a decision made against that # 


figure. In November citizens defeated 
a proposal to buy the property for 
$197,000. 

Certain of the stockholders favor re- 
organization of the company. 


Erie Canal Channel Approved 
i for Transit Line 


Unanimous approval of the proposed 
use of the Erie Canal chaIMee for an 
industrial and rapid transit railroad 
was expressed at a hearing in Roches- 
ter, N. Y., of the public works and 
finance committees of the Common 
Council. Plans for the new street whick 
is to be opened to South Avenue over 
the subway were discussed, which in- 
cluded suggestions that the street be 
kept free from street railway tracks. 
The space could be advantageously used 
for automobile parking, it was stated, 
to relieve congestion elsewhere. The 
street is to be not less than 52 ft. wide 
between curbs, according to present 
plans, and in addition the sidewalks 
are to be 14 to 20 ft. in width. Over- 
head trolley system will be used for the 
electric locomotives instead of the third 
rail, and there will be three main sta- 
tions, one at South Street, one at City 
Hall and one north of Main Street, 
near Oak Street. 

_ The total cost of $1,800,000 will be 
divided between the New York State 
Railways, which will pay approxi- 
mately $45,000; the benefited property 
owners, who will pay $325,000, and the 
city at large, which will pay the re- 
mainder of $1,430,000. 


Ibanez Favored in Louisville 


The Louisville (Ky.) Railway re- 
cently chartered an electric car to the 
Majestic Amusement Company for use 
in advertising “The Four Horsemen,” 
a film play showing at the Majestic 
Theater. This is probably the first 
time in the history of the city that an 
electric car has been chartered and used 
steadily for several days in advertising 
anything. ; 

The company does not permit any 
banners or advertising matter to be 
attached to the outside of any of its 
cars. In this case thin paper signs, 
with huge red letters, advertising the 


show, were placed inside of the car, 


showing well in daylight, and equally 
well at night with the light shining 
through the paper. ers, oe 

Under rates of the company cars are 


’ 
‘ 
: 


chartered at the rate of $11 each for | 


the first two hours, and $4 for each 
hour in twenty-four thereafter. 


day for three days, or $34 a day, - 
total charge being $102. The compa 
wouldn’t mind if quite a bunek 
advertisers would run cars ov 


cr its 


lines in the downtown district even, 
at that sort of rate. be, 


E 
car was chartered for five hours foe 
th 


1t Columbus, Ohio, Regarded As 
xpression of Confidence in 
_ Local Management 


_ stockholders of the Columbus 
way, Power & Light Company, Co- 
bus, Ohio, on Dec. 31 voted to ap- 
yve the proposed issue of $5,000,000 
twenty-year 6 per cent bonds for the 
‘purpose of retiring old bonds. The 
rote was more than five to one. 

_The vote on the proposition was one 
e largest ever cast by stockholders 
f this utility on any proposal sub- 

tted to them. A total of 78,501 
hares was represented in the balloting 
out of the 118,643. The acceptance of 
he financing plan by the stockholders 
s looked upon as a gratifying expres- 
ion of confidence in the administration 
of the company’s affairs by President 

one L. Kurtz and a home manage- 
ment. 

In a statement issued following the 
alloting President Kurtz declared that 
the action of the majority stockholders 
rings near the culmination of the com- 
any’s “endeavor to render a service 
shat will meet the full needs of the 
public.” He directed attention to the 
act that the plans thus approved call 
or the immediate retirement of the 
3,000,000 of three-year 8 per cent 
bonds outstanding, with a saving of 
_ $41,000; the retirement of the last 
$232,000 of the old Central Market 
bonds, and the paying off of notes 
held by Columbus banks amounting to 
$235,000. It also makes possible the 
ancellation of $396,000 of notes held 
yy the General Electric Company and 
urrent bills in the amount of $590,000. 


Lone DEBATE AT MEETING 


_ The contract for the sale of the bonds 
as been awarded to Harris, Forbes & 
mpany, New York, who have 
id the securities at 93 per cent of 
ar, the transaction having been ap- 
proved by the board of directors of the 
Columbus company and by the Ohio 
Public Utilities Commission. 
At the meeting of the stockholders 
| Dec. 31 opposition was voiced by 
the Clark interests through their at- 
ney, J. M. McCarty, and W. H. 
er, vice-president, and by a single 
stor of the Columbus company, 
iam A. Gill.- The opposition main- 
that the floating of the bond is- 
timely and that money will be 
> that there was no real 
. new financial arrangement 
is time. 
- to the opposition, former 
neral Edward C. Turner, 
for the Columbus Rail- 
; ight Company, praised 
ent management of the line, 
respondence which he said 
ow that the Clarks had 
company officials with op- 


e plan of finance unless — 
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pany and in favor of the Rail-Light 
Company is to be passed upon soon. 
Attorney Turner also read a telegram 


from the Clark company in which the 


latter declared that no money has been 
received to pay for coupons due on 
Jan. 1. To meet these coupons pay- 
ments the Columbus company was 
compelled to draw from the banks al- 
most all its available cash and forward 
it to Philadelphia. 

Attorney McCarty told the stock- 
holders that the affairs of the company 
had been administered economically 
under the Clark régime, to which Mr. 
Turner replied that when the home 
management of the company took over 
the control from the Clark interests 
there was no surplus, while under the 
management of President Kurtz and 
his associates in Columbus a surplus of 
approximately $1,900,000 was built up. 
The debate between the opposing inter- 
ests occupied a period of more than 
three and a half hours, preceding the 
balloting by stockholders at the regular 
meeting. 

Intense interest was manifested in 
the election by Columbus residents and 
by stockholders of the company in 
view of a circular letter sent out by the 
Clark interests under date of Dec. 22, 
to all the stockholders, voicing oppo- 
sition to the proposed bond issue. In 
a counter move President Kurtz ad- 
dressed-a statement to the stockholders 
through the advertising columns of the 
daily newspapers, directing attention 
to the Clark circular and the forth- 
coming meeting. Mr. Kurtz declared 
that: 

Although indirectly denied in the circular 
letter, the purpose is thinly disguised that 
E. W. Clark & Company, lately managers 
of your property, again desire to assume 
the management and to conduct the affairs 
of the company in the old way and by 
doubtful methods which have been made 
the subject of litigation, and which have 
been frowned upon by the court. There is 
nothing in the circular letter sent out by 
BE. W. Clark & Company, Philadelpha, re- 
quiring any answer by the management. 


Reasons for Consolidation 
Set Forth in Brief 


~ The contentions of the Indiana Elec- 

tric Corporation in favor of its appli- 
cation to issue approximately $18,500,- 
000 in securities for the purchase of 
seven public utility plants in Indiana, 
including the property of the Indiana 
Railways & Light Company, at Ko- 
komo, are set out in a brief filed with 
the Public Service Commission by at- 
torneys for the corporation. 

The brief contends that the physical 
property of the seven concerns is worth 
$18,726,773 and that material and sup- 
plies and working cash capital amount 
to $650,000, making a total valuation 
of $19,376,773. ; 

The earnings for the year ending 
Oct. 31, 1921, were $1,472,722, accord- 
ing to the brief, while the fixed charges 
of the new corporation would amount 


to $943,550 annually, leaving $529,172 


for depreciation and common stock 


_ dividends. 


The brief states at length the benefits 
nich are expected to be derived from 
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Reorganization Planned 


Electric Bond & Share to Have Hand 
in American Cities Company’s 
Affairs 


The committee representing the hold- 
ers of the 5 and 6 per cent collateral 
trust bonds of the American Cities Com- 
pany has announced that it has ap- 
proved and adopted a plan and agree- 
ment for the reorganization or. re- 
adjustment of the American Cities Com- 
pany. A copy of the plan is being sent 
to each of the holders of certificates of 
deposit of the bonds under the deposit 
agreement dated Jan. 15,1919. _ 

Under, the plan, a new company 
known as the National Power & Light 
Company has been organized in New 
Jersey. The shares of the company’s 
capital stock are without par value and 
are divided into preferred and common 
stock. The preferred stock is entitled, 
in preference to the common stock, and 
limited, to dividends of $7 a share per 
annum, cumulative from Jan. 1, 1923. 
It is redeemable after three years upon 
the vote of not less than a majority 
in interest of the outstanding common 
stock. 

The National Power & Light Com- 
pany will issue fifty-year 7 per cent in- 
come bonds, which are to be subject to 
the prior payment of the principal and 
interest of all indebtedness and con- 
tractual obligations of the company 
now or hereafter outstanding, Interest 
accrues on these bonds from Jan. 1, 
1922. 

The companies controlled by the 
American Cities Company were: Bir- 
mingham Railway, Light & Power Com- 
pany, Houston Lighting & Power Com- 
pany, Knoxville Railway & Light Com- 
pany, Little Rock Railway & Electric 
Company, Memphis Street Railway and 
New Orleans Railway & Light Com- 
pany. The Birmingham, Memphis and 
New Orleans companies are in the 
hands of receivers. The New Orleans 
company will be excluded from any 
future plans of the committee. 

The plan contemplates that the Mem- 
phis Gas & Electric Company will be- 
come part of the undertaking. The de- 
velopment, financing and engineering of 
the new company and its subsidiaries 
will be in the hands of the Electric 
Bond & Share Company. 

Under’ the terms of the plan holders 


of certificates of deposit of American 


Cities Company 5 and 6 per cent col- 
lateral trust bonds will receive 55 per 
cent of the principal amount of the 


-bonds represented by each certificate of 


deposit in fifty-year 7 per cent income 
bonds, 25 per cent in cumulative pre- 
ferred stock and 35 per cent in common 
stock of the new company, the shares of 
stock being treated as having a par 
value of $100 for the purpose of apply- 
ing these percentages. 

The National Power & Light Com- 
pany will offer to the holders of pre- 
ferred stock of American Cities Com- 
pany the right with respect to every full 
twenty shares of stock to purchase a 
block of securities of National Power & 
Light Company, consisting of a fifty- 
year 7 per cent income bond for $100. 
principal amount and seven shares of 
common stock for $242.50 plus accrued 
interest from Jan. 1, 1922, on the in- 
come bond. Electric Bond & Share 
Company and Isidore Newman & Son 
have agreed to purchase sufficient of 
said blocks so that the new company 
will receive a total of $2,000,000. 


‘ 
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- $160,015,860 in Maturities 
Thirty-seven Per Cent of the Total of 
$432,934,890 of Utility Maturities in 
1922 Falls to Electric Railways 


Public utility securities falling due 


for payment during 1922 aggregate 


$42,934,890 against $305,110,350 in 
1921 and $196,296,800 in 1920. Of 
the total for all the utilities the 
amount maturing in the electric railway 
field in 1922 is $160,015,860. In 1921 
railway maturity amounted to $207,- 
‘617,530. 

The heaviest maturities in the railway 
field are in New York City. Among 
these issues are the Interborough Rapid 
Transit Company’s $39,199,000 one-year 
extended 8 per cent notes due Septem- 
ber, 1922 and the Brooklyn Rapid 
Transit Company's $18,000,000 6 per 
cent receiver’ Ss certificates. 

Below is given in detail as compiled 
by Dow, Jones & Company the various 
electric railway issues of more than 
o200) 000 maturing in 1922. 


= January 
Corporation Rate Amount 
Columbus Ry., Pow. & Lt. notes... 8 $2,500,000 
Little Rock Ry. & El. I-yr........ 8 0,00 
United Gas & Electric Ist......... 5 396,000 
Springfield & Bastern Ry. Ist.. 330,000 
Central Market St. Ry. Ist........ 325,000 
astern Mass. Street Ry. ref....... 300,000 
New Bedford & Onset Ry. Ist..... 280,000 
Virginia Ry. & Power notes.. = 250,000 
Minneapolis St. Ry. joint cons... Ass 5,000,000 
pemtvare CObL nce siGivia eats ce wale vie'e $10,081,000 
February 
Bklyn. Rapid Tr. rec. otfs.. 6 $18,000,000 
Aereriean Rys. 3-year notes 7 3:0 "000 
West End Street Ry. deb.. 5 2,700,000 
Wisc.-Minn. Lt. & P. I-yr. nte..... 8 1,000,000 
Detroit & Pontiac Ry. Ist:........ 5 500,000 
Washington Water P. notes........ 7 3, 000, 000 
February total................0005 $28,200,000 
March 
Public Serv. of N. J. cv. notes 7 $12,442,600 
Federal Light & Trac. deb.. 6 1,500,000 
Galveston-Houston Elec. note 7 1,500,000 
Canton-Akron Railway Ist.. med 1,145,000 
Albany South R.R. I-yr. nts....... 7 550,000 
Middle West Utilities F. nts....... 6 300,000 
Oakland, San L. & Hay El. Ry..... 6 250,000 
Richland Pub. Service notes....... 7 850,000 
Charleston Interurb. R.R. nts...... 6 450, 000 
Wiarch total savas sth. einlerslehietac ets $18,987,600 
April 
Denver Tramway coll. tr. nts...... 7 $2,500,000 
Jackson Lt. & Trac. Ist.. GS 0,000 
Dayton, Cov. & Piqua Tr. tats... 5 490,000 
Tronwood & B. Ry. & Lt. notes.... 7 294,000 
Dallas Electric Corp. coll. tr.. 5 282,000 
PATTAUBOLO UG tiislaihe sterwyd Gio vis teats ROSS IAS $4,496,000 
May 
Monongahela Val. Tr. I-yr. notes... 8 $2,000,000 
Montreal St. Ry. sterl. deb......... ‘a 1,926,260 
Penna. & Mahoning Val. Ry. Ist.. 5 1,559,000 
Freeport Ry., Lt. & Power Ist...... 5 260,000 
Commonwith. P., Ry. & L. notes.,... 7 250,000 
Penna.-New Jersey R.R. l-yr. notes. 6 250,000 
May total....... SUSeeniners <. @ $6,245,260 
June 
City and Suburban Railway Ist.. 5 $3,000,000 
Ind., New Castle & East Ist........ 6 1,200,000 
Nova Scotia Tram. & P. notes...... 7 1,000,000 
Berkshire Street Ry. Ist........... 5 800,000 
Chattanooga Ry. & Lt. I-yr. notes.. 8 750,000 
W. Penn. Tr. & Wat. Power notes... 7 400,000 
~ June total. ..... aysiat iets sipis Te leveinie $7,150,000 
July 
Union Trac. of Indiana Ist......... 5 $4,623,000 
Cinc., Newport & Cov. Ry. Ist.. aes ,850,000 
Columbus Elec. 3-yr. notes......... 6 1,750,000 
Cass Ave. & Fair rounds Ry. ist... 44 1,640,000 
Steinway Railway Ist............. 6 1,500,000 
Clev., Painsv. & Ashtabula R.R..... 5 1,000,000 
Pitts. & West End Pass. Ry. Ist..... 5 43,000 
Vicksburg Light & Traction ee 6 278,000 
Hamilton & Linden El. Tract. . 5 250,000 
Concord, May & Hud. Ry. lst... 22. 5 230,000 
Ottawa Electric Railway Ist........ 4 400, 000 
PU pte teh hs he Gelert ane staiartror swe $14,864,000 
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: Aw ust ia = ne 
Montreal St. Ry. sterl. deb......... 4% $584,000 
Detroit United Ry. Ist coll.. 285 500,000 

United Rys. & El. of Balt. notes Getraye 3,000,000 
Unit. Rys. & El., Balt., ev. notes. 5 1,528,000 
Augustitotal sc. cca te eece statis $5,612,000 

September 
Interborough R. T. ext. notes....... 8 $39,199,000 
Manila Elec. Ry. & Light notes... .. 7 ,200,000 
Tri-City Railway Ist.............. 5 _1,375,000 
Wore. & Southbr. St. Ry. Ist....... 44 0,000 
September total............... $42,574,000 
October 
Rockford & Interurban Ry. Ist..... i) $1,705,000 
Pueblo & Suburb. Tr. & Lt. Ist..... 5 1,697,000 
Bangor Ry. & Elec. ev. notes....... 6 250,000 
October total........ ONG da wieis ase $3,652,000 
November ; 
Brazilian Trac., Lt. & P. notes. $7,500,000 
Manchester Tr., Lt. & P. notes 1,750,000 
Montreal Street Ry. deb...... 764,000 
Central Crosstown R. R. Ist. . 250,000 
November total................ $10,264,000 
i December 

Tol. Trac., Lt. & Power deb........ $3,000,000 
Toledo Trac., Lt. & Power Ist..:... 7 2,500,000 
Portland Ry., Lt. & Power notes.... 7 1,000,000 
Sandw., Winds. & Am. Ry.cons,.... 44 600,000 
Hagerst. & Fred. Ry. Il-yr. notes.... 7} 540,000 
Wilkes-B. & Wyo. Valley Tr. clt..... 5 250, 000 
December total. .....:...ce ences $7,890,000 


Public utility bonds and notes maturing in: 


28,200,000 
18,987,600 


Oot ODER: ia dese petit tes pvieleisye hese o%esbin ; 
November Gina s tk A inlc es Besse ee 
DOCOMDER. awe este tae bees ss 


10, 264,000 
7,890,000 


$160,015,860 
$432,934,890 


Total electric railway maturities... .. 
Total public utilities maturing in 1922 


Agreement on Receivership 
Terminates Litigation 


A friendly agreement has’ been 
reached with respect to the receivership 
of the Ephrata-Lebanon Traction Com- 
pany, Lebanon, Pa., and the Ephrata- 
Lebanon Street Railway so that the 
work of re-establishing the railways 
will now go forward uninterrupted. 
The Ephrata & Lebanon Traction Com- 
pany operates the property of the 
Ephrata & Lebanon Street Railway. 

The difficulty arose over the appoint- 
ment of a receiver for one by the 
United States District Court and the 
appointment of a different receiver in 
a local court for the other concern. 
Recently the contending lawyers ap- 
peared before Judge Witmer in the 
United States District Court at Har- 
risburg, and argued the legal points 
involved in the two receiverships. —_- 

Application had been made for an 
order vacating the receivership created 
by Judge Witmer some months ago in 
the appointment of Henry A. Albin, 
superintendent of the road, as a re- 
ceiver for the traction company. 
was suggested that that receivership 
be joined with the one for the railway 
company which had later been applied 
for in the local courts by Harvey 
Steckbeck, a local creditor, represented 
by S. P. Light, Esq., and in response 
to which Judge Henry appointed Walter 
C. Graeff, Esq., as receiver. 

Under the agreement of counsel, in 
the presence of Judge Witmer, Mr. 
Albin’s Federal receivership will con- 


tinue, and Attorney Walter C. Graeff, 8 
oa. ah 


Esq,, and Henry Albin will be ne 
receivers of both properties. | ' 


~rate of 6 per cent, while the Hydro Com- ~ 


$10,081,000 


It | 


Purchase’ Terms Restated — 


Misunderstanding of the terms “unis re 
which the city of Toronto, Ont., will 
take over the lines of the Toro 
Suburban Railway within the city 
led to a statement being issued by 
officials of the Hydo-Electric Po 
Commission setting forth the facts, 
The statement as now made is that: 


The Hydro-Electric Power Commission — 
buys from the government the entire # 
Toronto Suburban System by assuming the ~ 
outstanding bonded indebtedness, amounting ~ 
to $2,628,000. It is proposed to spend $352 
000 on reconstructing the lines outside the 
city. This latter sum is to be financed by 
the issue of bonds by the commisssion to 
the amount of $150,000 and selling the 
lines within the city for $202,000, 

The amount of bonds to be issued by 
the commission is $2,628,000, plus $150,000, 
making a total of $2, 178, 006. The obi iga- 
tion which the city assumes ie $2, 778,000, F 
not this-amount plus $202, 

The city “does not pay as at the 


|: 


a. 
mission issues its bonds at 4% per cent. — 


The city’s bonds are only collateral security 
and the city pays interest only on $350,000. 


Transit and Power Bills to Come: ! 
Before New York Legislature 


The Legislature of New York met on ~ 
Jan. 4 and organized and received the ~ 
Governor’s message. Bills were intro- — 
duced in the Senate only. The As- — 
sembly bills will go in next on Jan. 11. 
A considerable number of public serv- 
ice commission bills have been pre- ~~ 
pared and are ready for introduction. ~ 
There is such a mass of legislation at 
the present time, some of which has =| 
been introduced in the Senate officially, — 
and some in the Assembly awaiting its ~ 
first reading on Jan. 11 that it is im- — 
possible to analyze it for publication © 
at this time. 
The Governor in his message recom- 
mends the development of the surplus © Ss 
waters of the barge canal, with imme-- 
diate attention to the development of 
Crescent dam and Vischer Ferry, where ~ 
an expenditure of approximately $1- 
000,000 should be made immediately — 
available. In this’ respect the Demo- | 
cratic minority has prepared for intro- | 
duction a bill which is virtually a 
Democratic hydro-electric measure of — 
1918 and repealing the conservation — 
water power bill of last year, which will 
in the offset steal the thunder of the — 
message. On the other hand the ad- — 
ministration is to introduce amendments _ 
to its water power bill of 1921. 
The Democrats are proposing to abol-. 
ish the transit commission in New ae 
City and to create separate public serv- 
ice commissions in each of the first and 
second class cities, and to continue the 
present public service commission as a 
state function over what is left, exce it 
in the city of New York, where the 
Board of Estimate and Apportionment = 
would name a transportation depa + : 
ment for the city of New Noni 


Ottawa Rejects Municipal 
Ownership 


The questions of municipa 
ship and_ service-at-cost we 
whelmingly defeated at the poll 


strongly favored an extension of 
company’s franchise. The official fi 


follow: 
: Gr municipal iin: 6, 003 ; A: 


| Orders Third-Rail Line Sale 


__. Federal Judge Evan A. Evans on Dec. 
| 28, 1921, ordered the sale of the third- 
rail division of the Aurora, Elgin & 
cago Railroad, Aurora, Ill. Though 


‘that in all - oe it will take place 


about WEEN This order separates 


__ River division. The bondholders of the 
.  third-rail division are willing to pur- 
| chase the line and have agreed to issue 
$1,000,000 of bonds and to invest the 
_ proceeds from the sale of these bonds 
- im new equipment, new property, addi- 
_ tions, extensions and improvements. 
- This was the statement of Attorney 
B. P. Alschuler, who is representing 
Judge Evans. 


Municipal Railway Traffic 
Increasing 


According to D. W. Henderson, gen- 
eral superintendent of the Seattle 
(Wash.) Municipal Railway, the num- 
| ber of passengers on the municipal lines 
|. is steadily increasing, due, it is be- 
Ve. lieved, largely to increasing industrial 
—- activity in the city and improvement in 
~ employment conditions. Figures pre- 
pared by Mr. Henderson show that 
there was a gain of 6,670 passengers 

in November over September and a 
|. gain of 5,301 passengers in October over 
' September. Mr. Henderson said the in- 
- ereases are most noticeable on lines 
.. operating into the south industrial dis- 
trict, where more workers are being 
-earried daily. The revenues = for 
November were $514,248, and the total 
number of pay passengers 6,670,431, 
~ with a daily average of 268,938. 


nl 


Market Street Railway Ready to 
Consider San Francisco’s Offer 


In reply to the inquiry which the 
Board of Supervisors of San Francisco, 
Cal., addressed to the Market Street 
Railway recently, Mr. Von Phul, presi- 
dent of the company, has replied that 
the sentiment of the stockholders. is 
that “if the municipality desires to buy 
+» the properties it should have an oppor- 
tunity to do so.” ieee 

Mr. Von Phul’s letter concludes with 
the suggestion that “representatives of 
the municipality be appointed by you 
(board of supervisors) to meet with 
representatives of this company to dis- 
_ cuss values and details for the possible 
acquisition of the properties and to 
formulate a plan to be first submitted 
to the honorable board and, if approved 
by you, submitted to the stockholders 
of the company, and if approved by 
em, in turn submitted to the voters.” 


152 Deficit on Seven and 
aHalf Cent Fare _ 
x the month of November the 
sh of the present 7% cent fare 
inecinnati (Ohio) Traction 
da deficit of $23,152, not 
- what would have been due the 
franchise tax, had not the tax 
oe ; 


The 


# no date was set for the sale, it is stated _ 


_ the third-rail line from those in the Fox - 
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received only $10,760. Director Kuertz 


said that increased patronage due to 
‘Christmas shopping would show a big 
inerease in the earnings for December— 
pines enough to offset the November 
eficit. ; 


Z 2 
Receiver Reports on Finances 


The financial report of the receiver 
of the Lafayette (Ind.) Service Com- 
pany shows for the period from Oct. 1, 
1920, to Sept. 30, 1921,- a deficit of 
$11,060. Details of the operating 
revenue and expenses are as follows: 

Operating Revenue. 


Passenger service ..........004 $189,107 
SPOVSHESErVICO Feo cicele.««cbtete s, Sgieratate 3,409 
TROTE OP MPACKS oes NG oe wiv malere 11,444 
Car PrivilOZeSe. . civ ste es cies sare eiagele T4A7 
_ Mail, express and miscellaneous ... 901 
TEDOPE VT ISDU cule sis wie 6 evened oie 68,909 
$274,517 
Operating Expenses = 

Operating way and structures .... 35,530 
PIQUAPINONE teas si ofan speteosT ate) «eee 17,076 

SEO WGK aipntetas oie aia eine Talents anion miei aue ele tecoln 


Conducting transportation .... 
General and miscellaneous 
Taxes 


i a ac a eed 


$285,577 


Boston Elevated Doing Well 


According to the Wall Street Journal 
the Boston (Mass.) Elevated Railway 
for the calendar year 1921. will show 
operating revenues of about $33,200,000, 
and balance, after rentals and interest, 
of about $3,443,000 available for divi- 
dends on West End and Boston HEle- 
vated. stocks. The road has earned this 
calendar year a surplus after all divi- 
dends of about $426,000. Despite the 
undoubted depression in industry, plus 
the further adverse effect upon receipts 
of the opening up of 5-cent fare routes, 
the Boston letated Railway in the 
1921 year will come within $550,000 of 
equaling the largest gross income total 
in its history. Operating revenue for 
1920, the record year, was $83,750,860. 


Issuance of Receiver’s Certificates 
Disapproved 


Judge A. B. Anderson, Indianapolis, 
in the federal court, has declined to 
approve a plan presented by R. W. 
Levering, receiver, for the rehabilita- 
tion of the Lafayette (Ind.) Service 
Company, by the issuance of receiver’s 
certificates. The plan was opposed by 
bondholders who have brought a fore- 
closure suit in the federal court against 
the service company. Judge Anderson 
said that he did not wish to approve 
the receiver’s plan unless there were 
agreement between the receiver and 
the bondholders. 

The receiver suggested the sale of 
eighteen and one-half acres of land east 
of the Soldiers’ Home at Lafayette, 
and the sale of the company’s power 


plant for $50,000. He spoke of jitney-: 


competition between Lafayette and 
West Lafayette, saying that the jit- 
neys were carrying 50 per cent of the 
passengers between the two places and 
were seriously cutting into the most 
remunerative business falling to the 
service company. He said he had asked 
the City Council of Lafayette and the 
town board of West Lafayette to pass 
nti-jitney ordinances. 
Real Estate Trust Company, 
Philadelphia, trustee, representing the 
ondholders, filed an answer to the re- 
eeiver’s petition objecting to the plan 
; being one not likely to bring a fair 
eturn on the property. — F 
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Financial 
News Notes 
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Loss Reported in Hamilton.—Since 
Jan. 1, the Cincinnati’& Dayton Trac- 
tion Company, Hamilton, Ohio, has lost 
$43,083, while in the past years the 
city lines averaged a profit of $30,000. 
The reasons for the loss as given by 
G. P. Sohngen, receiver of the property, 
were poor equipment, bus competition 
and general business depression. 


$2,700,000 of Bonds Offered.—Lee, 
Higginson & Company, Boston, Mass., 
are members of a syndicate offering 
$2,700,000 of five-year 64 per cent gold 
bonds of the West End Street Railway, 
which is to be consolidated with Boston 
Elevated Railway on June 10, 1922, 
under the provisions of an act passed 
in 1911. The bonds are dated Feb. 1, 
1922, and are due on Feb. 1, 1927. They 
are issued to refund a like amount of 
bonds which mature on Feb. 1, 1922. 


$3,800,000 of Refunding Bonds Of- 
fered. — Halsey, Stuart & Company, 
Inc., New York, N. Y., are members of 
a syndicate which is offering for sub- 
scription $3,800,000 of first and refund- 
ing thirty-year 6 per cent gold bonds 
of the San Antonio (Tex.)  Pub- 
lic Service Company. The bonds are 
known as Series “A,” due Jan. 1, 1952, 
The offering price is 984 and interest 
yielding about 6.10 per cent. The 
management of the company is under 
the direction of the American Light 
& Traction Company. 

$79,108 Gain in November.—The re- 
port of the Third Avenue Railway, New 
York, for November and five months 
ended Nov. 30, shows operating revenues 
of $1,139,368, an increase of $79,108, 
while the operating income was $205,- 
661, showing an increase of $84,063. 
The net income, after deducting fixed 
charges, including full interest on the 
adjustment income 5 per cent bonds, 
was $6,460, compared with a net deficit 
of $81,801. For the five months ended 
Nov. 30 the operating revenues were 
$5,946,603, showing an increase of $306,- 
040, while the operating income was 
$1,027,572, an increase of $285,669. The 
net income, after deducting fixed 
charges, including the full interest on 
the adjustment income 5 per cent bonds, 
amounted to $19,321, compared with a 
net deficit of $285,108. 

Earnings Improve at New Orleans. 
—Announcement is made that the net 
earnings of the New Orleans Railway 
& Light Company, New Orleans, La., 
for August, 1921, were $222,002. This 
amount is exclusive of operating. ex- 
penses, taxes, and the renewal and re- 
placement reserve; and hence repre- 
sents a return of 6 per cent on the 
valuation of $44,770,000, placed upon 
the property of the company under the 
Maloney plan of settlement, to which 
the Commission Council of New Or- 
leans is committed. The September 
net earnings were $255,036, a return 
of 6.8 per cent. The report carries 
with it the announcement that the new 
equipment for the power house and re- 
arrangement for the electric light and 
power wires will cost approximately 
$1.140.000. An additional sum of 
$545,000 is to be svent for the reinstal- 
lation of the distributing system. 
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Traffic Commission Appointed 
‘in‘Philadelphia ~=— 


A traffic commission composed of 
men active in the motor vehicle and 
business fields has been appointed, at 
the suggestion of Mayor Moore, of 
Philadelphia, Pa., by Alba B. Johnson, 
president of the Philadelphia Chamber 
of Commerce. The commission will 
study the problems of handling vehicu- 
lar traffic and suggest necessary legis- 
lation to improve conditions. It will 
be of an advisory character. 

* The commission is composed of David 
‘Kirschbaum, chairman; G. Herbert 
Taylor, who is chairman of the Cham- 
ber of Commerce Good Roads Commit- 
tee; Walter Y. Anthony, Kane S. Green 
and Howard S. Roberts, of the same 
group; Elwood B. Chapman, of its Mu- 
nicipal Affairs Committee, and James 
Collins Jones, legal adviser of Cham- 
ber,of Commerce. 

Recently the Chamber of Commerce 
asserted that the handling of matters 
pertaining to traffic was in hopeless 
confusion and that only by reappoint- 
ment of a traffic commission by Mayor 
Moore for the purpose of outlining and 
recommending a complete new set of 
rules for traffic regulations, with the 
necessary legislation noted, could con- 
ditions be improved. 5 

Mayor Moore then wrote to Mr. 
Johnson the request that he name the 
commission to undertake this work. All 
of the members of the new body have 
been studying the city’s traffic problems 
for years. As members of the two com- 
mittees handling various aspects of 
this subject, they are thoroughly fami- 
liar with conditions here and in other 
cities. They will conduct conferences 
with police officials, engineers, motor 
vehicle men, electric railway experts 
and others so that all viewpoints can 
be considered. —~ 

Among the questions placed before 
the commission are parking, the one- 
way street, congestion around City 
Hall, designation of special streets for 
truck traffic and methods for safe- 
guarding pedestrians. 

When the commission has completed 
its studies and compiled its recommen- 
dations, together with the necessary 
ordinances to carry through the work, 
they will be presented to Mayor Moore 
for introduction into Councils if that 
course is necessary. 

Early last year the Chamber of 
Commerce drew up an act covering this 
subject, and it was introduced into the 
Legislature, but failed to pass. 


Increase in Receipts Under 
Five-Cent Fare Recorded 


The Norwalk Division of the Con- 
necticut Company has for the first time 
recorded an increase in receipts under 
the 5-cent fare trial period, the week of 
Dec. 11 showing a gain of $71 over the 
last week of the 10-cent fare, according 
to figures submitted to the Public Utili- 
ties Commission by Lucius P. Storrs, 
president of the Connecticut Company. 
Other figures show that the receints in 
Bridgeport, Conn., are also gradually 
increasing under the 5-cent fare. “This 
is very encouraging,” declared Richard 
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fas Higgins, chairman of the Public 
Utilities Commission. “In the original 
order calling for a reduced fare it was 
pointed out that receipts were apt to 
increase rather than decrease under 
the new rate,” continued Mr. Higgins. 


96 Out of 100 Have Nickels 
Ready 


Passengers using the stations of the 
Interborough Rapid Transit Company, 
New York, N. Y., where the turnstiles 
have been installed have formed the 
habit of carrying nickels, and the out- 
going passengers have fallen as-natur- 
ally into the habit of using the gates 
at the sides while the passengers en- 
tering the tubes make use of the middle 
gates. Tabulations made at a subway 
station where the turnstiles have been 
in use for some months show that now 
only four persons in a hundred go to 
the booths for change, where in times 
past long lines grouped before the win- 
dows caused delays. The other ninety- 
six persons carry their own nickels. 


Elgin Cars Still Operate 


While Mayor Arwin E. Price of El- 
gin, Ill., under direction of the City 
Council, has asked Bion J. Arnold, 
president of the Elgin & Belvidere Elec- 
tric Railway, to show cause why: the 
company cars are operating in the city 
without a franchise, and the Council 
has passed a resolution permitting the 
Aurora, Elgin & Chicago Railroad to 
operate its cars only for'a “reasonable 
time,” the committee of eighteen is still 
attempting to bring the Fox River 
Valley trouble to a satisfactory solu- 
tion. The franchises expired on Dec. 10. 

Federal Judge Evan A. Evans has 
presented to the committee, represent- 
ing the towns through which the 
Aurora, Elgin & Chicago Railroad 
operates, what he considers the essen- 
tial points in a contract between any or 
all of the cities and the company. .They 
include the elimination of payments on 
pavements to be laid in the future ex- 
cept as already assessed against the 
company; payment by the traction com- 
pany for all damage to pavements that 
may result from its use; elimination of 
all annual franchise payments, and 
elimination of street sprinkling. 

The cities of Geneva, St. Charles, 
Batavia and Dundee wish to keep the 
franchises which they now have with 
the traction company, which do not ex- 
empt the company from paving pay- 
ments. The company claims that traffic 
in these smaller towns is not sufficient 
to pay for the paving expenses. 

Attorney Alschuler representing 
the company, announced that the com- 
pany is considering a plan to reduce 
the rate of fare to regular riders 
approximately 12 cents a ride, by keep- 
ing the straight fare at 10 cents for 
casual riders but selling tickets to reg- 
ular riders at the rate of seven for 50 
cents. This plan, he said, would be 
feasible only under an ordinance such 
as suggested by Judge Evans... The 
company is operating on a 3-cent per 
mile basis under an injunction issued 
in J udge Landis’ court. 
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Free Fare Zone Eliminated | 
$400,000 Is Expected to Be Added 

‘Annually to Twin City Revenue 
Under Court Order — = A 


The free fare zone on car lines be- 


abolished on Jan. 7. This action is ex- 
pected to add between $250,000 and 
$300,000 to the revenue of the St. Paul 
lines and $150,000 to the Minneapolis 
lines annually. ; aa 

The order follows a decision by 
Judge F. M. Catlin of the Ramsey 
County District Court making perma- 
nent an injunction against a 7-cent 
fare instead of 6 cents. Judge Catlin 
held the zone illegal. This means pas- 
sengers traveling to St. Paul will pay 
a second fare at the city limits instead 
of at the half way point, as at present, 
at Snelling Avenue about 2 miles in- 
side the St. Paul city limits. 

The company is fortified by the 
Brooks-Coleman legislative act which 
placed determination of electric rail- 
way rates with the Minnesota Railroad 
& Warehouse Commission, and which 
specifies one full fare for each city. 

The move was made by the railway 
as a measure toward saving the St. 
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Paul City Railway from bankruptcy. 
This neutral zone was established by 
a resolution adopted March 4, 1905, by 
the St. Paul Council, and accepted by 
the railway with the reservation of 
right to withdraw this acceptance. 


Vice-President T. J. McGill said: 


The elimination of the free or neutral \ 
zone was necessary in view of the de- , 
cisions of J. C. Michael and Frederick M. 4 
Catlin, of the District Court of Ramsey ; 
County, . 

The St. Paul City Railway’s revenues J 
from November, 1920, to and including " 
October, 1921, were approximately $300,- % 
000 short of paying actual operating ex- “4 
pd sg taxes and interest on its funded 

ebt. ‘2 

The’ decisions of the District Courts of 
Ramsey County above referred to deny 
the company any relief by increased fares 
which had been approved by the Railroad ~ 
& Warehouse Commission after hearings as 
provided by the law under which the com- if 
pany operates. The actual loss has con- f 
tinued to increase during this period of 
litigation and the company must secure 
financial relief in order to escape ultimate I 
bankruptcy. i 

The company’s 2,000 employees have’ — 
loyally come to its support in accepting a 
wage reduction, but to furnish safe and — 
convenient service to our car riders and ; 
pay operating expenses, fixed charges and = 
a reasonable return to the owners of the ~ 
property will require further additional net 
income. c | 

The decisions of the courts severely 
criticise continuance of the so-called free ¢ 
or neutral zone and require its elimination. 
The company therefore has no choice in 
the matter but to discontinue the zone, the 
maintenance of which is not required by 
any franchise obligation. ‘ 

The company, from the records on its 
fare boxes, read at the city limits, will 
have an exact account of all fares col- — 
lected within the city limits of St. Paul. 
This method will eliminate the serious 
contentions now made on the part of of- — 
ficials of both Minneapolis and St. Paul | 
that their respective cities are getting the 
worst of the accounting due to this zone. 

- | —“ 


Changed to Front-Entrance Cars— — 
Coincident with the change in the rule _ 
of the road to the right hand in 
couver, Victoria and New Westminste 
B. C., electric cars in Victoria and | 
Westminster are being operated 
near-side or front-entrance cars. — 
former double door at the front is 
ing used as the entrance and exit, t 
rear door being closed. This pre 
will become standard so that no cl 
will take place when these car 
operated as one-man safety 


% aicleus ebtley may be mutilized 
- Milwaukee. Railway & Light 
'Y; Milwaukee, Wis., in an effort 


; mily andes by John I. Beggs, presi- 
ent of the company, in an address 
before the South Side Civic Association 
of Milwaukee. If the suggestion meets 
‘\with the association’s approval and if 
rmission can be obtained from the 
ilwaukee Common Council, the com- 
pany will undertake to furnish trolley 
bus service on Lincoln Avenue and on 
Layton Boulevard, two streets on the 
outh side for which rail lines have 
n asked. 
Mr. Beggs admitted the necessity for 
ransportation service on these streets, 
but declared that the company was 
able to build these lines with present 
high costs and without some assurance 
that sufficient traffic would develop to 
Support the rail lines. In connection 
with Mr. Beggs’ address there was 
ah to the association a motion pic- 
| 


e film of trackless trolley buses in 
yperation in Detroit and at the Schenec- 
y plant of the General Electric Com- 


Supreme Court Reverses Com- 
mission’s Decision 


The Supreme Court of Utah has just 
inded down a decision which reverses 
the decision of the Industrial Commis- 
‘sion of Utah in which it refused to 
assume jurisdiction in a case involving 
damage suit against the Utah-Idaho 
Central Railroad on the ground that the 
ine is interstate. 
The Utah-Idaho Central is an electric 
| railroad running from Ogden, Utah, to 
| Preston, Idaho, but the Supreme Court 
lds _that in the instance in question 
the Utah commission should _have 
assumed jurisdiction. The Utah-Idaho 
Central connects with the Bamberger 
f tric at Ogden, which latter road 
runs south from 
“there connecting with the Salt Lake & 
tah, which runs south from Salt Lake 
_ Payson, Utah. Neither the Bam- 
‘ger Electric nor the Salt Lake & 
ele crosses the state line at 
int. — 
‘he case. desided HA the Supreme 
ourt was brought by the Utah Rapid 
nsit Company, which is the name 


i ae the local street car service in 
en, Utah. The Industrial Commis- 
n and E. -E. Gibbons are made de- 
é bons, a car carpenter, 
red while repairing a Utah- 
tral car at the joint shops of 

ympanies. The car could 
been used in interstate traffic, but 
ut of service at the time of the 
at, oe was later returned to 


longing to the Utah 


ibbons was panes. He 
his knee. . mpensation 
e name of the street car 


Eola to tthe t 


Ogden to Salt Lake, ' 


er which the Utah-Idaho Central 


and therefore only intra- 
racter, ran into the ladder 


eight weeks, but ceased — 


-carrier, and the car he had been repair-— 


assume jurisdiction, on the ground that 


the Utah-Idaho Central is an interstate 


ing had been used interstate. 


“ 


The Supreme Court reverses this on 
the ground that the railroad and the 


car alike are at times intrastate. The 


case will undoubtedly come before the 
United States Supreme Court for final 


‘decision. 


Examination Before Special 
Master Adjourned Until 
Jan. 23 


After a few hours’ cross-examination 
of Richard E. Danforth, general man- 
ager of the Public Service Railway, 
Newark, N. J., the fare hearing before 
Special Master Haight adjourned on 
Dec. 23 not to convene again until Jan. 
23. At that time five days will be de- 
voted to testimony on the value of Pub- 
lic Service property. 

The subject on Dec. 23 was deprecia- 
tion. Mr. Haight interrupted at one 
point to say that the examination re- 
minded him of the lawyer who, after 
arguing for an hour, asked the judge 
if he followed him. The judge’s answer 
was: 

_Yes, I follow you. And if I knew any 
way to get back where I started from, I 
wouldn’t follow you any further. 

Two important facts did, however, 
get before the master on Dec. 23. One 
was the statement by Mr. Danforth 
that he believed 90 miles of Public 
Service Railway track should be relaid 
at this time. Another was that labor 
was 81 per cent of the company’s ex- 
pense, exclusive of fixed charges and 
rentals. The statement was made 
that the Public Service Railway alone 
employs 7,700 persons. 


Subsidiary Bus Company Formed 


The Evanston (Ill.) West Side Rail- 
way has been organized to connect the 
west side with the center of the city. 
The company, which has a capitaliza- 
tion of $10,000, is subsidiary to the 
Evanston Railway. Practically 98 per 
cent of the stock of the new organiz- 
ation is held by Clement W. Smith, 
chief owner of the Evanston surface 
lines. The officers are Bertram W. 
Rosenstone, Harry J. Myerson and 
Oscar Ross. 

The bus service is only temporary, 
according to an announcement of C, F. 
Speed, superintendent of the Evanston 
Street Railway, and railway lines will 
be built as soon as the people and the 
Council wish them. Transfers will. be 
poet between, he railway mon hue 
ines 


Reduced 1 Fares for 1922 


Slight reductions in passenger hepeed 
on the Seattle-Tacoma interurban, ef- 
fective on Jan. 1, were carried in tariffs 
filed with the Department of Public 


Works at Olympia. The reductions- are 


occasioned by the wiping out of war- 


tax on transportation which would have 
brought the fares to odd cents. 

Still further reductions are made by 
the Puget Sound Electric Railway, 


Tacoma, Wash., to bring the fares to 


even amounts. Pee ing Jan. 1, the 
‘one-way fare will be $1 with $1. 60 for 
_the round trip fare. Including the war 


: tax, t he fare has been $1.10 and $1.75. 


company’s petition for reduction 
ted without a hearing. 
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No Proof that Seven-Cent Fare 
Is Not Needed 


Judge F. M. Catlin of the Ramsey 
District Court in making permanent, 
on Dec. 28, a temporary injunction pre- 
venting the St. Paul (Minn.) City Rail- 
way from putting into effect an order 
of the Minnesota Railroad & Ware- 
house Commission granting a 1-cent 
fare, filed findings with memoranda as 
follows: 


That no general or approximate valua- 
tion of its property, used, useful or reason- 
ably necessary for street car purposes, was 
or is proved, 

That no emergency in fact, requiring 
more than the authorized 6-cent rate of 
fare, was or is proven, and the finding of 
the existence of such emergency by the 
Railroad & Warehouse Commission is not 
justified by the evidence, because— 

There was and is no proof of any econo- 
mies which may have been resorted to by 
the railway to avoid insufficiency of net 
return from operation of its railway; nor 
that all items actually charged by the rail- 
way company to operating expenses for 
the first six months of the year 1921 or 
estimated for the past six months of said 
year, were necessary to or, on account of 
their nature, lawfully and properly charge- 
able to. operation or maintenance of its 
railway system; nor that the salaries of 
general officers of the appellee corporation 
were and are reasonable under present 
circumstances, and no proof whatsoever 
3 the specific salary of any general of- 

cer. 


Order Establishing Eight-Cent 
Fare Upheld 


The United States Circuit Court of 
Appeals of the Eighth District on Dec. 
29 confirmed the order of the Federal 
District Court of Colorado granting the 
receiver of the Denver Tramway per- 
mission to establish an 8-cent fare and 
enjoining the city and county of Den- 
ver from interfering with the collec- 
tion of the higher fare and from at- 


“tempting to enforce the 6-cent fare, 


which was in effect prior thereto. 

Only telegraphic advices had been re- 
ceived at Denver on Dec. 30 regarding 
the decision. It was apparent, how- 
ever, that the two main contentions 
of the railway, namely, that the fran- 
chise is not a contract, and that if a 
contract could be shown to exist it 
would be void for lack of mutuality, 
were upheld by the higher Court. 


Boston Elevated Announces More 
Five- Cent Areas 


The Boston (Mass.) Elevated Rail- 
way is constantly reducing fares. 
Wherever it finds an opportunity to 
serve a section without impairing its 
total revenue it introduces the 5-cent 
fare for a limited haul. It has been 


‘doing it periodically for about two 


years, so that there are 5-cent fare 


zones all over its system. 


The following areas have recently 
been announced as 5-cent areas, to be- 
come effective on Jan. 28, 1922: 


Lake Street-Commonwealth Avenue be- 
tween Lake Street and Braves Field. 

Newton - Brighton - Watertown between 
Watertown and Braves Field. 

Clarendon Hill- Somerville Avenue be- 
tween Clarendon Hill and Lechmere Square. 
_ Clarendon Hill- Highland Avenue be- 
tween Clarendon Hill and Lechmere Square. 

Chestnut Hill-Ipswich Street between 
Chestnut’ Hill and Francis Street. 

Lake Street-Washington Street, Brook- 
line between: Lake Street and Francis 
Street. 

Jamaica Plain-South Huntington Ave- 
nue between Jamaica Plain and Francis 
Street. 

Harvard. Square - Hast 
tween Harvard Square 
Square. 


Cambridge be- 
and Lechmere 
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City Charges Property 


Overvalued 


At the rehearing before the Public 
Service Commission on the proposed 8- 
cent fare for the Eugene-Springfield, 
Ore., system, City Attorneys Foster and 
Potter of Eugene and Springfield 
respectively charged an over-valuation 
of the property. 

The lines are operated by the South- 
ern Pacific Company. The railway con- 
tends that the lines are being operated 
at a loss. 

It was pointed out by the city that 
the property was valued at $665,000 and 
that the company was only paying 
taxes on $140,000 of taxable properties. 
The city also complained of unnecessary 
trackage. 


Danger Signals Installed for 
Accident Prevention 


The Indiana Service Corporation, 
Fort Wayne, Ind., has received a ship- 
“ment of the new uniform danger signals 
which are to be placed at all grade 
crossings on public highways through- 
out the state. As soon as the weather 
permits the work of installing these 
signs will begin. 

According to an act passed early in 
1921 by the state Legislature and ap- 
proved by the Governor on March 10, 
additional uniform danger signals must 
be installed and maintained on all 
highways crossing steam or interurban 
railroads at a distance of 300 ft. each 
way from the intersection. 

The signs are to be installed on the 
right-hand side of the road and in both 
directions from the crossing. This new 
system will give motorists ample warn- 
ing that they are approaching a cross- 
ing at least 300 ft. before reaching it, 
and the signs are, therefore, expected 
to reduce accidents materially. 


Superintendent of Railway May 
Decide Jitney Question 


The determination as to whether jit- 
ney buses from the Cowen Park district 
will again be allowed to resume opera- 
tion in competition with the Seattle 
(Wash.) Municipal Street Railway may 
be allowed to rest with Superintendent 
of Railways D. W. Henderson, follow- 
ing the action of the council in refer- 
ring to him for report the entire matter. 
Residents of Cowen Park district have 
petitioned the City Council for through 
jitney service from the district to the 
downtown section, with the privilege 
of loading and unloading passengers at 
all points north of the Eastlake Bridge. 
Mayor Hugh M. Caldwell has written 
the Council, recommending that through 


service be allowed for the Cowen Park | 


jitneys. 

The effort to restore jitney service is 
made by Cowen Park residents because 
it is anticipated that the feeder buses 
now connecting with the municipal rail- 
way at Eastlake Bridge may be discon- 
tinued shortly, as they are running at a 
loss. Another objection to the feeder 
service is that the transfer privilege is 
not universal on the electric railway,— 
that is, passengers on the jitneys must 
pay a 10-cent fare with transfer to the 
Eastlake car line, but cannot transfer 
to any other line of the traction system. 
Thus, persons boarding the jitneys in 
Cowen Park are compelled to pay 18% 
eents if they desire to ride further 
than the city terminus of the Eastlake 
line. 
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The Council is divided on the question 


of granting jitney service to the Cowen 


Park district, some of the Councilmen 
feeling that it merely means the reviv- 
ing of the jitney problem throughout 
the city, as many other districts are 
without adequate street car service, 
and they would speedily demand jitney 
service similar to that furnished the 
Cowen Park residents. 


Request to Compel Fare 
Advance Refused 
The application of the New York, 


Westchester & Boston Railway, New 


York, N. Y., for a mandamus to com- 
pel the Transit Commission to render 
an immediate decision on the railway’s 
request for permission to charge 7 
cents instead of 5 within the city 
limits has been dismissed by Justice 
Burr of the Supreme Court. 

Argument upon the application for 
the writ of mandamus was heard on 
Nov. 29. At that time counsel for the 
railway said the company had ac- 
cumulated a deficit of $1,686,000 and 
that an increase in fare of 2 cents 
would cost the patrons in this city 
only $20,000 a year but would greatly 
aid the company in its efforts to make 
both ends meet. Counsel said that the 
Transit Commission had apparently 
pigeonholed its application. He wanted 
the court to stir up the commission by 
a mandamus. 

Assistant Corporation Counsel George 
H. Stover, on behalf of the commission, 
said that it was then at work upon a 
report and hoped to have it ready early 
in January. 

Justice Burr in dismissing the rail- 
road company’s application for a man- 
damus, said: 

A judicial body like the Transit Com- 
mission has discretion as to when and as 
to what it will decide, and the courts will 
not coerce this discretion by mandamus 
in the absence of facts showing that the 
discretion has been abused. 

Justice Burr said that the failure of 
the commission to make a prompt de- 
cision in the present case was clearly 
excusable. 


“Green Line Topics” Makes Debut 


“Green Line Topics,” first of a series 
of educational bulletins issued by the 
South Covington & Cincinnati Street 
Railway, made its appearance on Jan. 
1. Conductors distributed copies among 
passengers on the cars throughout the 
day. 

“We intend to inform you of our 
plans, our hopes and our troubles. 
There has, we believe, been too much 
fog, misstatement and misunderstand- 
ing, so we mean to talk to you in man- 
to-man fashion,” reads one of the 
opening paragraphs in the bulletin. 
The bulletin informs the patrons 
regarding the amount of material 
required in the construction of the 
Green Line. 


Wants to Run Three-Car Train 


The Boston (Mass.) Elevated Railway 
has in contemplation taking all the 
surface cars out of the Boylston Street 
subway and introducing the three-car 
train, which would provide much addi- 
tional seating capacity and greatly fa- 
cilitate the handling of passengers at 


such congested points as Park ee fed poin of trineterss at c 


and Scollay Square. 


‘the Seattle (Wash.) Municipal Railwa 


Nec a 4 
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Railway Starts Bus Line-—The Mi 
neapolis Street Railway has started b' 
service between the terminus of © 
Second Street N. E. line and Camd 
Place. Transfers will be issued to ¢ 
from the cars connecting with the 
route. The fare is 6 cents. 

One-Man Cars Allowed.—The Ulinoi 
Commerce Commission recently hand 
down a decision authorizing the Tri- | 
City Railway to operate one-man car 
in Rock Island, Moline, East Moline and 4 
Silvis. As a result of the ruling one 
man cars were being operated on the . 
Third Avenue line between Rock Island 
and Moline on Dee. 26. 


Wants Jitney Measure Repealed. 

Lew Shank, Indianapolis Mayor-elect, 
has announced that he will advocate t 
repeal, in his administration, of 
ordinance, recently passed, to regula 
jitney traffic. He said he will info1 
officials of the Indianapolis Street Ra 
way that he is willing to co-operate wi 
them in efforts to establish a zone fare |} 
system for the railway. 


Employees Not on Duty Must Pay.— i 
D. W. Henderson, superintendent of | 


has issued an order that only trai 
men going to and from duty may rid 
free on the municipal railway after | 
Jan. 1. Hitherto, under the existing | 
fare ordinance, all employees ha 
been accorded this privilege. The sa 
ing to the city under this order is es 
mated at $100 a day. 


Through Rates Cancelled.—The Inter- || 
state Public Service Company, ia i 
dianapolis, Ind., has issued a ta 
cancelling its through freight rates to |) 
points on the lines of the Ohio Electric |} 
Railway. This will mean an increased . 
cost on electric rail shipments from | 
Louisville to Ohio territory. The action | 
is the result of the Ohio Electric Rail- |} 
way’s making void the through rate 
agreement. 


One-Man Cars On Trial in Dayton.— | 
The Dayton Street Railway, one of the 
five lines operating in Dayton, O | 
will institute experimental operation of | 
one-man cars in the near future. | Pro! | 
vision for the operation of this type of | 
cars was made in an ordinance just| 
passed by the City Commission. 
ordinance provides for the operation 
either one-man or standard ears, and} 
sets forth the requirements as to safety | 
devices and operation. =i 


Transfer Exchange Required to Be) 
Continued. — The New York Transit) 
Commission has denied the ap licatic 
of the receiver of the owe [sland 
Brooklyn Railroad, and the Nass 
Electric Railroad, to ‘ia t 
exchange of free transfers with 
Van Brunt Street & Erie Basir 
road. The application was 
the recommendation of Ho 
Kingsbury, counsel for the co 
who conducted the hearing, a 
held that the petitioners had 
prove that any financial loss 
terialized to the company by 1 


ed points. — 


ELESUSESHAWOACHSUNGUGUECESUCOGOUDOEESTONONSEAQUNEUGUT] 


‘ing ay teat ‘is required than where 
they are not to be expected. In this 
» it was claimed that the company 
w that drunken persons in all stages 
intoxication were likely to be found 
.on Saturday night upon or in dangerous 
ximity to the track along a certain 
“section of the line, and that_a constable 
‘as on the car especially to look out 
such persons. In these circum- 
neces, the court declared that the 
torman was bound to keep a look- 
out for drunken men even if they were 
lying on the track, whereas otherwise 
| the exercise of reasonable care might 


[Carlson vs. 
112 Atlantic 


aCe.) * Corpenation Not Required to 
Operate at Continuing Loss. 

‘The publie cannot require of a public 
‘Si ervice corporation the continued oper- 
tion of its property under rates which 


urn on the capital - invested, but 
would entail a large continuing loss and. 
the eventual exhaustion of the entire 
apital. [Charleston-Isle of Palms 
Traction Co. vs. Shealy et al., 266 Fed- 
al Rep., 406.] 
EORGIA—Legislative Act and Assess- 
ment Could Not Impair Obligation 
of Former Ordinance Contract, 
Relieving Street Railway so 
ay Paying. 

Ordinance contracts, exempting a 
treet railway from paying assessments 
d sanctioned by a subsequent legis- 
ative act, are valid and not illegal on 
ound that they were unauthor- 
ceptions from payment | of taxes 


so that a Sareaaent act re- 
g the company to pay ate of the 


ee [City Council of 


104 South- 


b car psear was not Jai. 
1g to prevent pnsneiges 
as they left the car 
as no Signs ug expe 


uld afford, not only no adequate re- - 


al vs. Augusta-Aiken Riv: 


iiss ELECTRIC RAILWAY JOURNAL 


Mromean Testimony of Inability to 
Produce Witnesses Improper. 


ib action for injuries in a collision, 
it was proper for the trial court to 
exclude from the evidence the written 
list of witnesses made by the conductor 


_at the time of the accident, with testi- 


mony of inability to produce certain of 
the witnesses, because otherwise the im- 
pression might be created that the tes- 
timony of such witnesses, if produced, 
would have been favorable to the com- 
pany. [Ninman ys. Detroit United 
Railway, 183 Northwestern Rep., 49.] 


NEw JERSEY—Passenger Injured While 
Walking Back to Station Held Not 
Entitled to Recover. 

A passenger was carried by his sta- 
tion but let off at another station and 
was given a-ticket by the conductor to 
enable him to ride back to his station. 
Instead of so doing, he started to walk 
back on the private right-of-way of the 
railroad company and stumbled and fell, 
sustaining the injuries sued for. It was 
held that the railroad company was not 
liable for the injuries thus sustained as 
there was no casual connection between 
the injuries sustained and the act of the 
defendant company in not letting the 
passenger off at the right station. [Kel- 
son vs. Public Service R. Co., 110 At- 
lantic Rep., 919.] 


New YorK—Doctrine of res ipsa loqui- 
tur is Applicable Only Where In- 
strumentality Causing Accident is 
Entirely Under Control of Defend- 
ant. 

Where plaintiff, an intending passen- 
ger, was injured while standing on a 
station platform by being struck by a 
bundle of newspapers thrown from a 
passing train by one who was not an 
employee of the railroad company, there 
was no assumption that defendant’s 
negligence caused the accident; the doc- 


trine of res ipsa loquitur applying only 


where the instrumentality through 
which the accident happens is entirely 
under the control of the defendant. 


[King. vs. Interborough Rapid Transit - 


Company, 188 New York Sup., 700.] 


PENNSYLVANIA—-Person Merely De- 
prived of a Method of Travel May 
Not Appeal from Grant of Permis- 
sion to Railroad to Surrender 
Charter Rights. 

The only question to be determined 
by the trial court on petition of a rail- 
road for permission to surrender its 
charter rights to operate a road over 
part of its line, is whether it may be 
granted without prejudice to the public 
welfare or to the creditors and in the 
interests of the corporators. Hence, a 
decree granting such permission may 
not be appealed from by a private in- 


- dividual merely because he will, by dis- 


continuance of operation, be deprived 


of one of the ways previously used by 


im in traveling to and from his home, 
his grievance not being different in kind 


f m that of the peneral: BOG but 
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TENNESSEE—Contributory Negligence 
of Beneficiary Bars Recovery, 

A mother, while driving an automo- 
bile in which her son and daughter 
were seated, collided with a car. The 
mother and daughter were injured and 
the son was killed. There was negli- 
gence on the part of both mother and 
motorman. Damages were refused to 
the mother on account of her negli- 
gence, but were awarded to the daughter 
and there was a judgment for $8,000 
for the death of the son, the mother 
and daughter being beneficiaries. The 
court held, however, that as the mother 
was negligent, her share could not be 
collected, but the daughter could collect 
$4,000. [Anderson vs. Memphis Street 
Railway, 227 Southwestern Rep., 39.] 


SouTH CAROLINA—Directions of Traffic 
Officer Not Controlling. 

There is no absolute duty on a motor- 
man to obey the traffic officer’s signal to 
cross a street without regard to exist- 
ing circumstances, conditions or conse- 
quences, but he is required to stop, not- 
withstanding a signal to proceed, if in 
the exercise of reasonable diligence it 
is necessary so to do to prevent a col- 
lision. [North State Lumber Company 
vs. Charleston Consolidated Railway & 
Lighting Company, 105 Southeastern 
Rep., 406.] 


TENNESSEE—Contracts Not to Join 
Labor Union Not Contrary to 
“Public Policy.” 


Individual contracts between a street 
railway company and its employees, 
whereby they agreed not to join any 
labor union during the term of their 
service, provided these contracts are 
not contrary to any provision of the 
state or federal Constitution or 
statutes or any rule of the common 
law, are not opposed to ‘‘public policy.” 
The report of the National War Labor 
Board providing that the right of 
workers to organize trade unions and 
to bargain collectively “shall” not be 
denied, etc., and that employers should 
not discharge workers for membership 
in trade unions, does not invalidate 
agreements by employees not to join a 
union, or’ render them contrary to 
public policy, as “shall” is used in the 
sense of “should.” [Nashville Rail- 
way & Light Company vs. Lawson, 
229 Southwestern Rep., 741.] 


WISCONSIN—Boy Held Trespasser in 
Climbing Tower Carrying Electric 
Wire. 

Where boys often played in a field 
containing steel towers bearing electric 
wires to the knowledge of the owner, 
but had never climbed the towers be- 
yond the first crossbars and the owner’s 
employees had never seen them on the 
towers, a boy climbing one of the 
towers to a height of 30 ft. and there 
coming in contact with a high-tension 
wire was a trespasser, and the owner 
owed him no active duty to protect him, 
whether or not he was a licensee, while 
playing at the foot of the tower. [Bon- 
niwell vs. Milwaukee Light, Heat & 
‘Traction Company, 182 Northwestern 


-Rep., 468.] 
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Railway is att:sted by the fact that — 
this 100 per cent increase in rate of — 
fare was accepted by residents of the 
city with but little adverse comment. — 

During Mr. Sanders’ term of office 


Assistant Manager Appointed in 
Detroit to Further Mu- 
nicipal Service 


When the development of the munici- 
pal street railway system of. Detroit, 
Mich., reached the stage where Mayor 
Couzens felt he could no longer keep in 
as close touch with it unaided as he de- 
sired, he sought someone who could re- 
lieve him of some of the responsibility 
to the people in carrying out the pro- 
gram of municipal operation. With 
this idea in view he recently appointed 
Ross Schram assistant general man- 
ager of the Detroit Municipal Rail- 
way. 
Oh Mr. Schram will rest the responsi- 
bility of assisting the operating force 
of the municipal system to carry out 
the will of the people and of selling 
service in accordance with the Mayor’s 
interpretation of the people’s stand for 
municipal ownership. He will be the 
main point of contact between the ad- 
ministration and the operating organi- 
zation. 


Mr. Schram was born in Battle Creek, | 


Mich., in September, 1888, and his first 
connection with Detroit affairs came 
when he was municipal representative 
for the Detroit News. This was after 
his graduation from the Detroit Uni- 
versity School. Later he entered the 
automobile field and was connected with 
the Charles H. Fuller Company, adver- 
tising agents, Chicago, handling the 
Overland, and with the J. Walter 
Thompson Company, New York, Ford 
agents. He was also associated with 
the Packard Motor Car Company as 
editor of the Packard house organ. For 
two years he was an automobile dealer 
in Ottawa, Ont. f 

As secretary to Mayor Couzens from 
1919 to 1921, he became familiar with 
the policies of the Mayor as regards 
municipal ownership. For ‘the past 
two and one-half years he has also been 
secretary to the Street Railway Com- 
mission, including the time while the 
fight was on for the municipal owner- 
ship ordinance which was approved by 
the voters of Detroit. 

The position which Mr. Schram fills 
is a new one created to meet the de- 
mands resulting from the rapid expan- 
sion of the municipal system. He does 
not claim any technical experience in 
the operation of an electric railway. 
His efforts will be directed mainly to- 
ward the furthering of the policy of the 
Mayor and the Street Railway Commis- 
sion to sell the idea of service to every 
one connected with the electric railway 
organization. 


G. S. Wills Is Now Managing 
Wheeling Traction Company 


Announcement has been made by the 
officials of the Wheeling (W. Va.) Trac- 
tion Company of the appointment of G. 
S. Wills as general manager. Mr. 
Wills has been connected with the 
Wheeling Traction Company as assist- 
ant to the vice-president for the past 
year and a half and succeeds C. P. 
Billings as general manager of the 
Wheeling Traction Company. 

The recent acquisition by the West 
Penn Power Company of new light and 


j| also the service-at-cost franchise was 
k : pee _extended and renewed and the maximum ~ 
power interests in West Virginia and rate of fare raised to 6 cents cash with 
the growth and development of the a penny charge for transfer. In a re- 
properties in Pennsylvania have re- cent statement he said that during the 
sulted in the placing of new and added last six years the correctness of the 
responsibilities upon Mr. Billings, principles of the Tayler grant had been 
which require that.a part of his time proved, for it had adjusted itself to 
be spent away from Wheeling. Mr. the trying circumstances of war condi- 
Billings | will, however, continue to tions and carried the company through — 
make his headquarters in Wheeling, particularly bad conditions. One point — 
and will also continue the general which he considers in its favor is that 
supervision of the Wheeling Traction jt has kept the railway out of politics. 
Company as its vice-president. ~ Just before leaving his office, Mr. 
Mr. Wills has been connected for Sanders, in a report to the City Coun- — 
many years with the West Penn Power cil, made several formal recommenda- 
Company. in Pittsburgh. tions, among them the suggestion that — 
the Cleveland Railway use buses and 
that the company attempt to collect 
back income taxes which it has paid. 
Mr. Sanders was interested in the de- — 
velopment of a rapid transit system 
for Cleveland and served on a com- ~ 
mission to establish such service. The 
plan submitted to the city failed to 
win the approval of voters. Through 
extensive changes in routing, replace- | 
nient of rolling stock and extensions of 
lines, the Cleveland service was bettered 
even during adverse times. q 
Mr. Sanders reported to the City 
Council the accomplishments of his of- 
fice during the past six years, a digest 
of which was printed in the ELECTRIC 
RAILWAY JOURNAL for Dec. 31, 1921. 


Fielder Sanders Retires 


Has Been Cleveland’s Railway Commis- 
sioner During the Difficult Period 
Since 1916 


Fielder Sanders, who has served as 
street railway commissioner of Cleve- 
land, Ohio, for the past six years, re-. 
tired from that position on Dec. 31. 
He has resumed the private practice of 


Walter W. Austin is. the newly 
elected president of the Kansas Public 
Service Association. He has served for 
five years as secretary-treasurer of 
the association and was elected its 
president at the recent meeting at 
Hutchinson. Mr. Austin is the owner 
and operator of the Home Light & 
Power Company, operating at Cotton- 
wood Falls and Strong City, Kan. 


Dexter S. Kimball, dean of the Col- 
lege of Engineering, Cornell University, 
has been elected president of the’ 
American Society of Mechanical En- 
gineers for the year 1922. Since 1911 
Dean Kimball has been a member of 
the Council on Industrial Engineering, 
New York State Department of Educa- » 
tion. He is also a member of the ~ 
Society for the Promotion of Engineer- 
ing Education and the Society of Indus- 
trial Engineers. He is vice-president 
of the Federated American Engineering 
Societies. Mi 

Joseph Johnson, who was chief of the ~ | 
transportation bureau of the Public } 
Service Commission for the First Dis- | 
trict of New York from 1914 to 1917, 
was recently appointed commissioner | 
of public works for Manhattan under 
Julius Miller, the new Borough Presi- 
dent. Mr. Johnson has held many ad- 
ministrative positions in New York — 
City. For the two years previous to — 
his connection with the Public Servi 
Commission he served as fire comm 
sion under Mayor Gaynor. He 
this appointment after holding the 
fice of deputy fire commissioner ©: 
York from 1910 to 1912. Mr. Jo! 
began his career as a newspaper 
He was city editor of the Atlanta 
nal in 1896 and served on the s 
the New York American from 


FIELDER SANDERS 


a 


law and will specialize in public utility 
eases and franchise matters. It is un- 
derstood that Mayor Fred Kohler’s 
choice for the office is James W. Hol- 
comb. 

Mr. Sanders’ legal experience has 
been extensive. For some time he was 
chief assistant county prosecutor and 
in this position had charge of all civil 
matters. He thereafter became judge 
of a municipal court in Cleveland, and 
was serving in this post previous to be- 
coming commissioner. 

Mr. Sanders took an active part in 
matters pertaining to street traffic and 
railways during all his years of service. 
He assisted in drafting a national code 
of traffic principles and was the founder 
of an organization of electric railway 
commissioners in cities having service- 
at-cost franchises. Entering office in 
1915, Mr. Sanders was the third com- 
missioner in Cleveland since the Tay- 
ler service-at-cost franchise ‘went into 
effect in 1910. His term of office ex- 
tended during the difficult war period 
when rising costs of operation made 
necessary an increase in the rate of | 
fare amounting to 100 per cent. The 1901, and during the Spanish-A 
confidence of the public in Mr. Sanders War Mr. Johnson was a 
and the management of the Cleveland spondent for that paper. 


Sit 
; 
| 


I 
ke P Sicctic indeed. have been the 365 days 
of 1921 for the electric railway pur- 
‘chasing agent and as lean have been 
the orders for equipment and material 
ae with manufacturers and jobbers. 
ampered at every turn by lack of 
ey their buying has been mostly of 
material for maintenance and rehabili- 
- tation work. This is borne out by the 
“a figure for the number of miles of track 
| _ reconstructed, which was the largest 
| since the data have been collected. New 
| ae laid is even less than that built 
‘last year,-which, when considered with 
the amount reconstructed, shows the 
5 marked tendency of the electric rail- 
ways to spend their available money 
_for maintenance and not for expansion 
even when there is a decided necessity 
| for such. New rolling stock purchased 
| is the lowest-in the history of the 
| industry, but a large number of cars 
have been reconstructed. No definite 
figures can be given for rehabilitated 
rolling stock since there is no line of 
| demarkation between maintenance and 
reconstruction. However, the marked 
Be rndeney to keep old equipment in run- 
_ ning condition rather than scrap it has 
ts been plainly i in evidence during the past 
| year. 


est. and most hopeful that the indus- 
|. try has seen in five years. The only 
good thing about 1921 is that it Bas 
_ passed. Its showing would have been 
much more discouraging had it been 
called upon to assume its proper pro- 
portion of maintenance and renewal 
; Costs. This being true, it- follows that 
sy: 1922 and subsequent years will be called 
: n to bear burdens which should have 


_ These burdens, too, will be much greater 
an if the work had been done at the 
roper time. In spite of this. deferred 
_ Maintenance the electric railways have 
been witnessing through 1921 an ever- 
easing gap between operating ex- 
ses and income. They have also 
prices gradually come within rea- 
, accompanied by deliveries on a nor- 
pre-war basis. 
This year likewise has a most prom- 
and encouraging outlook for the 
facturer of rolling stock and’ sup- 
stment in labor and mate- 
de it possible to reduce 
nearly every line. Though 
still at too high a level 
recession to pre-war prices, 
i peceney toward reduction 


teel and copper have both 
» severe drops in prices. Steel 
aor 50 per cent eee 
—1 1918, has 


The prospects for 1922 are the bright- 


n spread over the past five years. 


The fundamental com-— 


Mandates ret a Markets 


_ DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


BUSINESS ANNOUNCEMENTS 


1921 a Year of Pris Reductions 


_ Lowered Costs of Nearly All Materials for Electric Railways Have Failed to 
aie ae Buying — Greatest Activity in Rail Purchases for Track 
Reconstruction—Motor Production. at New Low Point 


According to Albert F. Richey’s 


“Prospectus of Indexes” electric railway 


materials have shown a drop of 89 
points since September, 1920, when the 
index was 237, as compared with 100 
in 1918, which was taken as the base 
year. Thus materials are but 58 per 
cent higher than they were in the pre- 
war year of 1918. Manufacturers, as 
well as every master mechanic and 
maintenance of way superintendent, 
know that there exists a market that 
has been starved but which is soon to 
be revived. Undoubtedly they are also 
aware that the electric railways will 
put every available dollar into track and 
rolling stock material in the near future. 
Judging by the conditions of most prop- 
erties, their belief certainly has con- 
siderable substantiation. 

Electric railways have been quite 
active in the rail market during the past 
year. The most notable occurrence in 
this market by which they have bene- 
fited was the reduction of the price 
from $47 to $40 a ton. This figure is 
about $12 higher than the average fig- 
ure for 1902 to 1915 and $17 lower than 
the peak reached in 1918. Steel rails 
were the last of the important steel 
products to succumb to the adjustment 
which the steel industry has experienced 
since the fall of last year. All the im- 
portant products, including plates, 
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beams, bars, billets and pig iron, have 
been sharply reduced from the -prices 
which prevailed previous to the falling 
off in the demand for, steel, but. even 
in the face of the reduction in all of 
these products steel rails ‘held their 
own until the latter part of October. 

The standard T-rail business of mills 
at the present time is in much better 


_shape than other classes of steel busi- 


ness. Around the first of the year siz- 
able orders were placed, the buying 
coming early and largely at one time. 
The same is true of girder rail orders. 
A fair tonnage was ordered early. 
Though the tendency of electric traction 
companies has been to hold off buying 
until a tremendous potential need for 
girder rails has been created, no sen- 
sational buying resulted. Although the 
new track constructed during 1921 was 
about 30 miles less than that built in 
1920, this difference is more than wiped 


“out when it is considered that 615 miles 


of track were reconstructed last year, 
as compared with 361 during the previ- 
ous year. 

That there has been some activity in 
the field of..track construction work is 
evidenced by several sizable orders for 
rails. The city of Detroit, Mich., De- 
partment of Street Railways placed an 
$800,000 order for rails and _ special 
traekwork early in the year. The United 
Railways of St. Louis reconstructed 32 
miles of track which required the pur- 
ehase of 5,000 tons of rail, and in all 
nearly $1,500,000 was spent in track 
rehabilitation there. The Chicago Sur- 
face Lines placed an order in July for 
4,000 tons of girder rail, while the 
Toronto Transportation "Commission 
bought a like amount, together with 500 
tons of T-rail. 

This trackwork of course necessitated 
considerable buying of railroad spikes, 
bolts and nuts. Producers during the 
early part of the year had accumulated 
a reasonable reserve supply, sufficient to 
make deliveries of all standard mate- 


New York Métal Market Prices 


we an, “ A 
Gases. electrolytic, cents per Ib. . 
Copper wire base, cents per lb 
Lead, cents per Ib 


Nickel, cents per lb 
Zinc, cents perlbsi). 6.4.3: 
Tin, Straits, cents per lb 


Aluminum, '98 to 99 percent, cents perlb.... 19.00 
Bituminous Coal Prices 
Jan. 2, 1922 

Smokeless mine run f.o.b. vessel, Barsien 

POU reuters eta. cists srs oi Stein aes $4.68 
Somerset mine run, Boston. . arian 1.80 
Pittsburgh mine run, Pittsburgh. Vie ae 2.15 
Franklin, Ill., screenings, Chicago.......... 2.10 
Central, Ill., screenings, Chicago........... 1,93 
Kansas screenings, Kansas City............ 2.50 


Rubber-covered wire, New York, cents per lb 
Weatherproof wire base, N. Y., cents per lb. 
Standard Bessemer steel rails, per gross ton 


Standard open hearth rails, per grosston.... 40.00 
Wire nails, Pittsburgh, cents perlb......... 2.50 
Railroad spikes, drive, Pittsburgh base, cents 
RSENS Se fad ghd Niches 8 oh MO sve hd, og win ae 2.25 
Tie plates (flat type), cents perlb.......... 2.00 
yAngle bars, cents'perlb, Si. wc. s eee ees 2.40 
Rail bolts and nuts, Pittsburgh base, cents 
PORT Aiape de lo a US, ene eae 4.124 
Steel bars, Pittsburgh, cents perlb......... 1.50 
Sheet iron, (24 gage), Pittsburgh, cents 
TOE ok ora READ <7 BOG Oe 2.85 
Sheet iron, galvanized, (24 gage), Pittsburgh, 
Besents pen lb arte. tae tees Seis cele 3.55 
peed. barbed wire, Pittsburgh, cents : Me 
rdinary, Pittsburgh, cents ais 
lo ass (single strength), first 
ee ckets, A quality, N.Y., coon’ 81% 


Old Metal Prices—New York 

Jan, 4 1922 
envy, copper, cents perlb..............-- 25) 
Light copper, cents perlb.. hay 
Heavy brass, cents per lb. ii 
Zinc, old scrap, cents per Ih eee 
Yellow brass, cents per lb 
Lead, heavy, cents perlb.............0.05- 
Steel car axles, Chicago, net ton.......---+s 
Old car wheels, Chicago, gross ton.......... 
Rails (short); Chicago, gross ton.... 
Rails (rerolling’, Chicago, gross ton 
Machine turnings, Chicago, net ton 


Material Prices 


Jan. 4, 
1922 
Car window glass (single strength), first 

three brackets, B quality, N. Y., discount 81% 
Car window glass (double strength, Lact sizes, 

A quality), New York, discount. . 83% 
Putty, 5]b. tins, cents perlb...........-... 4.7 
Waste, wool, cents perlb...........+++-- 13.00 
Waste, cotton, (100 Ib. bale), cents per lb. saton 

FEO Mi tase te’iale a)sinlgar ahs Pin sys1s als os) epee 2 

REDAGEDULsin cb cic agin we slo alogs ae wink Caiaeatteegts 9.00 
Asphalt, per ton, f.o.b. Bayonne, N. J.. $16.00- 
Paving stone, 4x8x4, f.o.b. Chicago, dressed, 

TEL IG AEE aA EOE HEC ag ae.ctoeelh $3.35 

Common, per sq.yd.......+y.++2+ere ees $3.00 
Wood block paving y3h, 16 treatment, N. Y., 

MSGI RCUN Ow. v5) 0) 5-14 eatin s dareipe etn ke 2.17 
SEEPS stone, % in. carload lots, N. Y., per eas 
Cement, eehies consumers net prices, with- aie 

CohDA iL 1:1 12 MONO Tee A ere een ied ara iiers 7 
Tinea al, (5 bbl. lots), N. Y., cents per gal. 72.00 

ite lead, (100 Ib. keg), N. ye centsperlb, 12.25 
Turpentine (bbl. lots), N. ye, cents per gal. 82.50 


*These prices are f.o.b. works, boxing charges extra. 
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rial from stock, but there was a grow-— 


ing tendency to curtail production. The 
reduction from peak prices of spikes 
and bolts to date has been considerable, 
ranging from about 20 to 40 per cent 
with different companies. The current 
base price of track bolts and nuts is 
about 3 cents per pound, while standard 
railroad spikes are from 3.8 to 4 cents 
per pound. 

The prices of track tools also came 
in for revision. The reduction from 
peak prices by different producers 
ranged from 10 to 30 per cent. Al- 
though stocks were held to a low level 
immediate deliveries were made. 

Special trackwork in the electric rail- 
way field showed quite an improvement 
during the year. Isolated and concen- 
trated activity in a few sections of the 
country rather than a general improve- 
~ment accounted for the increase in this 
buying. It was said that the street 
railways were more active than the 
steam railroads in this market. Orders, 
of course, represented pressing repair 
needs for the most part, rather than 
new track extensions. 


LINE MATERIAL PRICES UNDERGO 
SEVERAL REDUCTIONS 


The prices of overhead copper line 
material during 1921 have been marked 
with numerous reductions. There have 
been at least five increases in the dis- 
count, so that prices are roughly 25 
per cent less than they were a year 
ago. Buying during the year was for 
maintenance only, with railways never 
endeavoring to stock ahead. Stocks of 
standard finished products and semi- 
finished material in this field are in 
good shape with prompt deliveries pre- 
vailing. 


CAR WHEEL PRODUCTION LOW 


A survey of the market among pro- 
ducers of chilled iron and rolled steel 
car wheels made in June revealed vir- 
tually a uniform condition of light de- 
mand. Both steam and electric lines 
were buying the smallest number of 
wheels possible to meet their require- 
ments, oiders were scattered and there 
were no large ones placed. Some manu- 
facturers reported a production as high 
as 40 to 60 per cent of capacity, but 
the general operating scale was lower 
than it had been for many years. 
Nearly all wheel companies have re- 
duced wages, though here and there one 
reported undiminished labor cost. The 
average decrease in wages has been 
from about 10 to 20 per cent, with an 
extreme of 25 per cent. Most pro- 
ducers are now selling wheels at a 
quotation approximately 25 per cent 
lower than a year ago. 


BRAKE SHOE PRICES DOWN 


The price trend of brake shoes has 
been downward. Reductions have been 
made in several instalments so that 
they can now be purchased at about 
$16 less per ton than at this time last 
year. This is a substantial reduction 
when it is remembered that the brake 
shoes were advanced in price since be- 
fore the war less than almost any other 
item of railway equipment. Buying, 
for the most part, was for immediate 
needs only, though in the electric rail- 
way field buying has been proportion- 
ately greater than in the steam railroad 
field, some traction companies carrying 
from two to three months supply. The 
market has presented much the same 
feature as other railway equipment 
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lines. Stocks of finished material were 
maintained rather large and deliveries, 
of course, were immediate. Orders to 
equip new rolling stock were a negli- 
gible factor. 


RAILWAY MoTor PRODUCTION 
AT Low POINT 


The sale of railway motors was not 
as gratifying last year as it was dur- 
ing 1920, especially during the first 
half of 1920. The bulk of the demand, 
of course, has been for motors of the 
safety-car type. The sale of motors 
began to show considerable falling off 
in the spring of last year. Even though 
the buying of this class of material ‘has 
been subnormal for several years past, 
the present market appears to be espe- 
cially below par. It was estimated re- 
cently that the demand during the year 
ran about 50 per cent below normal 
and about 25 per cent below the record 
for 1920. The fact that less than one- 
third the number of safety cars were 
ordered during 1921 than during 1920 
helped account for this fact. On an- 
other page it will also be noticed that 
the total rolling stock ordered last year 
was approximately half of that pur- 
chased during the year previous. This 
decided slump in the demand for both 
safety and urban cars is reflected very 
forcibly in railway motor production. 

Prices have come down from the peak, 
of course, the reduction in one instance 
amounting to from 10 to 20 per cent. 
Unless there are further decreases in 
labor and material costs no further 
price reductions are foreseen, espe- 
cially while the necessarily curtailed 
production entails a high overhead. It 
can undoubtedly be said that motor 
manufacturers will be among the first 
to benefit when the electric railways 
pee to purchase badly needed rolling 
stock. : 


1921 A YEAR OF PRICE DROPS” 


The year 1921 has been one in which 
reduction has taken place in nearly 
every type of material and piece of 
equipment ysed by electric railways. 
It has been a case where price lower- 
ing has not been accompanied by in- 
ereased buying. It would be useless to 
enumerate the various items in which 
reduction has taken place. In some cases 
the reductions are but 5 or 10 per cent, 
while in others they are as high as 40 
or 50 per cent. A weighted average for 
all materials would probably indicate 
that the electric railway purchasing 
agent is buying the same amount of 
material now for 30 per cent less than 
he paid a year ago. 


Rolling Stock 


Philadelphia & Western Railway, Norris- 
town, Pa., has ordered two 56-ft. center- 
entrance motor cars from the J. G. Brill 
Company, Philadelphia, Pa. 


Johnstown & Somerset Traction Company, 
Johnstown, Pa., has placed an order for 
two double-truck motor cars with the J. 
G. Brill Company, Philadelphia. These cars 
will be built at the Kuhlman plant of the 
company. 


Track and Roadway 


Muskegon Traction & Light Company, 
Muskegon, Mich., has been improving the 
tracks and welding the rails. =5 

Jackson Public Service Company, Jack- 
son, Miss., is tearing up its tracks at the 
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head of Capitol Street and is laying a ne 
switch to replace the worn-out one. : 
Washington, Baltimore & Annapolis E. 
tric Railway, Baltimore, Md., is constructing 
a 2-mile siding at Jones’ station and w: 

soon complete ‘the block system on i 
lines. ‘Ties have been replaced under much. 
of the track, wires realigned and a uniform — 
voltage of 1,200 has been adapted. Twenty— — 
five additional telephones have been i: 
stalled along the way. The equipment here- — 
after_is to be regularly inspected. «a 


Buffalo, Arcade & Wellsville Electric © 
Traction Corporation, Buffalo, N. Y., So 
about to contract for all material nec- — 
essary for the construction of an 81-mile 
high-speed passenger and freight line. 
650-volt direct-current system will be i 
sta.led with converters taking their power 
from a three-phase, 25-cycle transmission. ~ 
line. The track will be laid with 65-Ib. — 
rail. Construction work will be commence 
about March i, 1922. 


% 

Dallas (Tex.) Railway and the Super- — 
visor of Public Utilities are working out — 
plans for ~electric railway extensions in 
Dallas, in keeping with the expansion and: — 
growth of the city. Extension of car 
tracks on Parry and Lindsley. Avenues to ~ 
Aukurn and the utilization of the tracks — 
of the Terrell Interurban, now building on — 
Forney Avenue, for another approach to 
the Mount Auburn section of the city ar 
the next developments under the plans now 
being worked out. It is expected that 
these two lines will be built and put in ~ 
operation on the completion of the Terrell ~ 
Interurban, which is expected to be finishedi © 
about Noy. 1, 1922. 
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Power Houses, Shops 
and Buildings ; 


Commonwealth Edison Company, Chicago, — 
Iil., will build a power plant on the Indiana 
side of the state line north of Hammond. — 
Power for the entire urban system of street_ 
railroads could be provided by this plant. — 

Vincennes (Ind.) Street Railway is in- | 
stalling two  motor-generator sets to con- | 
vert the power purchased from the Indiana | 
Power Company to direct current. Hereto- 
fore, direct current has been supplied to ~ 
the railway by the company. The machines. © 
are being installed in the carhouse on North 
Highth Street. 

British Columbia Electric Railway, Van- — 
couver, B. C., is lengthening the station 
platforms on the Central Park line to a 
75-ft. standard to accommodate three-car | 
trains for some time in the future. The ~ 
alterations are taking place at present — 
owing to a number of stations being re- 
moved to new locations to conform to the — 
new rule of the road which has just. gone 
into effect. Stations are located on the 
near side of level crossings. = 
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Trade Notes 


Texas Company, New York, has consoli- 
dated its traffic and railway sales d “4 
ment into one department known as the ~ 
railway and traffic sales department. The 
headquarters of G. L. Noble, vice-president; — 
William Jervis, manager; W. E. Greenwood, ~ 
assistant manager, is at 17 Battery Place, | 
New York, which will.also be the head- — 
quarters of J. E. Symons, superintendent 
of on lubricating division of the depart- 
ment. 4 


Westinghouse Electric & Manufacturing — 
Company, East Pittsburgh, Pa., has begun — 
work on the largest single order for elec- 
trical transformers ever placed, according — 
to announcement made by officials of that ~ 
company. The order was received by the 
Westinghouse Electric International Com- — 
pany, through its Japanese agents,,Takata 
& Company, from the Daido Electric Power 
Company of Japan. The contract cones 4 
thirty-four transformers, averaging A000 
kva. each, a total of 316,400 kva. _ 
transformers will be single phase, 60 ¢ 
oil insulated and water cooled, and 
have a high voltage of 154,000 volts, 

is the highest voltage in commercial us 
this time. When installed, they will wei; 
50 tons each. Tine Daido Electrie Poy 
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consideration for the area 
and Washington. Bleven 
needed to complete the 
for an expenditure of appr 
000 for the entire equipmen’ 
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